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GENERAL RATE INQUIRY DECISION 


The decision of the Commission in the general rate 
inquiry has at last been promulgated. In spite of the 
propaganda that has been carried on in high quarters in 
favor of radical rate reductions, the decision is a sur- 
prise to most persons who had watched the evidence 
submitted to the Commission. It had not been sup- 
posed that the reductions, if any, would be so large or 
so general. The decision means an average reduction of 
ten per cent on all freight rates. The way the decision 
puts it is to reduce the percentages by which rates were 
increased under Ex Parte No. 74. Some rates reduced 
since Ex Parte 74 are, of course, excepted from the ef- 
fect of the new decision. 


Inasmuch as the carriers, under present rates, have 
been unable to earn the five and three-quarters per cent 
on their valuation that the Commission now says they 
are entitled to, it is difficult to see how they will be able 
to earn it with a ten per cent cut in freight rates. In 
the year 1921 they earned 3.31 per cent. In the first 
three months of this year they earned 4.51 per cent. Last 
March, their best month since the present rates were pro- 
mulgated, they earned 5.83 per cent, but that was at- 
tributed largely to the vast movement of coal in advance 
of the strike. 

The only possible justification for such a decision 
would be a belief that reductions in freight rates would so 
stimulate business as to increase earnings in spite of 
lower rates. That, of course, the Commission affects 
to believe. But there is nothing substantial on which to 
base such a belief. It is merely the theory of persons 
who want reductions. Persons who have gone into the 
matter scientifically do not believe that even a more 
radical cut in freight rates than the Commission has now 
administered would have a material effect on the general 
volume of business. That is the unanimous sentiment of 
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railroad traffic men. One might say, of course, that they 
are prejudiced, but why should they maintain the posi- 
tion they do maintain if they are not sincere? Their ob- 
ject is to get business and make money. If lower rates, 
in their opinion, would achieve this object, what reason 
would there be for their not advocating reductions? 


Besides, railroad traffic men are not the only ones who 
hold that belief. 


What seems to have happened is that the Commis- 
sion has either yielded to the ignorant public and admin- 
istration clamor for reduced rates as a means of restor- 
ing business to normalcy, or is itself an honest victim of 
that fallacy, and has recommended a cut in rates as deep 
as it dared, hoping—without anything but theory on 
which to base that hope—that events will justify its 
action. In our opinion, only two things could happen to 
make the decision of the Commission anything other 
than harmful. One would be a decision by the Railroad 
Labor Board cutting wages in an amount equal to the cut 
in freight rates. The other would be a restoration of nor- 
mal business conditions that would cause freight to move 
in sufficient quantities to make the business of carrying it 
profitable in spite of the Commission’s action. If either 
of these things happens, the Commission and the coun- 
try will simply be lucky. We suppose, however, if the 
revival of business should come, it would be attributed 
largely to the reduction in rates by those who now 
favor the reduction for the sake of business health, and 
the Commission would thus be glorified among the 
ignorant. 

There will, of course, be an immediate increase in 
traffic for the reason that considerable freight has been 
held up pending a decision. Any definite decision, how- 
ever, would have released it and this tonnage, though it 
may show an immediate increase for the railroads, will 
not mean anything in the long run, for it would have 
moved some time, no matter what happened. 

We find two things for gratification in the decision 
of the Commission. One is that there has been a deci- 
sion. Any kind of final settlement was preferable to 
much farther delay. Business wanted certainties and not 
suspense. The other is that the reduction, as long as one 
is made, is to be made by the general percentage method, 
thus making the reductions by the same method used in 
applying the increases that are now to be partly re- 
moved. That was the method advocated by the National 
Industrial Traffic League and by ourselves. 

As to the action of the President of the United States 
in attempting to influence the decision of the Commis- 
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Northern Railroad 
Maintains Daily Through Fast Freight Schedules 


via connectiens at Bells, Jackson, Middle- 
ton, Tennessee, New Albany, Newton, 
Laurel, Miss., and Mobile, Alabama, afford- 
ing quick deliveries between Northern cen- 
ters and Southern and Southwestern points. 


SOUTHBOUND NORTHBOUND 
9:30 AM 4:30 PM Ly. Jackson Ar. 10:20PM 8:50 AM 
5:00 PM 12:30 AM Lv.NewAlbany Ar. 3:00PM 1:45 AM 
4:39 AM 1:20 PM Ar. Newton Ly. 2:30 AM 12:25 PM 
5:00 PM Ar. Meridian Lv. 9:50 AM 
7:40 AM 4:30 PM Ar. Laurel Lv. 11:40PM 9:30 AM 
4:10 AM Ar. Mobile Lv. 10:00 PM 
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551 Marquette Bldg. 737 Railway Exchange Bldg. 
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ST. LOUIS, MISSOURI NEW ORLEANS, LOUISIANA 
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MOBILE, ALABAMA, 71 Conti Street 


NEW CARGO FACILITIES 


The PORT OF TACOMA announces the letting of 
the contract for the construction of its SHED No.1 on 


PIER TWO. 


This FIREPROOF structure will be 1040 ft. by 180 ft. 
in size and should be in operation by January, 1923. 


Shippers of general cargo may then partake of the 
service that has made PIER ONE the most popular and 
efficient ocean terminal on Puget Sound. 


PORT OF TACOMA 


612 Tacoma Building 
Tacoma, U.S.A. 
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sion, we have to say that it is subversive of the purpose 
of our American institutions and approaches a scandal. 
That the public press has not taken it up as such is due 
to the fact that the press is not especially impressed as 
to the function and importance of the Interstate Com- 
merce Commission and does not recognize in the atti- 
tude of the President the breach of propriety that it 
would see were the Commission an agency with which it 
had closer acquaintance—as, for instance, a federal court. 
We believe the decision of the Commission as handed 
down is just as it was written before the President planned 
his dinner for railway executives and began consulting 
with the commissioners—but we do not even know that. 
We think the Commission, without doubt, did delay its 
decision at the suggestion of the President. What would 
have happened to the decision if the result of his confer- 
ence with the rail presidents had been different from 
what it was can only be a matter for speculation. But 
there has been enough to indicate that the President has 
tried to meddle and that the Commission has been, at 
least in some degree, complacent. 

Quite aside from this point, the President, though 
within his rights in taking a position for public consump- 
tion in the matter of the level of rates and their effect on 
business conditions, has, nevertheless, done a distinct 
harm in increasing the popular impression—for the crea- 
tion of which he is largely responsible—that the railroads 
have persisted in maintaining rates that have been de- 
structive of business. 


As for the railroad executives themselves, they de- 
serve even worse than they have received. We do not 
know what they told the President, though we are in- 
formed that they gave him rather cold comfort in his 
plan for radical voluntary reductions. We do not know 
what they told the Commission in their two recent be- 
hind-the-door conferences with that body. But we do 
know that, by their silence, so far as the public is con- 
cerned, they have contributed to the popular impression 
that they are a gang of pirates and that the President of 
the United States is doing his best, in the face of legal 
and other obstacles, to make them walk the plank. Why 
do they not endeavor to show the public by a manly 
stand that they are right and the President is wrong? 
If they do not do that they will have no one but them- 
selves to blame if the public believes the contrary. They 
should, in our opinion, not only do that, but they should 
fight the rate cut now proposed by the Commission, if 
only as a means of convincing the public that rates have 
not been too high. 


THE ST. LAWRENCE CANAL 


Governor Allen, of Kansas, and Governor Miller, 
of New York, renewed in Chicago last Tuesday night at 
a banquet of the Illinois Manufacturers’ Association, 
their debate on the Great Lakes-St. Lawrence waterway 
project, Governor Allen contending for it and Governor 
Miller taking the other side, though he explained that 
he was not opposing the project but merely contending 
that a convincing case had not yet been made for it and 


that there should be farther investigation by unbiased 
experts. 
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Briefly, it may be said that Governor Allen based 
his argument on the great saving to the middle west 
that would be brought about in transportation costs— 
using grain as his chief example—if this waterway were 
built and ocean vessels took on and discharged cargoes 
at Great Lakes ports. Governor Miller, while not deny- 
ing that there might be such benefit, contended that the 
point was whether the boats could and would use the 
waterway if it were built. He said it had not been 
shown that they would, even if they could, and he did 
not believe they would. In other words, his argument 
was that, however attractive the picture drawn by the 
advocates of the plan and however desirable it might 
be, if it would accomplish what was promised for it, 
men ought not to be induced to favor it until their busi- 
ness sense was Satisfied, and pleas by interested persons 
for it, without satisfactory evidence, were no more en- 
titled to consideration than arguments by interesced 
persons against it, without such evidence. 


Of course, there were many ramifications’ of this 
argument, one being the reply of Governor Miller to 
Governor Allen’s statement that the railroads were be- 
coming unequal to the task of transporting the coun- 
try’s commerce, that the way to help the railroads was 
not by giving them water competition but by adopting 
policies of governmental regulation that would enable 
them to make adequate profits out of which they might 
extend their facilities. To that we heartily subscribe. 
We have made the ‘same point ourselves many times. 
There may be many good arguments for this proposed 
waterway, but inadequacy of rail transportation is not 
one of them. To be sure, Governor Miller was incon- 
sistent in suggesting that what ought to be done, in- 
stead of building the Great Lakes-St. Lawrence Canal, 
was to improve the navigable rivers and to build and 
complete other canals that would be of more practical 
benefit, and in pointing out that the natural water outlet 
of the middle west was down the Mississippi River and 
through the gulf ports. Governor Allen pointed cut 
that, though the New York governor was fearful! of 
harming the railroads by means of the St. Lawrence 
route, he did not seem to entertain the same protective 
feeling when it came to the matter of other water routes. 
But men say many inconsistent things in the heat of 
debate and the question is not who made the best argu- 
ment, anyway. 


But regardless of whether the proposed waterway 
is feasible as an engineering possibility; regardless of 
whether the transportation needs of the country would 
make it desirable that ocean boats should ply the St. 
Lawrence and the Great Lakes; regardless of whether 
the saving to the middle west in transportation cos's 
would justify building the canal, if it were used as 
hoped; regardless of whether the development of hydro- 
electric power from this project would be a sound com- 
mercial enterprise, the fact still remains that the qués- 
tion to be answered first is whether the boats would tse 
the waterway if it were built. We have discussed this 
point of view before. We do not believe the boats 
would use it, as hoped. At least, Governor Miller, self- 
ish or not, is right when he says that this question has 









































































































not been answered in such way as that any good bus!- 
ness man would feel justified in investing a doflar in the 
proposition. 


RAILROAD COAL MEN MEET 


Coal conservation was the chief topic considered by the 
International Railway Fuel Association, at the fourteenth annual 
meeting held in Chicago, this week. Methods of purchase, 
stoking, and storage were discussed by a number of speakers. 
In opening the meeting, L. W. Baldwin, vice-president of the 
Illinois Central, urged the conservation of coal as one of the 
steps necessary to make it possible for the railroads to make 
a rate reduction, for which “there has been considerable agita- 
tion.” He said: 


The public has the right to demand of us, as public servants, that 
we exhaust our best efforts to furnish the most economical trans- 
portation service possible. That does not mean that we should 
neglect these properties, which are placed in our care in order to 
reduce rates, but it does mean that we should be constantly on the 
alert to stop all the leaks and wastes in the business of performing 
transportation service. ee . 

For some time there has been considerable agitation for reduction 
in rates. As you well know, it is of the utmost importance that rates 
not be reduced generally until the spread between operating revenues 
and operating expenses, which was inherited from the war period and 
federal control, is overcome. We are seeking to do that by the 
thousands of operating economies with which every_one of you are 
familiar. We must let the public know what we are doing along these 
lines. If we take the public into our confidence, frankly and fully, we 
can overcome much of the destructive criticism which finds its ex- 
pression in harassing legislation and restrictive regulation. : 

We are passing through a testing period. The future of the rail- 
roads for a long time to come will be governed by the developments 
of the next few months. The spirit of the times demands that we 
give our best, most conscientious service to our profession. | 

It would require some time for me to go into the details of the 
many, ways various classes of employes can conserve fuel, directly 
and indirectly. But it is most essential to educate, interest and stimu- 
late all of them all the time. When you have interested division 
superintendents on a railroad to the extent that they will give fuel 
conservation their personal and constant attention, then only do you 
obtain the best results. 

I do not want to be quoted as saying that fuel conservation results 
are entirely in the hands of the men and local officers. There are a 
great many things for the managements of the railroads and other 
properties to consider and act upon. We must have fuel inspection at 
the mines, and, where coal is placed in storage, it must be scientific- 
ally handled to insure economical and proper results. 


W. L. Robinson, superintendent of fuel and locomotive per- 
formance, Baltimore & Ohio, president of the association, out- 
lined the work of the association as one of education. He said 
fuel conservation was not merely a mechanical department 
function, but ought to be made the business of each department 
of the railroads. In part, he said: 


The main object of the association, of course, is educational, and 
its efforts have been along the lines of endeavoring to present the 
fuel problem in such a manner that the personnel of all departments 
on the railroads will appreciate their responsibility for economical use 
of fuel, and to discuss ways and means for the co-ordination of the 
work of all railway agencies toward the end of ultimate reduction in 
fuel costs. 

Fuel economy was long considered purely a mechanical department 
matter, but this association has for years advocated the policy of 
arousing all the departments to a realization of their share in the 
responsibility. There are at present many of our members, who may 
be classed as transportation or operating officers, and much has been 
gained through papers and addresses delivered at previous meetings 
by general managers, general superintendents and other operating 
officers. We are today looking forward to hearing about fuel con- 
servation from the standpoint of a division superintendent. Not so 
long ago our annual meetings appeared much like one of mechanical 
department officers of traveling engineers. Today, we have these 
men, but in addition we also have representatives from practically 
every branch of all departments interested in railroad operation. 


Car shortage is not the only disability the carriers have to 
meet in times of maximum traffic density, according to C. G. 
Hall, general manager, Walter Bledsoe & Co., who spoke on 
“Assigned Cars for Railroad Fuel,” May 24. The rules promul- 
gated by the Commission, in April and October, 1920, with re 
gard to the allowance of assigned coal cars for railroad fuel, 
were not considered helpful by the speaker, who advocated the 
restriction of coal cars to coal loading in times of car shortage 
as a better remedy. Touching on the Commission’s assigned car 
rules, Mr. Hall said: 


The justification of the orders, as announced by the Commis- 
sion, was “In order that railroad fuel requirements may be reason- 
ably met without the necessity of carriers resorting to confiscation 
of commercial coal.’’ The effect of the orders was to take cars out of 
commercial service and confine them to railway fuel loading. This 
coming at a time when the mines of the country were getting not 
to exceed a fifty per cent car supply and with the railroads using 
approximately one-third of all the bituminous coal consumed in this 
country (after subtracting the tonnage heandled in private cars of 
some of the larger industries), it is very evident that the remainder 
of the coal consuming public was placed in a very bad plight. 

The evil results of the ‘“‘assigned’’ cars, which permit the railroads 
to run a mine full time regardless of the supply of available cars 
for other mines, are many and far-reaching. 

There never was a time during the maximum demand period that 
the entire disability of the railroads to meet the situation was con- 
fined to a lack of cars. In fact, there has always been a failure to 
move cars loaded and empty promptly, due to lack of power, side track 
facilities, treminal facilities, etc., which has delayed and blocked 
traffic and created a general fall-down in service, so that, with those 
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conditions prevaling, it is not fair for a railroad on which mines are 
located to accept cars of another railroad and assign them to one 
or two mines, thereby disrupting the equitable distribution of cars to 
all mines when the real trouble is due to lack of facilities and move- 
ment and not lack of cars. 

The major difficulties within the coal industry and its service to 
the public are directly chargeable to the railroads. If there were 
ample cars and other transportation facilities at all times to take 
care of the offerings of the mines to meet the peak demands, the 
troubles of the industry would soon vanish, as the market would be 
stabilized and the prices would hug the cost of production so closely 
that the number of active mines would be reduced and confined to 
a capacity to meet the actual peak requirements. The only alter- 
native to the very great expenditure on the part of railroads to pro- 
vide equipment and facilities to meet the peak demand offerings 
would be for the railroads and other large consumers to provide 
storage facilities to create stocks during slack demand periods to 
equalize production and distribution sufficiently to greatly modify 
the extremes that will occur under the existing policy of consumers 
to buy only such coal as is currently required. 

The issuance of orders by the Interstate Commerce Commission, 
such as those of April 15th and October ist, 1920, will not cure the 
trouble, but coming, as they do, at the time of a distracted market, 
the result is to further disturb the natural distribution of coal by 
forcing it into channels preferred and named by the Commission and 
withholding it from contracts and orders of the great mass of con- 
sumers, including the domestic users. 

Rather than confine our activities to criticism of the Commission’s 
actions in this respect, however, we should offer some constructive 
means of relieving situations such as arose in 1920. It is very obvious 
that a coal shortage crisis cannot be relieved by giving one or more 
classes of consumers preference in the matter of car supply, and 
the logical and practical remedy is to take action to increase produc- 
tion and expedite movement. This can only be accomplished by re- 
stricting the use of coal cars to coal loading and giving same such 
preferred movement, loaded and empty, as the gravity of the emer- 
gency may justify. The transportation act gives the Commission the 
power to do this. 

The following rules to govern the distribution, interchange and 
movement of open-top cars during periods of rail congestion and peak 
demands for coal would afford the desired relief to the public and at 
the same time enable railroads to protect their fuel supply without 
undue confiscations of commercial shipments: 

1. A railroad may designate and assign cars (owned or leased by 
it) for company fuel loading, but such cars when placed at a mine 
for loading must be counted in the pro rata share of cars to which 
such mine is entitled, based o nits rating. 

2. Cars owned or leased by a foreign railway may be designated 
and assigned for its company fuel loading and shall be given to the 
mine to which consigned if such cars do not exceed the pro rata 
share of cars to which such mine is entitled, based on its rating. All 
cars so assigned and placed at the mine for loading must be counted 
in the pro rata share of cars to which the mine is entitled. 

3. Open-top cars must be loaded only in line for home, and if 
no such loading is available they must be immediately returned empty 


to home line at nearest junction. 


PETITIONS FOR REHEARING, ETC. 


The Director-General has asked for further hearing or argu- 
ment in No. 11650, Texarkana Pipe Works vs. Director-General. 

The St. Louis Chamber of Commerce, intervener, in No. 
11388, Public Service Commission of Indiana et al. vs. A. T. & 
S. F. et al., has asked the Commission to grant a rehearing or 
reargument of that case. 

The Central Foundry Company and the Webb City & Car- 
tersville Foundry & Machine Works, two of the complainants 
in No. 11806, United Iron Works, Inc., vs. Director-General, Mis- 
souri Pacific et al., have asked the Commission to grant a 
rehearing of that case to enable them to introduce further 
evidence to show that the freight charges in question were paid 
and borne by them. 

Complainant in No. 11940, Great Lakes Dredge & Dock Co., 
has asked the Commission to grant reargument in this case. 


SETTLEMENTS WITH CARRIERS 


The Railroad Administration reports the following final 
settlements, and has paid out to the several roads the following 
amounts: Pacific Fruit Express Company, $2,925,000; Piedmont 
& Northern Railway Company, $100,000; Durham & Southern 
Railway Company, $75,000; Pueblo Union Depot & Railroad Com- 
pany, $7,700. 

The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the Railroad Companies and the 
Administration during the twenty-six months of Federal control. 

The Commission has certified to the Secretary of the Treas- 
ury that $16,683.34 is payable to the Tonopah & Goldfield, in 
final settlement of the guaranty. The total amount the car- 
rier was found entitled to under the guaranty was $96,683.34. 

The Commission has certified that $58,711.84 is due the Rock 
Island Southern Railway Company in final settlement of the 
guaranty. 

The Commission has certified to the Secretary of the Treas- 
ury that $55,000 is payable as a partial payment on the guaranty 
to the Chicago, Peoria & St. Louis. 


c. & N. W. BONDS 


The Chicago & North Western has applied to the Com- 
mission for authority to sell $1,815,000 of its general mortgage 
gold bonds of 1987, now in its treasury, and to issue and sell its 
general mortgage gold bonds of 1987 in the amount of $418,000, 
to reimburse its treasury for moneys expended out of income 
for additions and betterments and on account of the retirement 
of underlying bonds. 
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Decisions of Interstate Commerce Commission 





REDUCED RATES, 1922 


Declaring that the tendency is toward increased revenues, 
lowered costs, and higher net income for the carriers, and that 
it is futile to assume that rates can or should be stabilized on 
the present high basis, the Commission, May 24, announced its 
decision in No. 13293, Reduced Rates, 1922, in the matter of 
rates, fares, and charges of carriers by railroad subject to the in- 
terstate commerce act, opinion No. 7649, 68 I. C. C. 676-747. The 
opinion stated that the case was decided May 16. 

Officials of the Commission said the effect of the decision 

was to make a 10 per cent cut on all freight traffic, with the ex- 
ception of the traffic on which reductions have been made since 
August 26, 1920, in the western grain rate case, the western live 
stock case, and the southern hardwood lumber case, which re- 
ductions will stand without any additional reduction being made. 
The voluntary reduction of 10 per cent on agricultural products, 
which will expire by limitation June 30, 1922, will in effect be 
continued and no additional cut on that traffic will be made. 
It was learned that with respect to the hardwood lumber case, 
however, where the rates have not already been reduced 10 
per cent or more as the result of that decision, they shall be 
reduced along with the other rates. 
The general 10 per cent cut will apply in cases where reductions 
have been made since August 26, 1920, for the purpose of equaliz- 
ing rates. No reductions in passenger rates were authorized, 
and the Pullman surcharge remains in effect. 

It is estimated that the cut will mean to the shipping public, 
in dollars and cents, in the neighborhood of $225,000,000. In 
their constructive year, based on 1921 tonnage, the carriers esti- 
mated the net effect of reductions since the increases of 1920 at 
$186,700,000, which, with the estimate above of $225,000,000, will 
bring the total reductions since August 26, 1920, to $411,700,000. 
The Commission said in the opinion that rates of pay for em- 
ployes have been reduced to an extent which, based upon the 
light traffic of 1921, was estimated by the carriers to aggregate 
more than $350,000,000 per annum, and that the Railroad Labor 
Board has estimated that the reduction exceeds $400,000,000 per 
annum without taking into account changes in rules and work- 
ing conditions. 

No order was issued by the Commission. It said that the car- 
riers should advise it promptly and not later than May 31, if 
possible, whether the findings would be carried into effect with- 
out formal order or orders. 

The Commission found that on and after March 1, 1922, 
5.75 per cent would constitute a fair return on the aggregate 
value of the railway properties of the carriers as determined in 
Ex Parte 74, namely $18,900,000,000, subject to such adjustment 
as May be necessary on account of subsequent additions to or 
withdrawals from the property in service, including materials 
and supplies and working capital and further depreciation. 

In the beginning of the opinion, the Commission set forth 
the purposes of the proceeding. It said the important questions 
for determination were whether present rates, fares and charges, 
in the aggregate, as a whole or in the several rate groups de- 
fined in Ex Parte 74, or upon specified commodities or descrip- 
tions of traffic, are or will be unreasonable under section 1 or 
other provisions of the act; whether such rates, fares and 
charges are those which will most nearly produce a fair return, 
as provided in section 15a; and what the fair return shall be on 
and after March 1, 1922. 

Referring to the increases in rates authorized in Ex Parte 

74, the Commission said that late in 1920 there developed a pro- 
nounced and long-continued business depression, nation wide, a 
phase of the general post bellum adjustment throughout the 
world. 
_ “Practically all traffic and all industry have been affected,” 
it said. “There has been substantial reduction in the price of 
most commodities without a corresponding reduction in rates. 
There is a definite conviction in the minds of the shipping public 
that the present rate level is unreasonably high, is an effective 
barrier to the return of business activity, prosperity, and the 
— volume of traffic, and that it should be substantially re- 
uced,” 


Fair Returns 


Under the heading “Fair Return” the Commission quoted 
Paragraph 3 of section 15a, citing the fact that it had exercised 
the discretion conferred upon it therein and to the 5.5 per cent 
return added the one-half of one per cent during the period 
March 1, 1920, to March 1, 1922. It said that since August, 1920, 
the carriers as a whole or as a whole in their respective rate 
groups, had failed by a considerable margin to earn the author- 
ized return. Continuing it said: 

_ “It is urged by some that under existing conditions the ques- 
tion of a fair return for the future is academic and that it is not 
hecessary for us to determine a percentage of return at this 





time. We do not take this view. The operation of economic 
forces which have prevented, or which may hereafter prevent, 
carriers from earning a fair return under the adjustment of 
rates then prevailing does not constitute a bar to determination 
of what fair return should be. By the qualifying words ‘as near- 
ly as ma ybe,’ Congress recognized that conditions during cer- 
tain periods might prevent such realization under any adjust- 
ment of rates. 

“The provisions of section 15a in this respect have been 
framed in recognition of constitutional guaranties of fair return 
upon property devoted to public use. They also declare the 
policy of Congress— 
in its control of its interstate commerce system * * * to make the 
system adequate to the needs of the country by securing for it a 
reasonable compensatory return for all of the work it does. Railroad 
Commission of Wisconsin et al. vs. C. B. & Q. R. R. Co., 66 L. ed. 
(U. S. Sup. Ct.) 236, 42 Sup. Ct. Rep. 232, decided February 27, 1922. 

“The determination of what will constitute a fair return 
under paragraph (3) of section 15a is, in our judgment, a func- 
tion distinct from that of initiating and adjusting rates under 
paragraph (2) of that section. Section 15a, reasonably construed, 
contemplates the determination of a return which the carriers, 
collectively or in rate groups, may attain over a period of time 
under rates adjusted from time to time with that object in view. 
The phrase “from time to time” does not mean that we should 
adjust and readjust rates to meet business fluctuations. Whether 
carriers may be able to earn an aggregate net railway operating 
income equal to a fair return must depend to a large extent upon 
business conditions. In the Wisconsin case, supra, the court 
said: 

The new measure imposed an affirmative duty on the Interstate 
Commerce Commission to fix rates and to take other important steps to 
maintain an adequate railway service for the people of the United 
States. This is expressly declared in section 15a to be one of the 
purposes of the bill. 

“We have before us a practical problem. The record em- 
phasizes the need of a constant influx of capital to meet the 
country’s growing transportation needs. In the 10-year period 
ending June 30, 1916, a period of relatively low costs of ma- 
terials, supplies and labor as compared with present costs, there 
was a net addition to capital account for new lines and exten- 
sions, additions, betterments, and general expenditures prop- 
erly chargeable to that account which aggregated about 5% 
billion dollars, or an average of 574 millions per annum. Ac- 
cording to an exhibit of the carriers, expenditures for such pur- 
poses in the 12 months ended September 30, 1921, aggregated 
about 365 millions, an average of 1 million a day. This omits 
certain roads not reporting. The carriers estimated that, based 
on the volume of traffic which they were then handling, capital 
expenditures in the year 1922 should approximate 458 millions, 
and that: if transportation facilities are to be expanded in 
1922 as they should be to provide for a materially increased vol- 
ume of business, the expenditure this year should be approx- 
imately 858 millions, or an average of 2 1-3 million dollars a day. 
Others estimate lesser amounts. Some authorities on transpor- 
tation and economic conditions place the requirements for the 
next few years at even higher amounts, to come in part out of 
earnings, and predict that, unless there is immediate resump- - 
tion of new construction, a return of anything like normal busi- 
ness will result in “strangulation for lack of transportation.” 
Others are of opinion that the existing transportation machine, if 
properly maintained, with necessary additions in the way of ter- 
minals and trackage facilities, is adequate to handle the business 
which may reasonably be expected in the immediate future. 

“It is obvious that large additions to capital must con- 
tinually be made. Most of the capital will have to be acquired 
through the issuance of securities which must be sold in the 
markets of the world in competition with other classes of se- 
curities. Within the next few years the government must pro- 
vide for the refunding of some 6 billions of its indebtedness. 
The carriers must attract money by rates of return and stability 
of investment. While return must not exceed a_ reasonable 
charge against the public served, it must be such as to obtain 
the needed new capital. It is necessary to determine and make 
public, as required by section 15a, a percentage of fair return. 
Determination of the percentage implies, or carries with it, no 
guaranty. Read in connection with the provision for recapture 
of one-half of the excess above 6 per cent it is, instead, a 
limitation. 

“Because the yield on some railroad bonds has declined to 
something over 5 per cent it does not follow that a fair return 
should approximate that percentage. We do not deal alone with 
interest rates on mortgage obligations, or with the more favor 
ably located and prosperous carriers whose credit conditions 
may enable them to obtain money at relatively advantageous rates. 
In the recapture provisions Congress recognized that uniform 
rates on ccempetitive traffic which would adequately sustain all 
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the carriers would produce substantially and unreasonably more 
than a fair return for some carriers. We should not take the few, 
and the highest type of their securities, as the basis for de- 
termining what shall be a fair return for all. It can hardly be 
disputed that the carriers of this country should not continue 
to provide for all needed capital by successive bond issues. 
Issuance of bonds in a disproportionate degree unduly increases 
fixed charges and tends to weaken the credit of the carriers. 
In such a process eventually a point must be reached where no 
new capital can be raised, except for short terms at high rates. 
No substantial proportion of the new capital has been raised by 
issuance of stock since 1907. 


“Notwithstanding the failure of the carriers to earn the 6 
per cent allowed in the first two years of operation under sec- 
tion 15a, there is an upward trend in railroad securities, which 
share in the improved conditions that have prevailed generally 
in the money market. This is urged upon us as an argument 
for reduction in the percentage to be determined. Other ele- 
ments, however, are to be considered. The intent of Congress 
was to create a steady and reliable flow of money ‘for enlarging 
such facilities in order to provide the people of the United 
States with adequate transportation.’ A substantial reduction 
in the percentage of return might be unsettling in its effect, 
particularly in light of the fact that the return allowed in 1920 
was not realized. The fact that a utility may reach financial 
success only in time or not at all is a reason for allowing a 
liberal return on the money invested in the enterprise. Gal- 
veston Electric Co. vs. City of Galveston, 42 Sup. Ct. Rep., 351, 
decided April 10, 1922. 


“In numerous cases cited, courts and regulating authorities 
of states have recognized that public utilities and railroads may 
be permitted individually to earn under reasonable rates at 
least 6 per cent upon fair value. In some instances higher 
rates of return have been approved. But we are here consider- 
ing return upon ‘the aggregate value of the railway property.’ 

“The interstate commerce act in many provisions other 
than those quoted indicates that 6 per cent may be regarded 
as a fair return. Paragraph (6) of section 15a provides for the 
disposition of net railway operating income in excess of 6 per 
cent of the value of the property held for and used in the serv- 
ice of transportation. One-half of the excess goes into a reserve 
fund, which may be drawn upon for certain purposes, in ac- 
cordance with paragraph (7), when net railway operating in- 
come for any year is less than a sum equal to 6 per cent upon 
the value. Under paragraph (12) we may make loans from 
the general railroad contingent fund, such loans to bear interest 
at the rate of 6 per cent per annum. Under paragraph (14) 
we may lease equipment or facilities purchased from the gen- 
eral railroad contingent fund, the rental charges to be at least 
sufficient to pay a return of 6 per cent per annum plus allow- 
ance for depreciation. That Congress by direct legislation fixed 
the fair return for the period of two years beginning March 
1, 1920, at the rate of 5% per cent, to which, in our discretion, 
we might add not exceeding one-half of 1 per cent, is a matter 
which may fairly be considered in the determination of the 
rate for the period immediately ensuing. But, taken in con- 
nection with the other provisions of section 15 (a), it does not 
constrain us to consider 5% per cent as maximum in de- 
termining a fair return for the ensuing period. 


“Under our system of accounts all charges to the account 
‘railway tax accruals’ are deducted from railway operating rev- 
enues before arriving at railway operating income, and all State 
and Federal taxes, income or other, relating to carriers’ rail- 
way property, operations, and privileges, are charged to that 
account. This method of accounting was recently sanctioned 
by the Supreme Court of the United States in Galvestion Elec- 
tric Co. vs. City of Galveston, supra. As indicated by the 
Court, the net income under this accounting procedure is to 
the stockholder a tax-exempt income, and this fact should be 
considered in determining what return shall be deemed fair. 


“The railway operating income, increased or diminished, 
as the case may be, by the credit or debit balances in the ac- 
counts known as equipment rents and joint-facility rents, be- 
annual net railway operating income equal, as nearly as may be, 
less than it otherwise would be by the amount of income tax 
accrued or paid. The term ‘net railway operating income’ is 
defined in paragraph (1) of section 15a. Under paragraph (3), 
above quoted, rates are to be so adjusted that carriers as a 
whole or in designated rate groups will earn an aggregate 
annual net railway operating income equal, as nearly as may be, 
to a fair return. If this were realized in any instance the 
carrier would receive that return over and above all taxes, 
including the Federal tax on income, and if the fair return as 
determined and made public by us was 6 per cent the carrier 
would hold that return ‘tax free’ in the sense that after pay- 
ment of its income tax it would still have left the 6 per cent. 

“Railway corporations, like all others, are subject to in- 
come taxes which, since January 1, 1922, amount to 12.5 per 
cent on their net income less deductions computed as provided 
in the income tax law, 42 Stat. L., 277. In our view railway 
corporations should, like other corporations, pay their Federal 
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income taxes out of the income, rather than collect it, in effect, 
from the public in the form of transportation charges adjusted 
to enable it to retain the designated fair return over and above 
the tax. We may observe that a fair return of 5.75 per cent, 
representing an aggregate annual net railway operating income 
arrived at after deducting, among other things, the Federa] 
income tax on a return of 6 per cent, would be approximately 
the equivalent of a fair return of 6 per cent, out of which the 
Federal income tax was payable.” 


Property Value 


; Discussing the subject of railway property value, the Com. 
mission reviewed its findings in Ex Parte 74 and said that in the 
instant proceeding there was little of record that went directly 
to the subject of value. It said there had been a general accept- 
ance, by carriers and shippers, of the value taken in the former 
determination as an appropriate basis for the purposes of the 
present proceeding. It said the carriers had not attempted to 
show that that value should be increased cther than by appro- 
priate consideration of the subsequent increments to the trans. 
portation plant. it commented on the fact that the valuation of 
the railroads under section 19a had gone forward but that the 
work was still incomplete. However, it said that the work has 
progressed to such an extent that it might accept the results with 
fuller assurance both as to particular roads and as showing gen- 
eral trends and principles. It reached the conclusion that it 
found no present reason to disturb the value as stated in Ex 
Parte 74, except as to necessary adjustments referred to hereto- 
fore. It said, however, that whether the value taken by it in 1920 
should stand without consideration of the later items or not, the 
difference would be reflected only in fractions of per cents of the 
returns as the results of operation. 

Then taking up the question of revenues and expenses the 
Commission said that the net railway operating income for 1921 
of class 1 carriers, including large switching and terminal com. 
panies, yielded returns of 3.30 per cent in the eastern group, in- 
cluding the Pocahontas region; 2.60 per cent in the southern 
group, including the Illinois Central; 3.50 per cent in the west- 
ern and mountain-Pacific groups, and 3.31 per cent for the United 
States as a whole, on the valuation set up in Ex Parte 74 for 
the purposes of that proceeding, adjusted by the carriers to cover 
class 1 roads only, together with additions and betterments on 
class 1 roads, aggregating $605,000,000, for the year ended Decem- 
ber 1, 1920. It then submitted tables showing the trend of 
operating revenues, expenses, and income by calendar years 1916- 
1921 and of net railway operating income since September, 1920, 
by months, and discussed these tables. 

The Commission said the carriers stated that they had appli- 
cations pending before the Labor Board, seeking reductions in 
wages, and that if these applications were acted upon favorably, 
corresponding reductions would be made in rates taking credit 
for reductions previously made. 

“They urge that if, in our judgment, the present high level 
of rates is made necessary by wage scales higher than those of 
comparable labor and other industries, we should make that fact 
known to the public,” the Commission said. “Railway labor or- 
ganizations contend that there is no necessary retationship be 
tween transportation charges and wages of employes. They chal- 
lenge the position taken by the carriers and some shippers that 
reductions in transportation charges cannot be made without 
contemporaneous wage reductions.” The Commission pointed out 
that in 1916 the compensation to employes of class 1 carriers was 
$1,468,576,394, while the pay roll in 1921 was $2,800,896,614, an 
increase of $1,332,320,220, or nearly 91 per cent. It said that 
based on wage rates and working conditions prevailing at the 
close of 1921, the per cent of increase in pay roll, 1921 over 1916, 
making no allowance for the small traffic in 1921, would be 77.7 
per cent. It said the present wages were still far above the 
pre-war level. 

“It is not our function to deal with wage scales and we ex- 
press no opinion as to what the rates of pay should be,” the Com- 
mission said. “But we must recognize the connection between 
necessary revenues and the present relatively high operating 
expenses.” 


Efficiency and Economy 


Discussing its duties under the transportation act as to 
efficiency and economy in operation, the Commission said the 
evidence indicated realization of certain savings and improve- 
ments in operation and that substantial progress had been made 
in standardizing the various parts of equipment, thus increasing 
their interchangeability and promoting economy in equipment 
repairs. With regard to the testimony of the representatives 
of owners of railroad securities, the Commission said that it 
was evident that the full economies predicted would not be im- 
mediate, that there would be difficulties in attainment, and that 
heavy expenditures of capital would be required. It said the 
far-reaching importance of such proposals called for. a more 11 
tensive study by carriers and the proponents than appeared to 
have been made. In conclusion on this point the Commission 
said the record did not disclose any general lack of efficiency. 

Taking up the subject of maintenance, the Commission said 
the significance of the return of 3.31 per cent, given above, for 
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class 1 roads for 1921, depended to a considerable extent on 
whether the maintenance charges for that year represented 
adequate upkeep. It said the carriers generally seemed to have 
taken the fact of under maintenance during 1921 for granted 
rather than to have undertaken to prove it. It said, however, 
individual carriers had proved its existence in their own proper- 
ties. It pointed out that maintenance charges of class 1 roads 
aggregated $2,017,700,867 in 1921, more than in any preceding 
year, except 1920, when the total was $2,623,985,448. It said the 
decrease of 1921 under 1920 was 23.1 per cent and that the 
volume of traffic in 1921 as measured by ton-miles was about 
25 per cent less than in 1920. It said unusual features in the 
operations of 1920 made that year unreliable as a measure of 
what the annual outlay for maintenance should be. It said 
the record did not disclose whether the actual quantities of 
material applied were as great in 1921 as in previous years. 

It said it did not appear that, taking the country as a whole, 
such applications in 1921 compared unfavorably with those of 
1920 or of the test period. It also discussed the condition of 
locomotives and freight cars. Its conclusion on this phase of 
the situation was that the carriers’ contention that current 
maintenance was deferred in 1921 may have basis, but that they 
had not supported their contention with such facts of record 
as would warrant it in making a definite finding of the extent 
to which it was deferred. It said that it was of the opinion that 
if the 3.81 per cent return for 1921 were corrected, such cor- 
rected return would not vary so materially from 3.31 per cent as 
to make unsafe or unreliable the adoption of that figure as 
approximating the result of actual operation in 1921. 

The Commission went into detail in discussion of the testi- 
mony of the carriers indicating what the results of the 
operations of class 1 roads would be for a constructive year, 
based upon the traffic of 1921 under rates and costs prevailing 
in February, 1922. It also discussed in detail changes in prices 
of supplies and also the cost of labor. Passing from the con- 
structive year to the prospects of the immediate future, the 
Commission said the carriers estimated that the revenue tonnage 
for 1922 would not exceed that of 1921. Continuing the Com- 
mission said: 

“In support of this position they assert that in the middle 
West the winter wheat crop of 1922 will be less than that of 
1921; that there is prospect of a considerable decline in the Cali- 
fornia citrus crop due to damage by frost; and that in the South 
the acreage of cotton has been reduced by various factors. We 
are not ready to accept February crop estimates as accurate, but, 
even if their forecasts of these three crops are realized, this is 
far from conclusive that the aggregate tonnage of agricultural 
products will be decreased. Yields of various crops vary from 
year to year. Some are good and others are poor, and large 
yields of other crops may more than offset any deficiency in these 
three. Moreover, facts of record indicate that in the South cot- 
ton growing is being supplanted to some extent by diversified 
farming. 

“The carriers asserted that there was no evidence of a re- 
vival of business sufficient to warrant a prediction of increased 
traffic in the near future. Since the second week in January 
the number of cars of revenue freight loaded had been steadily 
increasing, but this the carriers in part discounted on the ground 
that the increased car loadings were caused largely by emerg- 
ency shipments of coal designed to guard against the contingency 
of a strike in the coal fields on April 1. The strike has occurred 
and still continues; and the revenue freight loaded has some- 
what decreased. 

“A subjoined chart shows the net revenue ton-miles and 
passenger-miles from 1890 to 1921, inclusive, and the trend for 
each of these items, from 1890 to 1915, as projected through the 
succeeding years to 1930. Referring to it, the Commission 
continues: 

“Taking the charted trend as normal, freight traffic for 1921 
Was subnormal. Revenue ton-miles for that year aggregated 
306,755,332,000 for Class I carriers, or about 309,500,000,000 for 
all carriers. The trend of tonnage, 1890-1915, if projected through 
1922, will aggregate 362,557,000,000 revenue ton-miles for that 
year. To equal that ton-mileage in 1922 would require an in- 
crease over 1921 of about 17 per cent, and to equal the ton- 
mileage of 1920 would require an increase of over one-third. The 
first three months of 1922, as evidenced by the operations of 
Class I carriers, show a definite upward trend compared with 
the corresponding period of the preceding year. Revenue car 
loadings in January, 1922, were only 3.3 per cent over those of 
January, 1921, but net railway operating income aggregated 
$29,476,422, as compared with a deficit of $958,399 in January, 
1921. Revenue car loadings for February, 1922, were 12.1 per 
cent in excess of those of February, 1921, and net railway oper- 
ating income was $47,770,897, as compared with a deficit of 
$7,398,307 in February, 1921. In March, 1922, revenue car load- 
ings exceeded those of March, 1921, by 19.9 per cent. Undoubt- 
edly, anticipation of a general coal strike influenced March load- 
ings, but the upward trend of traffic is apparent notwithstanding 
this fact. We feel justified in accepting increased revenue car 
— as foreshadowing an increased volume of freight traffic. 

e effect of the coal strike, which began April 1, cannot be 
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forecast. It may affect traffic other than coal and coke. The 
increase in loading for all freight traffic during the first three 
months of 1922 was 11.9 per cent over that of 1921.” 

Here the Commission submitted a table on revenue freight 
loading. It then said: 

“These figures indicate that the increase in revenue car 
loading during the first three months of 1922 was general, and 
not confined to coal and coke. It appears reasonably certain 
that, with increased traffic and lowered operating expenses, the 
net railway operating income of the carriers in 1922 would be 
more favorable, under present rates, than in 1921.” 


Freight Rates and Charges 


Under the heading “Freight Rates and Charges” the Com- 
mission said: 

“In Increased Rates, 1920, supra, we permitted percentage 
increases in the charges for freight service, including switching 
and special services, as follows: In the eastern group, 40 per 
cent; in the western group, 35 per cent; in the southern and 
mountain-Pacific groups, 25 per cent; and upon interterritorial 
traffic, 334% per cent. In Authority to Increase Rates, supra, 
the 40 per cent increase was authorized within Illinois territory 
as there defined and between that territory and the eastern 
group, and a 35 per cent increase between that territory and 
the western group. The average revenue per ton-mile in 1921 
was greater than that for the fiscal year ended June 30, 1914, 
by the following percentages: Eastern district, 96.1; southern 
district, 61.4; western district, 59.3; and United States as a 
whole, 76.2. In 1914 the average-distance haul per revenue ton 
was 155 miles and in 1921, 187 miles. 

“One important subject of inquiry is. the extent to which 
readjustments have been made and their effect upon the rate 
level. In giving our approval to the rates authorized in In- 
creased Rates, 1920, supra, we said, at page 256: 


The rates to be established * * * must necessarily be subject 
to such readjustments as the facts may warrant. It is conceded by 
the carriers that readjustments will be necessary. It is expected that 
shippers will take these matters up in the first instance with the car- 
riers, and the latter will be expected to deal promptly and effectively 
therewith, to the end that necessary readjustments may be made in 
as many instances as practicable without appeal to us. 


“General reductions ranging from 10 to 22 per cent ordered 
by us with respect to carload rates on grain, grain products, and 
hay in the western and mountain-Pacific groups became effective 
during January, 1922, and upon our recommendation rates on 
live stock in the same groups in excess of 50 cents per 100 
pounds had been reduced 20 per cent, but not below 50 cents, 
in October, 1921. Practically all other carload rates upon prod- 
ucts of the farm, garden, orchard, and ranch throughout the 
country were reduced 10 per cent in January, 1922. All of these 
reduced rates, other than those on grain, grain products, and 
hay in the western and mountain-Pacific groups, expire by tariff 
limitation on June 30, 1922. Only in these three instances have 
reductions been made covering the entire country, or the whole 
of any one or more rate groups, since the increases in 1920 
became effective. 

“Many rate readjustments, resulting in reductions, have been 
made since the increases of 1920. Some affected a substantial 
volume of traffic such as export grain, bituminous coal to Lake 
Erie ports for the Northwest, sand and gravel in eastern terri- 
tory, ore, lumber and petroleum and its products. In some in- 
stances the volume of traffic after the reduction was less and in 
others more than before the reductions. Protests, usually al- 
leging undue prejudice, have been filed by shippers against many 
of these readjustments, and in some cases have resulted in sus- 
pension proceedings. Some readjustments have been made has- 
tily under pressure from particular shippers, or for the purpose 
of retaining traffic or deflecting it from one group of carriers to 
another. 

“In their constructive year, which is based on 1921 tonnage, 
the carriers estimated the net effect of the reductions in the 
revenue of Class I roads at $186,700,000, distributed as fol- 
lows: Eastern group, $75,000,000;? southern group, $15,200,000;? 
western district, $95,500,000. These estimates represent but 4.7 
per cent of $3,963,900,000, the freight revenue for 1921, as adjust- 
ed by carriers to cover rate reductions made prior to January 1, 





1 During the December hearings, a traffic witness estimated that, 
based on the traffic of a normal year, rate reductions after August 26, 
1920, would appregate $100,000,000 in official classification territory; 
during the January hearings the same witness gave detailed figures 
estimating the effect of reductions in the same territory at $101,145,000; 
in their constructive year, placed in evidence in March, Class I car- 
riers of the eastern group estimated that rate reductions since Sep- 
tember, 1920, would amount to 4 per cent of the freight revenue, or, in 
round figures, $75,000,000, for 1921. 

2 During the December hearings, a traffic witness estimated that 
the reduction of 10 per cent in rates on products of the farm, garden, 
orchard, and ranch would aggregate $6,000,000 to southern carriers 
during the six months period January-June, 1922; in their constructive 
year, placed in evidence in March, Class I carriers of the southern 
group estimated that all rate reductions since January 1, 1921, would 
amount to $15,200,000 for 1921. 

’ During the December hearings, a traffic witness estimated that, 
upon the basis of the tonnage for the 12-month period ended Septem- 


ber 30, 1921, rate reductions since August 26, 1920, would aggregate 
$96,500,000. 
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1922. The total amount paid by shippers and passengers for 
transportation has also been reduced by the amount of the 
transportation taxes, repealed January 1, 1922, which in 1921 
aggregated approximately $186,000,000. 


“The positions of shippers and representatives of the public 
in this proceeding are diverse. Many urge immediate radical re- 
ductions, contending that rates in the aggregate or on particular 
commodities are unreasonable; that the increases of 1920 con- 
tributed to the depression which followed by a few months the 
date of their establishment; that notwithstanding some readjust- 
ments and reductions subsequently made, the existing rate level 
is preventing a revival of commerce, and, by diminishing the flow 
of traffic, defeats the desired end of producing adequate net re- 
turn for the carriers. Others urge that rates be reduced as soon 
as possible, but express no opinion as to whether reductions 
should now be made. Most of the general commercial and ship- 
pers’ organizations urge that reductions when made should apply 
generally to all rates, as did the increases of 1918 and 1920, but 
no shipper or shippers’ organization urged reductions in fares 
as well as in rates. Numerous state commissions jn the West 
and South contend that reductions should be made both in rates 
and in fares. The representatives of certain industries and of 
a few general organizations urge that reductions be applied only 
to basic commodities, the staples which are recognized as most 
important to the economic situation of the country, and which 
usually constitute low-grade freight. 

“The carriers are unanimous in the opinion that increased 
rates have not caused the business depression, which they at- 
tribute to generally recognized world-wide readjustments re- 
sulting in unfavorable trade and credit conditions, restricted pur- 
chasing power, contraction of consumption, and, in many in- 
stances, collapse of demand. The carriers contend that the in- 
creased rates were not even an important contributing factor in 
the lessening of traffic in 1921, and that reduction in rates will 
not restore normal traffic. They do not, however, advocate rate 
increases as a means to increase net revenue. They admit that 
rates are too high and must come down, but they insist that 
rates cannot be further reduced until the costs of transportation 
are further reduced. 

“Rates generally have been increased twice in the past 
four years, the increase of 1920 alone having been intended to 
produce more than one billion dollars additional revenue from 
the transportation of freight. As wages and cost of materials 
have been materially reduced since the increases of 1920, it is 
the position of shippers generally that the inability of the car- 
riers to earn a fair return since these reductions were made 
is due largely to the failure of traffic to move in normal volume, 
and that the most important problem before us is to devise 
rates that will move more traffic and at the same time be com- 
pensatory to the carriers. It is generally recognized that exist- 
ing high rates are a burden upon commerce, and many shippers 
insist that they are forcing movement to other forms of trans- 
portation, tend to restrict traffic, and in some instances to pre- 
vent particular movements. Many complaints are also made 
relative to the disturbance of relationships between producing 
or consuming districts due to the manner in which rates have 
been increased, and to partial readjustments which have sub- 
sequently taken place. The belief is general that traffic has been 
localized and the radius of distribution reduced. One repre- 
sentative witness testified that while his trade in territory within 
a radius of a hundred miles declined 16 per cent in 1921, as 
compared with 1920, the volume of his business in territory 
distant from 500 to 800 miles declined from 30 to 50 per cent. 

“Some shippers contend that the psychological effect upon 
industry of existing high transportation charges is as important 
as the effect in dollars and cents. Agitation of the freight-rate 
question has been continuous, and the shipping public, aware 
that transportation charges are still on a high level, is dis- 
counting price deflation and withholding purchases in the ex- 
pectation of lower delivered costs. This has a substantial effect 
upon the volume of traffic and revenues of carriers. Rate sta- 
bility is one of the important needs of commerce. It is a funda- 
mental law of business that the anticipation of a falling market 
tends to restrict purchases. The public does not accept the 
present rate level as stable because of the belief that rates are 
too high and must come down. 

“In the year 1920 there culminated a period of extreme in- 
flation whicsh was followed by a period of depression. At the 
close of the hearings the depression had existed for approxi- 
mately a year and one-half. Factors other than transportation 
charges have been showing a tendency to stabilize upon a level 
considerably below that of 1920 but higher than the pre-war level. 
Shippers urged that although rate reductions if made a year 
ago might not have stimulated traffic, there are reasons for 
believing that reductions, if made now, would hasten business 
recovery and result in increased tonnage. 

“Many shippers contend that such reductions as are made 
should apply upon traffic generally rather than upon specific 
commodities. The rate increases of 1918 and 1920 affected all 
commodities. These shippers say that prior to the general 
increases the differences between carload rates on low-grade 
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basic commodities and rates on other commodities were as 
great as were justified by conditions then existing. Those 
differences have been widened by the percentage method of 
increasing rates, presumably in accord with changed condi- 
tions. The volume of traffic in the various commodities han- 
dled by different carriers is far from uniform. For example, 
the percentage of coal tonnage to total tonnage ranges from 4 
per cent on some lines to 85 per cent on others. These ship- 
pers urge that, in the absence of proof that rates on particular 
commodities are unlawful, reductions confined to particular 
commodities will result in unfair distribution of the transporta- 
tion burden and deplete the revenues of one set of carriers for 
the benefit of others. They refer to the many practical diffi- 
culties encountered in any attempt to select particular com- 
modities for a general reduction to the exclusion of others, and 
to the tariff confusion and new commodity rates which will 
result. One of the needs of commerce is the lessening of the 
spread in rates between commodities and localities created by 
the percentage increases of 1918 and 1920. This applies to 
commodities in general and not merely to basic commodities, 
Shippers say that carriers’ revenues have been depleted in 
the aggregate by piecemeal reductions, but that the public gen- 
erally does not recognize such changes as a general lowering 
of the rate level; that the restoration of confidence and stabil- 
ization of business cannot be attained by such a process; and 
that any anticipation that reductions in freight rates will tend 
to increase confidence and a willingness to purchase can only 
be realized by reductions more general in extent than if lim- 
ited to basic commodities. 

“Evidence was introduced concerning a wide range of com- 
modities. Particular attention was directed to basic commod- 
ities, among which may be mentioned coal, iron, and steel and 
the materials which enter into their manufacture, stone, sand 
and gravel, brick and clay products, cement, forest products, 
foodstuffs, agricultural products, and live stock. 

“Shippers of basic commodities submitted the same general 
character of evidence relative to the necessity of rate reduc- 
tions as other shippers, but advocated large reductions upon the 
basic commodities even though as a result no reductions may 
now be made upon other commodities. They urged that gen- 
erally these commodities constitute low-grade freight which 
moves in any class of equipment, loads heavily, is subject to 
little loss or damage in transit, and consequently is desirable 
traffic for the carriers and entitled to the lowest rates. 


“They also urged that, since the existing rates were author- 
ized, price declines on basic commodities had been more severe 
than on higher-grade commodities; that their industries as a 
whole were in a depressed condition; that in some cases the 
commodities were being sold at a loss; that many basic commod- 
ities are important raw materials used in manufacture; that rate 
reductions thereon will do much to reduce cost of production and 
to stimulate business; and that generally transportation charges 
thereon were and are out of proportion to the value of the prop- 
erty transported, and restrict production and movement. 


“Particular stress was laid upon the rates on commodities 
used in the construction of buildings, bridges, and roads. Ship- 
pers of road materials pointed to the need of many miles of im- 
proved highways and urged that road construction should be 
undertaken on a large scale during times of depression and un- 
employment. Building construction needs for the present year 
are greater than those incident to years in the period immedi- 
ately preceding the war. Not only has the population of the coun- 
try increased, but during the war building and other construc- 
tion, except for war purposes, was largely suspended and the 
shortage then created has not yet been supplied. .This is par- 
ticulariy true of dwellings, the shortage in which is reflected in 
the high rents prevalent for living apartments and dwelling 
houses. The President’s conference on unemployment in its re 
port of September 29, 1921, said: ‘We are short more than a mil- 
lion homes; all kinds of building and construction are far be 
hind national necessity.’ A representative of building-material 
manufacturers and building contractors presented evidence to 
the effect that lowered building costs must be brought about if 
the housing shortage is to be overcome; and that prices of ma- 
terial and labor in the construction industry have fallen much 
below the peak, whereas freight charges on building materials 
generally have not been reduced. Figures presented by him indi- 
cate that, using 1913 as 100, the index of building-material prices 
reached 310 during 1920 and had receded in December, 1921, to 
163.2; and that, although no general statistics on building labor 
are available, the December labor index, again using the year 
1913 as 100, was probably not far from that on building material, 
163.2, which represents reduction from a peak of somewhere be- 
tween 300 and 400 in 1920. The figure 163.2 has not been recon- 
ciled with that of 203 published by the United States Bureau of 
Labor Statistics. The efficiency of labor appears to have greatly 
increased since war years. Shippers of building materials further 
urged that the increases in freight charges as made affected heavy 
low-priced construction materials far more than commodities of 
higher value, upon which the percentage of freight charge to 
value was comparatively small; that the heavier construction 
materials, considered as a group, are important money-earnins 
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freight for the railroads, and that revival in the construction 
industry will do much to build up the earnings of the carriers. 
These shippers, as men experienced in business, expressed their 
conviction that sound public policy demands a reduction of rates 
of transportation on basic commodities which will tend to en- 
courage production, create employment, and reduce the general 
Jevel of the cost of living. They emphasized the contention that 
the public welfare requires that these indispensable commodities 
be moved as cheaply as possible. 

“According to figures published by the United States Bu- 
reau of Labor Statistics, the relative prices of principal com- 
modity groups in December, 1921, compared with average prices 
in 1913 taken as 100, were as follows: Farm products, 113; food, 
139; cloth and clothing, 185; fuel and lighting, 187; metals and 
metal products, 119; lumber and building materials, 203; chem- 
icals and drugs, 161; house-furnishing goods, 218; miscellaneous, 
148; all commodities, 149. The price index for February, 1922, 
all commodities, is 151. If the average freight revenue per ton- 
mile for the year ended June 30, 1913, Class I roads, be taken as 
100, the relative figure for freight charges in December, 1921, 
was 172. It is evident that price deflation has taken place on 
most commodities, but has been far from uniform. 

“The following table reflects the wholesale index prices, all 
commodities, compared with the ton-mile revenue for Class I 
roads by years for 1916, 1917, 1918, and 1919, and by months for 
1920, 1921, and January and February, 1922. Relative figures 
for 1918 are taken as 100, the calendar year being used for 
prices and the year ended June 30, 19138, for revenue: 
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“Although our announcement with respect to the scope of 
this proceeding stated that relationships between particular 
points under existing rates were not in issue, some evidence 
was introduced concerning particular rate situations and rela- 
tionships. The record is inadequate as to most of these special 
situations and no finding will be made regarding them. In some, 
suggestions as to needed readjustments are hereinafter made. 

“Numerous shippers in various lines of business sought re- 
ductions in rates on commodities manufactured or handled by 
them. Most of these shippers contended that their commodities 
are basic and accordingly entitled to first consideration; or that, 
if any reductions are to be made, such reductions should apply 
upon their commodities quite as much as upon commodities 
generally characterized as basic. .Some shippers stressed the 
relatively high level of class rates, and pointed to increases 
therein as well as in classification ratings of many articles, in 
addition to general increases. They stated that the net result 
of the various changes has been to widen unduly the differences 
between carload and less-than-carload rates, and urged that to 
widen further these differences by reducing carload commodity 
rates and not class rates would have a serious effect. Some of 
the miscellanous commodities move generally on class rates, 
others on commodity rates. Commodities which move on class 
rates in some territories move on commodity rates in others. 
The wide range of evidence presented, the numerous and diverse 
interests concerned, and the competitive relationship of many 
commodities, accentuate the difficulty of selecting individual 
commodities for specific reductions.” 

The Commission then took up the evidence as to specific 
commodities. 

Conclusions 
In conclusion it said: 
“The carriers take the position that we must be guided 
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solely by those things which are definite and certain in the past. 
With this we cannot agree. Our function under the law is not 
that of mere computers and cannot thus be atrophied. The duty 
to prescribe rates for the future carries with it the obligation 
to exercise an informed judgment upon all pertinent facts, pres- 
ent and past, in order to forecast the future as best we may. 
In Rates on Grain, Grain Products, and Hay, supra, we said, at 
page 99: 


* * * The duty cast upon us by section 15a is a continuing duty 
and looks to the future. It does not constitute a guaranty to the 
carriers, nor is the obligation cumulative. We are not restricted by 
past or present statistics of operation and earnings. These are ser- 
viceable only as they illuminate the future. What is contemplated by 
the law is that in this exercise of our rate-making power the result 
shall reflect our best judgment as to the basis which may reasonably 
be expected for the future to yield the prescribed return. 


“When we decided Increased Rates, 1920, supra, the country 
was still in a period of steadily rising prices. We then re- 
solved doubts as to future operating costs in favor of the car- 
riers. In recent months costs have been declining and traffic 
increasing. Rates of pay for employes have been reduced to 
an extent which, based upon the light traffic of 1921, is esti- 
mated by carriers to aggregate more than $350,000,000 per 
annum. The Railroad Labor Board has estimated that the re- 
duction exceeds $400,000,000 per annum, without taking into 
account changes in rules and working conditions. The tendency 
is toward increased revenues, lowered costs, and higher net 
income for the carriers. 

“Under the adverse conditions of 1921 the net railway op- 

erating income of Class I carriers of the United States totaled 
$614,810,531. Based upon the subnormal traffic of that year, 
and the wage rates, and prices of materials and supplies, pre- 
vailing at the end of the year, the carriers in their constructive 
year estimated an aggregate net railway operating income of 
$907,693,630, equal to 4.72 per cent upon the valuation used by 
us in Increased Rates, 1920, supra, as adjusted by carriers to 
cover Class I roads, including additions and betterments since 
January 1, 1920, amounting to $778,499,045. Adopting the ratio 
of net railway operating income of all carriers to that of Class I 
carriers in 1915 and 1916 as being approximately correct for 
1921, the net railway operating income in the carriers’ con- 
structive year would be for all carriers $923,783,340, or 4.89 per 
cent upon the valuation taken by us in Increased Rates, 1920, 
supra. 
“We do not accept the adjustments made by carriers in 
their constructive year as correct or complete. We have indi- 
cated that further adjustments are necessary in order better to 
effect probable expenditures for federal income tax, fuel and 
materials and supplies. And in considering the estimates of 
that constructive year in their bearing upon what may be antici- 
pated in the immediate future we must take into account other 
factors. Reductions in rates will carry with them reductions 
in operating expenses of carriers through lessened transporta- 
tion charges paid by them on their fuel and materials and sup- 
plies. Thus it is estimated that a reduction of 10 per cent in 
transportation charges on coal would effect a saving of over 
$7,000,000 on the amount of coal consumed by Class I carriers 
in 1921. 

“The net railway operating income of all carriers has ex- 
ceeded $900,000,000 in only two years, 1916 and 1917. In 1916, 
the most prosperous year in the history of the railorads, it ag- 
gregated $1,051,543,860, and during the three years of the test 
period the average for Class I carriers was $906,524,492, approxi- 
mately the amount which accrued as annual rental to the car- 
riers under fedeal control. 

“The figures heretofore given include no estimate for in- 
creased traffic over that of 1921, which clearly was subnormal. 
In that year the revenue ton-miles aggregated about 309.5 billions 
or 25 per cent less than in 1920. We do not anticipate return 
to the tonnage of 1920 for some time to come, but there are 
Many indications of greater tonnage than in 1921. The gradually 
ascending trend of traffic during the first three months of 1922 
has been mentioned. The car loadings for February and March, 
1922, exceeded those of the corresponding months in 1921 by 
11.7 per cent and 19.9 per cent, respectively. During the first 
three months of 1922 car loadings exceeded those of the same 
period of 1921 by 11.9 per cent. 

“If the trend of tonnage during the period 1890-1915 were 
reached in 1922, revenue ton-miles would aggregate 362.5 billions. 
This aggregate is substantially less than that of any year from 
1917 to 1920, inclusive, and is approximately the same as that 
of 1916. A tonnage equal to that indicated by the trend in 
1890-1915 is not beyond the realm of possibility during the next 
twelve months. 

“Any additional tonnage realized should be handled under 
a favorable operating ratio. Shippers and carriers alike agree 
that if the freight traffic of 1921 is increased by a given per- 
centage, the percentage of increase in operating expenses should 
be one-half as great. It appears that under present rates, and 
with an increase of 10 per cent or more in traffic over that of 
1921, not only would the net railway operating income of the 
carriers aS a whole for the next twelve months be substantially 
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in excess of the fair return herein determined, but it would 
greatly exceed the corresponding figure for any year in the 
history of railroad operation. 

“It is our duty to initiate such rates as will enable the car- 
riers to earn as nearly as may be a fair return, qualified as 
provided in the act. In 1920 we authorized large increases in 
freight rates and passenger fares designed to produce the neces- 
sary revenues under the conditions then prevailing. There was 
then little doube of the ability of industry to bear the increased 
charges. The situation has since changed. The country has 
been passing through a period of abundant supply and slack 
demand, in which prices at the source have fallen off sharply. 
High rates do not necessarily mean high revenues, for, if the 
public can not or will not ship in normal volume, less revenue 
may result than from lower rates. 

“Shippers almost unanimously contend, and many repre- 
sentatives of the carriers agree, that ‘freight rates are too high 
and must come down.’ This indicates that transportation 
charges have mounted to a point where they are impeding the 
free flow of commerce and thus tending to defeat the purpose 
for which they were established, that of producing revenues 
which would enable the carriers ‘to provide the people of the 
United States with adequate transportation.’ In 1921, freight 
traffic was only slightly more than 10 per cent in excess of 
that in the year ended June 30, 1915, which was not an un- 
usual year. But the charges for moving freight traffic in 1921 
totaled nearly four billion dollars, or about two billion dollars 
in excess of 1915. Railway operating revenues in 1921 aggre- 
gated about 5% billion dollars, or more than 2% billion dollars 
in excess of 1915. If the traffic in 1921 had equaled that indi- 
cated as normal by the trend during the 26-year period pre- 
ceding the war, freight revenues and total railway operating 
revenues would have exceeded those of 1915 by approximately 
2% billion and 3% billion dollars, respectively. Without any 
allowance for pyramiding of transportation charges in goods 
passing from hand to hand, these figures are significant as 
explaining, at least in part, existing wide spreads between the 
amounts received by producers and those paid by consumers. 

“Manifestly the depression of 1921 resulted primarily from 
causes other than transportation charges. But it does not fol- 
low that under present conditions existing high rates do not 
tend to retard the return to a more normal flow of commerce. 
Deflation has taken place to a greater or less extent in wages 
and origin prices of commodities in nearly all branches of in- 
dustry, but most transportation charges are still near the peak. 
In Rates on Grain, Grain Products, and Hay, supra, we said at 
page 100: 


The really vital concern of the carriers, in this situation, is to 
promote the return of what may be deemed normal traffic, and any- 
thing which will help toward this end is greatly to their benefit. So 
far as a tendency downward in their rates can be induced, and so far 
as the reductions in wages and prices which have already been made 
effective can be converted into rate reductions, we are assured that 


= full return of prosperity will be hastened for both industry and 
abor. 


“Practically all agree that stability of freight rates is 
highly desirable and that normal traffic may not well be ex- 
pected until the present widespread expectation of rate reduc- 
tions is realized or dispelled. To assume that rates can or 
should be stabilized on the present high basis is futile. As 
already observed, the anticipation of a falling market tends to 
restrict purchases, and until the public is convinced that there 
is little likelihood of immediate further material reductions in 
prices or transportation charges, the confidence necessary to 
normal business will to that extent be impaired. The period 
of deflation has been in progress more than 15 months; de- 
mand is reviving; prices are showing a tendency to stabilize 
upon a level much below that of 1920 but above that of pre-war 
years; and conditions of the agricultural and manufacturing 
industries have greatly improved in the past few months. 


“We are of opinion that general reduction in the rate level, 
as substantial as the condition of the carriers will permit, will 
tend not only to lessen the transportation burden but also to 
equalize and stabilize the conditions under which commerce and 
industry are carried on, with consequent fuller assurance to the 
carriers of realizing the fair return contemplated by the law. 

“The results of the three-year period, ended June 30, 1917, 
were by statute made a criterion for just compensation to the 
carriers taken under federal control. The raising of the rate 
level by the Director-General of Railroads in June, 1918, and 
again under our authority in August, 1920, were necessitated by 
increases in operating expenses. The latter have now partially 
receded. The rate increases were general and justified by the in- 
crease in general cost of service, and with decrease in that cost 
a rate decrease, also general, is justified. The justification for 
decrease is to be found in the rate structure as a whole rather 
than in individual rates, or in rates on individual commodities. 
It is true that the prices of some commodities have receded more 
rapidly and to a greater extent than others, even as some went 
up more rapidly and to a greater extent than others. Read- 
justment, however, is not complete and the process of equalizing 
prices is still in progress, some coming up and others going 
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down, which will probably result in a more equal price level in 
the near future. The needs of commerce cannot be met if rates 
are to fluctuate with market prices of commodities. In bring. 
ing down the rate level to meet lowered expenses a similar pro- 
cess should be followed and the reduction made generally upon 
all commodities in substantially equal ratio. 

Findings 

“After considering all the facts of record, including the 
necessity of reasonable expenditures for additions and better- 
ments, we find and determine: 

“1. That on and after March 1, 1922, a fair return upon the 
aggregate value of the railway property of the carriers defined in 
section 15a of the interstate commerce act, determined as there- 
in provided, will be 5.75 per cent of such aggregate property 
value as a uniform percentage for all rate groups or territories 
designated by this commission. 

“2. That the existing freight rates and charges, including 
charges for switching and other accessorial services and all other 
charges applicable to freight service which were increased by 
authority of Increased Rates, 1920, supra, will be on and after 
July 1, 1922, unjust and unreasonable to the extent that they 
may respectively include more than the following percentages of 
increase over the rates in effect immediately prior to August 26, 
1920, in and between the various rate groups as defined in In- 


creased Rate, 1920, 58 I. C. C. 220, 489, and Authority to In- 
crease Rates, ibid., 302: 


“In the eastern group, also between points in Illinois terri- 
tory and between Illinois territory and the eastern group, 26 per 
cent instead of the 40 per cent authorized in the decisions last 
cited. 

“In the western group, and between the western group and 
Illinois territory, 21.5 per cent instead of 35 per cent so author- 
ized. 

“In the southern and mountain-Pacific groups, 12.5 per cent 
instead of the 25 per cent so authorized. 


‘On interterritorial traffic, except as otherwise provided here- 
in, 20 per cent instead of the 33 1-3 per cent so authorized. 


“3. That the freight rates and charges herein determined 
will enable the carriers in the respective rate groups, under hon- 
est, efficient, and economical management and reasonable ex- 
penditures for maintenance of way, structures and equipment, 
to earn an aggregate annual net railway operating income equal, 
as nearly as may be, to a return of 5.75 per cent upon the ag- 
gregate value, as taken for the purposes of this proceeding, of 


the railway property of such carriers held for and used in the 
service of transportation. 


“4, That in applying the reductions above prescribed, rates 
between points within a group and points on the border line of 
that group shall be reduced as provided for the group. Where 
a river constitutes a boundary line between two groups, points 
on both banks thereof shall be considered as border-line points. 
Where rates are constructed by the use of combinations upon 
gateways between any two groups, each of the factors compris- 
ing such through rates shall be reduced separately according to 
the group in which it accrues. 


Td 


5. Under the circumstances described in paragraphs (a), 
(b) and (c) below, carriers should consider existing freight 
rates and charges as representing those made effective by 
authority of Increased Rates, 1920, supra, and shall apply the 
reductions herein prescribed accordingly, even though in such 
instances some individual rates or charges may be higher and 
others lower than those which would result from exact applica- 
tion of the bases above prescribed: 


(a) Where, since August 26, 1920, rates or charges have been 
readjusted primarily to remove discriminations, prejudices or discrep- 
ancies without material effect upon the aggregate level of the rates or 
charges so adjusted. This does not apply to rates or charges which 
have been reduced since August 26, 1920, primarily for the purpose of 
removing all or a part of the general increase of 1920. 

_(b)_ Where previously existing recognized rate relationships were 
maintained in applying the increases of August, 1920, or where rates 
have been readjusted since August 26, 1920, to restore previously ex- 
isting recognized rate relationships. In these cases, such recognized 
rate relationships should be maintained in applying the reductions 
herein prescribed; or, if that is impracticable in the first instance, the 
rates should be readjusted to restore such relationships as soon as 
practicable. 

(c) Where, pursuant to decisions by us, rates or charges shall 
have been changed since August 26, 1920. This does not apply to 
rates resulting from Rates on Grain, Grain Products, and Hay, 64 
I. C. C., 85; National Livestock Shippers’ League vs. A. T. & S. F. 
Ry. Co., 63 I. C. C., 107; Southern Hardwood Traffic Asso. vs. I. C. 


R. R. Co., 66 I. C. CG, 68. 

“6. Where outstanding decisions by us require changes in 
rates or charges subsequent to June 30, 1922, the rates or 
charges existing on June 30, 1922, shall be reduced as herein 
provided, effective July 1, 1922. In proceeding thereafter to com- 
ply with such outstanding decisions, the rates or charges which 
would result therefrom shall be considered as those effective by 
authority of Increased Rates, 1920, supra, and the reductions 
herein prescribed shall be applied thereto, except that this pro- 
vision shall not apply to rates on brick and related articles as 
prescribed for application between points in the eastern group 
in National Paving Brick Mfrs. Assn. vs. A. & V. Ry. Co., 68 


May 


FC... 
hereu 


to ow 
vs. A 
herel 
celed 


pres¢ 


or ar 
fracti 
of a 
cent. 
next 


in ceé 
on tl 
per t 
be O 
next 

( 


cent: 
whe! 
less 

Amo 
50 ¢ 
or I 
thus 
whe 


mak 
pres 









. 21 


21 in 
‘ates 
ring- 

pro- 
1pon 


the 
tter- 


1 the 
d in 
here- 
erty 
ories 


ding 
ther 
1 by 
after 
they 
2s of 
t 26, 
1 In- 
» Tn- 


erri- 
) per 
last 


and 
thor- 


cent 
here- 


lined 
hon- 
> eX- 
nent, 
qual, 
> ag- 
g, of 
| the 


rates 
1e of 
here 
oints 
ints. 
upon 
pris- 
ig to 


(a), 
eight 
> by 
- the 
such 

and 
lica- 


been 
crep- 
es or 
vhich 
se of 
were 
rates 
y ex- 
nized 
tions 
., the 
n as 
shall 
ly to 
v, 64 
a Be 
z.. (& 


-s in 
Ss or 
>rein 
com- 
hich 
e by 
tions 
pro- 
Ss as 
roup 
68 


> 











May 27, 1922 





EC, C,.25. 
hereunder. 

“7, Where rates on live stock have been reduced pursuant 
to our recommendations in National Live Stock Shippers’ League 
ys. A. T. & S. F. Ry. Co., supra, and are now less than the rates 
herein prescribed, the expiration date thereon should be can- 
celed and the rates maintained in effect. 

“8. In computing and applying all reduced rates and charges 
prescribed herein, fractions will be treated as follows: 


Those rates are not required to be further reduced 





(a) Where rates or charges are stated in amounts per 100 pounds 
or any other unit except as provided in the succeeding paragraphs, 
fractions of less than % of a cent will be omitted. Fractions of 4 
of a cent or greater but less than % of a cent will be stated as % 
cent. Fractions of % of a cent or greater will be increased to the 
next whole cent. 

(b) Where rates or charges are stated in amounts per ton, or 
in cents or dollars and cents per carload, including articles moving 
on their own wheels, when not stated in amounts per 100 pounds or 
per ton (except as provided in (c)), fractions of less than % cent will 
be omitted. Fractions of % cent or greater will be increased to the 
next whole cent. 

(c) Where rates or charges are stated in dollars or dollars and 
cents per carload, including articles moving on their own wheels, 
when not stated in amounts per 100 pounds or per ton, amounts of 
less than 25 cents will be dropped; thus $25.24 will be stated as $25.00. 
Amounts of 25 cents or more but less than 75 cents will be stated as 
50 cents; thus $25.65 will be stated as $25.50. Amounts of 75 cents 
or more but less than one dollar will be raised to the next dollar; 
thus $25.80 will be stated at $26.00. This rule will apply only in cases 
where the present rate is $10.00 or more. 

(d) Where carriers elect to comply with the findings herein by 
making percentage reductions in existing rates or charges, the rules 
prescribed in (a), (b) and (c) shall apply. 


“9. Where carriers earn specific amounts as their divisions 
or compensation out of joint rates or charges, such amounts 
shall be reduced in the same manner as provided for the 
through rates or charges. Where the divisions of carriers par- 
ticipating in joint rates or charges are in fixed amounts per 
unit and are absorbed by other carriers, such absorptions shall 
be reduced in the same manner as the through rate or charge. 

“10. In instances where application of the bases herein 
prescribed results in departures from the provisions of the 
fourth section of the act, the carriers will be expected to correct 
such departures by tariffs filed not later than October 1, 1922. 
Temporary fourth section relief will be granted by appropriate 
order. If necessary, interested parties may bring to our atten- 
tion any of our outstanding orders which may require modifi- 
cation to permit prompt and full compliance with the findings 
herein. 

“11. It is important that the reduced rates and charges be 
made effective at as early a date as practicable. Those herein 
prescribed shall be made effective on or before July 1, 1922, up- 
on not less than 10 days’ notice to the commission and to the 
general public by filing and posting in the manner prescribed in 
the interstate commerce act. 


“12. The findings in paragraphs 2 to 11, inclusive, apply 
to all respondents other than electric lines not operated as a part 
of a steam railroad system. They do not apply to milk and 
cream when the revenue from transportation thereof is not in- 
cluded in freight revenue. Nothing herein shall be construed 
as applying to the proportions of joint through rates or charges 
to or from points in foreign countries accruing in such foreign 
countries, or as authority to increase any existing rates or 
charges. 

“The respondents should advise us promptly, and not later 
than May 31, 1922, if possible, whether the findings herein will 
be carried into effect without formal order or orders by us.” 


Discussion of Commodities 


The Commission discussed the rate situation with regard 
to coal and cake, iron, steel and ore, road and building mate- 
rials, forest products, agricultural products and live stock, pack- 
ing-house products, fertilizer and fertilizer materials, waste 
materials, petroleum and products, roofing slate, groceries, milk, 
cream and dairy products, paper and paper products, cotton- 
Seed products, vegetable oil and soap, and miscellaneous com- 
modities. 

As to coal, the Commission said shippers who opposed a 
horizontal reduction and favored reductions on basic commodi- 
ties with few exceptions selected coal as one of the commodities 
on which reductions should be applied if any reductions were 
made. It discussed the importance of the coal traffic with its 
relation to industry. Generally speaking, the Commission said, 
transportation charges on coal have not increased since 1915 
M.any greater ratio than mine prices, nor does it appear that 
on the average the ratio of transportation charges to mine 
prices was greater in February, 1922, than in the period 1904- 
1915, It said that in 1921 carriers used approximately 130 mil- 
lion tons of coal, and that many carriers pay transportation 
charges on coal to other carriers. It said coal operators urged 
that the reduction in these charges would to a considerable ex- 
= offset any loss in revenue resulting from rate reductions on 
“A witness for the carriers testified that a 10 per cent re- 
duction in coal rates in the eastern group, based upon 1921 
tonnage, would result in loss in revenue approximately $72,740,- 
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000, whereas the reduction in transportation charges paid by 
eastern carriers would be less than $4,700,000,” the Commission 
said. “It is evident, therefore, that loss in revenue from coal- 
rate reductions would affect some carriers greatly and others 
but little. Some of the less prosperous carriers are among those 
carrying a high proportion of coal.” 

The Commission said complaint had been made of the exist- 
ing relationship of the rates on coke to those on coal but that 
the record afforded insufficient basis for conclusions as to what, 
if any, readjustments should be made. As to anthracite, the 
Commission said the present rates represented a smaller per- 
centage of the mine price than prior to 1915. 

On iron, steel and ore, the Commission reviewed conditions 
in the iron and steel industry, saying it felt warranted in taking 
notice of the fact that since the case was submitted the general 
condition of the iron and steel industry had materially im- 
proved. It said the principal raw materials used were coal, 
coke, dolomite, limestone, and iron ore, and that except in 
particular situations, or to the extent that rates on one or more 
raw materials were from a transportation standpoint too high 
as compared with rates on others, it would appear that reduc, 
tions in rates on the raw materials should, in so far as pos- 
sible, be made upon all alike. The mining and smelting indus- 
tries, the Commission said, attributed depression in large mea- 
sure to the rate increases of 1920. It said there had been some 
improvement in these industries since the autumn of 1921 but 
that until overstocked markets shall have further readjusted 
themselves, the volume of movement could hardly be materially 
increased by establishment of any ore and smelter-product rates 
which would be fairly compensatory to the carriers. It called 
attention to the fact that rates on low-grade ores in many of 
the intermountain states were not increased in 1920. 

As to road and building materials, the Commission re- 
viewed the testimony applicable to those commodities. Aside 
from saying that many reductions in rates have already been 
made, principally in the eastern group, on clay, sand, gravel 
and crushed stone, and that it would not pass on the conten- 
tion of shippers of asphalt that rates thereon should not ex- 
ceed cement rates, the Commission expressed no conclusions. 

The Commission said many reductions of lumber rates had 
been made since August, 1920, referring to the reductions from 
the Pacific slope and from the southeast and southwest, and 
also to the reductions ordered in the hardwood lumbed case. 
It referred to the carriers’ intention to make reductions in rates 
on pine and other soft wood to correspond with the reductions 
ordered in the hardwood case, adding that some of the reduc- 
tions had been made effective. It said the full facts were lack- 
ing as to the effect of the reductions in rates on forest products 
but that they appeared to have been followed by increase in rail 
movement, but that whether the aggregate consumption was 
increased thereby did not appear. As to rates on lumber to 
South Dakota, the Commission called attention of the carriers 
to the apparent necessity for some readjustment. 

Discussing agricultural products and live stock, the Commis- 
sion referred to reductions that had been made in the rates on 
agricultural products and live stock. In the late months of 
1921 and in January and February, 1922, the Commission said, 
there was an appreciable advance in prices of live stock, and 
of grain, cotton, and other important agricultural products, and 
that the situation in producing regions has materially improved. 
The Commission said the failure to apply the 10 per cent cut 
on products of the farm, etc., had created difficulties which 
should be corrected. 

“We are of the opinion,” it said, “that the reductions 
should include carload rates on nursery stock and farm and 
field seeds in all rate groups; rates on potatoes from Maine, 
watermelons from points in the southern group, peanuts, ‘raw 
in the shell,’ cottonseed and peanut cake and meal, rice and 
rice products, in carloads, and cotton and leaf tobacco, any 
quantity, where not now included.” 

As to packing-house products, the Commission said: 

Packing houses located at East Cambridge, Mass., New York, and 
other eastern points draw a considerable portion of their live stock 
from the West. Packing houses in the interior, Iowa, for example, 

compete with them in eastern markets. Immediately prior to the 
general increase of June 25, 1918, rates on cattle and hogs from the 
Mississippi River to East Cambridge were from 1 to 17 cents per 
100 pounds lower than the rates on cured or fresh meats. These dif- 
ferences have been widened by the general rate changes of the last 
four years until, following the 10 per cent reduction on live stock 
effective in January, 1922, the difference now range from 12 to 40.5 
cents, and seriously handicap interior independent packers in the 
eastern markets. 

Upon this record it is not practicable to prescribe a specific rela- 
tionship between the rates on the live animal and on the product, but 


the carriers should make some revision of these rates from the Mis- 
sissippi River eastward. 


The testimony relating to fertilizer and fertilizer materials 
was reviewed. The Commission then said: 


The fertilizer for use in production of this year’s crops has already 
moved, but the annual movement of raw materials into the fertilizer 
plants does not begin until May. Fertilizer manufacturers asked 
that reductions ranging from 20 to 25 per cent be made on fertilizer 
materials and that on fertilizer we prescribe for the southern group 
a distance scale of rates suggested by them. This scale would in- 
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volve a reduction of approximately 22 per cent under the scale 
prescribed by us in Royster Guano Co. vs. A. C. L. R. R. Co., 50 
I. C. C., 34, as subsequently increased. 


The Commission said that as to waste materials it was not 
possible on the record to prescribe a definite adjustment but 
that the carriers should promptly revise their rates on waste 
materials. It said that many rates in the eastern group were 
higher on scrap lead than on pig lead, on scrap iron than on pig 
iron, and that rates on waste paper in the same group were 
higher in some instances than on paper and paper products. 

As to petroleum and its products the Commission said the 
record indicated that, although more than 55 per cent of the 
crude petroleum produced in the United States in 1921 came 
from wells in the southwest, less than 20 per cent of the total 
crude produced was refined by the interior refineries in that 
region and that, of the crude produced by the southwest, 57 per 
cent moved either by pipe lines to refineries elsewhere or by 
pipe lines in tank vessels to Atlantic ports, thus depriving the 
rail lines of much revenue. It said the rail lines were not ob- 
taining as great a proportion of the total movement as they did 
in former years, that being due chiefly to the rapid development 
and increased use of other forms of transportation, notably pipe 
lines, motor trucks, tank vessels, and accessorial storage facili- 
ties. Use of these other forms of transportation is enhanced 
by the existing level of rail rates, the Commission said. Self- 
interest, it said, would seem to dictate revision by the rail car- 
riers of their short-haul rates. It then said: 


Shippers of petroleum throughout the country have agreed upon 
a plan contemplating reductions in and readjustment of practically 
all petroleum rates on the following basis: 

1. In official classification territory.—Readjusted to rates of Jan- 
uary 1, 1917, plus 40 per cent. 

2. In New England.—4.5 cents per 400 pounds. 

3. Between trunk-line territory and New England.—4.5 cents per 
100 pounds, with 90 per cent of fifth class as a maximum. 

4. Between central freight association territory and New England. 
—Readjusted to basis of 2 cents per 100 pounds over the New York 
rates (No. 1 above). 

5. Southern and western classification territories, except Pacific 
coast.—(1) Local rates—15 per cent, plus a_ specific reduction of 
4.5 cents per 100 pounds; (2) Proportional rates—15 per cent, plus 
2 or 2.5 cents per 100 pounds, which was authorized in freight rate 
authority No. 96. 

6. Pacific coast territory.—15 per cent, plus specific reduction of 
4.5 cents per 100 pounds. 

7. All territories.—Application of any minimum rate for short 
hauls eliminated. 

It is not necessary to discuss this plan in detail. Little specific 
information was presented relative to its effect upon existing rate 
structures or the revenues of the carriers. Evidently important 
changes in relationships and decrease in revenue would result from 
its adoption, unless accompanied by an increase in tonnage hardly to 
be anticipated. In official classification territory the reduction would 
be about 30 per cent and carry the rate level below that obtaining 
immediately prior to August, 1920. The rates could be made effective 
only by recomputing all existing rates and reissuing the schedules. 
This would take much time. 

The percentage increase of 1920, coupled with the subsequent re- 
duction of 3.5 cents in central territory, has tended to lessen the rail 
movement of refined products and fuel oil from southwestern re- 
fineries to northern and eastern markets and to increase the movement 
of crude oil by pipe line from southwestern producing territory to 
northern refineries, and also to Gulf coast refineries from which the 
movement is by water to North Atlantic ports and thence by short 
rail hauls into the interior. As a result the southwestern refineries 
are suffering while other refineries are operating more nearly to 
capacity. 

This situation appears to clearly fall within the class of readjust- 
ments contemplated when the increases of 1920 were authorized. 
Carriers should promptly revise their rates from the Southwest to 
the eastern group in order to lessen the spread as compared with 
rates between points in central and trunk-line_ territories. This 
should not be construed as requiring reestablishment of the precise 
differences which existed immediately prior to the increases of 1920. 





The Commission said the carriers should promptly revise 
their rates on roofing slate to central territory so as to bring 
them into better accord with rates on other roofing materials. 

As to rates on groceries, the Commission expressed no opin- 
ion, merely reviewing the testimony on the commodities in- 
volved under that heading. 

It dealt with rates on milk, cream and dairy products in 
Similar fashion. 

The Commission said that as to rates on paper and paper 
products the evidence did not warrant fixation of the proper 
rate relationship between competing mills in New England and 
the west. 

No conclusion was stated as to the testimony on cotton- 
seed products, vegetable oil, and soap. 

Discussing the testimony with regard to miscellaneous com- 
modities, the Commission said that in view of the conclusions 
reached in the decision, individual discussion of each of the 
various commodities was unnecessary. 

“Summarized,” it said, “it appears that shippers of practi- 
cally all commodities have been suffering from the business 
depression of 1921 and that in varying degrees nearly all ascribe 
this prolonged depression in part to the existing high level or 
rates and feel that, until downward revision is made, return to 
a volume of business equal to that of years prior to 1921 prob- 
ably will not be attained. 

“Taken as a whole, the evidence relative to the miscella- 
neous commodities indicates that reductions confined to a few 
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so-called basic materials would not satisfy many shippers ang 
would bring about numerous complaints of discrimination pe. 
tween particular shippers or communities.” 


Passenger Fares 


In its discussion of passenger fares the Commission sgaiq 
reduction in fares would no doubt increase travel somewhat 
but that the record did not warrant the conclusion that under 
existing conditions this stimulus would suffice to offset the re. 
sulting loss in revenue. It pointed out that eastern carriers estj- 
mated that restoration of the passenger fare of August 25, 1920, 
a reduction of 16 2-3 per cent, would result in a revenue loss of 
$176,560,000 annually in the whole country and that to offset that 
loss an increase of 20 per cent in passenger traffic would be 
necessary, allowing nothing for the added expense incident to 
the additional traffic. As to the Pullman company’s request for 
the removal of the surcharge, the Commission said the record 
indicated that travel in sleeping and parlor cars has not de. 
creased in substantially greater ratio than travel generally, and 
does not warrant a conclusion that the decrease in travel in 
sleeping and parlor cars is traceable to the surcharge. 

As to the requests of theatrical and Chautauqua interests 
asking for party fares and lower charges for the movement of 
baggage in baggage cars the Commission said the carriers may 
themselves establish party fares, or change their practices in 
the handling of baggage if they do so without unlawful dis. 
crimination. 

The Commission said that the evidence submitted in behalf 
of a national association of electric railroads that no reductions 
in their charges were warranted at this time stood uncontro- 
verted upon the record. It said the evidence was too meager 
to permit of specific findings as to individual electric lines or 
electric lines as a whole. 


McChord’s Opinion 


In a separate opinion, Chairman McChord said that in so 
far as the decision resulted in a reduction of rates he assented 
to it but that he was not in full accord with it. He said he was 
opposed to fixing a rate of annual return and in any event toa 
rate of 5.75 per cent. If a rate of return was to be fixed at all, 
he said, it should not exceed 5.5 per cent, which he said was 
that fixed by Congress at a time when conditions were at their 
worst and which seemed to him not only adequate for present 
purposes but for future adjustments. He then said: 


I think that the times and conditions plainly demand reductions 
in rates on all materials and products that are basic in industry and 
in our existence as a people to a level that business interests will 
recognize as the lowest available for some time to come, Nothing 
less will quiet the present unrest and agitation for lower transporta- 
tion costs and eneourage the needed healthy flow of traffic. The 
more nearly we approximate the admissible limits of reduction the 
more effectually will we obtain that stabilization of rates which is 
conceded to be essential to a full and country-wide resumption of 
business. In my judgment the general reductions, now decreed fall 
short of full attainment of the desired end. 

The record convinces me that the present level of rates on the 
basic articles is now operating as a seriowsS burden upon commerce 
and should be materially reduced, and that upon a considerably lower 
level of rates, with an induced higher level of traffic activity, not 
only will the carriers secure more net revenue but the properity of 
the country as a whole will be greatly enhanced. The pulse of both 
industry and transportation is still below normal, although there is 
and has been for several months marked improvement, and their 
mutual interests demand a 50-50 readjustment of the very material 
rate increases under Ex parte 74, if reductions are to be made on all 
classes and commodities, and a still greater reduction if confined to 
selected commodities. I entertain no doubt of our power and duty 
under the law to do this. Reductions on that general basis should 
also be applied to passenger fares. 

There is every reason to believe that, with decreases on that basis 
and the more effectual stabilization of rates, the full amount of the 
apparent shrinkage in revenues would be more than made up by the 
expansion of traffic. One-half of the increases by Ex parte 74 were 
made the measure of the reductions we prescribed in Rates on Grain, 
Grain Products, and Hay, 64 IJ. C. C., 85, in the territory embraced 
within the western and mountain-Pacific rate groups; and, cer: 
tainly as to those commodities, which move in large volume from 
the West to the East, there can be no defensible prescription of re- 
ductions in any less degree in the eastern group, which enjoyed a 
higher percentage of increase. The report in this case quotes an 
extract from _ the report in that case, to the effect that the vital 
concern of the carriers is in whatever will promote a return to 
normal traffic movement, which a downward trend in rates will tend 
to accomplish. The observations there made impress me as having an 
application commensurate with the wider scope of this case, and the 
present record presents to my mind no less cogent reasons for equal 
reductions on other traffic of the country entering essentially into 
our national welfare. 


Eastman’s Opinion 


In a concurring opinion, Commissioner Eastman said that 
at the time of the increase of 1920 he was of the opinion that 
any valid determination of “aggregate value” was then imprac- 
ticable and that he was of the opinion that it was now imprac 
ticable. He said he was convinced that upon the present record 
the Commission could lawfully go no further in requiring reduc- 
tions if it followed the spirit and intent of section 15a than it 
had in this decision. He said neither the statistics nor the 
apparent trend of traffic justified a reduction in passenger fares 
at the present time, but he believed that as to this traffic the 
private managers have an opportunity to demonstrate to the 
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country the benefits of their initiative because he believed the 
question involved was one of business judgment or wisdom. He 
also said that he believed that if the administration of the act 
was to be as successful as it could be made there must be some 
co-operation between the Commission and the Labor Board. He 
said that at the present time the Labor Board has the wages of 
all railroad employes under consideration but that the Commis- 
sion was acting without awaiting its decision and that the action 
of the Commission must necessarily be based upon existing 
wages. He said if wages were reduced by the Labor Board the 
Commission must either reopen the proceedings and make a 
new determination, to the confusion of industry, or the country 
must forego for a time “so large a reduction in freight rates as 
would have been possible if we had postponed our decision.” 
He believed it would have been wiser and better if the Com- 
mission had announced several weeks ago that the decision 
would be deferred until after the Labor Board had acted, not 
for the purpose of prejudging the question of wages or of in- 
fluencing the action of that body, but for the purpose of the 
Commission being assured that the rates it was prescribing 
would be the lowest possible under the law and the rates most 
likely to remain stable for a considerable period of time. 


Potter Concurs 


Commissioner Potter, concurring, said the findings of the 
Commission meant that present rates and charges should, gen- 
erally speaking, be reduced 10 per cent—certain reductions 
heretofore made to be treated as a part of such 10 per cent 
reduction. 

“The support for the finding that rates and charges should 
thus be reduced is the belief that the prospective net operating 
revenues of the carriers for the year commencing July 1, 1922, 
if under the existing rate basis, would exceed a fair return by the 
amount involved in the reduction required,” said he. “This 
conclusion has been arrived at by calculating what would have 
been the net operating revenues of the carriers during the year 
1921 if there had been in effect during that year the bases of 
rates and expenses which were in effect at the time of the hear- 
ing, say, Feb. 1, 1922, and by adding thereto amounts sufficient 
to represent the additional net revenue to be derived from a ten 
per cent increase in traffic and from further reduced operating 
expenses in the ensuing year. While results of future opera- 
tions are in doubt, due to uncertainty as to the duration of the 
existing coal strike and other factors, I am convinced that the 
forecast which we are required to make is justified by the 
present prospects.” 

Mr. Potter said so far this year there had been a substan- 
tial increase of traffic and that conditions were improving. He 
said there was warrant for the expectation that further reduc- 
tion of expenses in substantial amount will be realized. 

“In view of the favorable prospect and the industrial and 
commercial need for lower rate levels, I concur in the con- 
clusion that reductions should be made,” said he. “If, later, we 
are convinced that our estimate respecting increased net earnings 
is not warranted by increased traffic or further reduction of 
expenses, existing rates can be restored to the extent which 
then seems necessary.” 

Mr. Potter, however, expressed doubt as to whether the 
Commission was rendering a real service to the shipping public 
in requiring reductions unless and until there is further reduc- 
tion of operating expenses. He said efficient transportation 
was more important than cheap transportation and that he 
apprehended that in the near future shippers would lose and 
suffer more from inadequate service than could result from the 
continuance of present rates. 

Mr. Potter expressed the opinion that, assuming that there 
was a prospective excess earning available for rate reduction, 
different treatment was required. He believed that in cutting 
down the Ex Parte 74 increases, the Commission should have 
first corrected the injustice of that decision by giving preference 
in reductions to carload and long-haul traffic. He also believed 
that commodities on which reductions had been made to re- 
Move injustice and establish a proper level and relation as 
between commodities should share in the proposed reductions. 
He favored a reduction in passenger fares other than commu- 
tation fares and without removal of the Pullman surcharge. 
He believed that the rate of return should have been fixed at 
6 per cent, adding that the Commission’s function was to. name 
a fair return without regard as to how much of it the govern- 
Ment may decide to take from time to time in taxes. 

; The concluding views of Mr. Potter were regarded as sig- 
nificant because of the belief quite generally held that the Com- 
Mission would order reductions on basic commodities rather 
than a general percentage reduction. He said: 


.. During the early stages of our deliberations I was impressed 
with the notion that in making reductions we should give prefer- 
ential consideration to a selected list of so-called basic commodi- 
ties. Further consideration developed objections to this course 
Which to my mind are convincing. It appears impossible at this time 
to select a list of so-called basic commodities to which reduction 
could consistently and lawfully be limited. We cannot determine upon 
Specific basic commodities which do not so relate in a competitive 
Way to other commoditie&, as to make impossible a reduction of the 


THE TRAFFIC WORLD 








1145 


rates on those selected and not on others. The result of applying 
reductions to a particular list would be to deluge us with complaints 
from shippers of related commodities who would make charges of dis- 
crimination which we would be required to sustain. The effect would 
be to create intense confusion and discontent and to work great in- 
justice. Concluding that there is a prospective surplus available for 
rate reductions, I Know of no theory on which that surplus, resulting 
largely from hauling certain traffic, can be made the basis for a find- 
ing with respect to the reasonableness of rates on other traffic. If we 
were to select a list our difficulties would not be reduced. Some situ- 
ations are more acute than others. Different commodities and differ- 
ent conditions require different treatment. Some rates are not high 
enough; others are too high in varying degrees. We would not do 
justice in requiring horizontal reductions limited to particular com- 
modities. If I were persuaded of the practicability of limiting reduc- 
tions to the so-called basic commodities I would favor an announce- 
ment of the amount available for rate reduction and have a further 
hearing upon the question as to how specific application should be 
made. The present record is not sufficient to indicate what selec- 
tions should be made. If further hearings were to cause delay, the 
pice might well be more harmful than to proceed as the report pre- 
scribes. 

Remaining instances of maladjustment should be corrected upon 
specific applications. Carriers should not regard our general con- 
clusions as dealing correctly in detail with all situations. Their further 
consideration in the light of constantly changing conditions, with 
which they are more familiar than we can be, should lead to sounder 
treatment than we have directed to be applied. 


Lewis Dissents 


Commissioner Lewis, dissenting, said the decision of the 
Commission that rates be reduced was unanimous. 

“My dissent is limited to what appears to me to be 
unjustified uneconomic waste,” said he. “The times demand 
adjustments—even radical adjustments—rather than horizontal 
reductions, and the record in this case justifies such action.” 
Continuing, he said: 


The margin available for reductions or adjustments that may be 
required by us is not sufficient, if spread over the entire freight 
traffic, to give to the country the relief and to business and industry 
the stimulation that is urgently needed. A 10 per cent reduction 
will, in the case of many commodities, have no perceptible influence 
in lowering costs of living, stimulating industry, ameliorating eco- 
nomic conditions or bringing us into more favorable and equitable 
relationships at home and abroad. 

It may be said that, measured by the standards of value or serv- 
ice, many commodities are not now bearing too great a share of the 
transportation burden. Rates in some instances, and on certain 
services, might be increased rather than lessened as the result of a 
more detailed study than is afforded in this investigation. The hori- 
zontal lowering of transportation charges in many instances will, so 
far as the public interest is concerned, mean nothing. In some in- 
stances it may be said to be detrimental, for it will only serve to 
transfer to profits of private business revenues which the carriers 
would much better employ in improvement and extension of the public 
facility of transportation and in extensive employment incidental 
thereto, or prevent us or them from affording reductions to meet new 
conditions. 

On the other hand, there are commodities and raw materials that 
are basic to existence, to industry, and to readjustment, on which 
transportation charges are relatively and absolutely too high. They 
are out of proper relationship to the selling prices of the commodities 
and constitute not only maladjustments at home, but most unfavor- 
ably affect us in world competition. Making these commodities and 
materials more cheaply available to consumers and manufacturers 
would contribute to redyction of costs of living, relief in the housing 
situation, maintenance of productivity of the soil, increased employ- 
ment, and stimulation of buying. The combined effect of such 
changes could reasonably be expected to increase traffic and speed 
an earlier adjustment of other or all transportation charges to proper 
relationships with new levels of values. 

The fullest possible measure available for reductions should be 
applied in conformity with the guiding principles which were the 
foundation of our order in Rates on Grain, Grain Products, and Hay, 
64 I. C. C. 85, and of our recommendations in National Live Stock 
Shippers’ League et al., 63 I. C. C. 107, on which the carriers acted, 
and which the carriers accepted as the basis for their voluntary 10 
per cent reduction in rates on products of the soil. 


Cox Dissents 


Commissioner Cox, dissenting, said to the extent that a 
measure of relief had been granted he fully concurred, but that 
he was not in full accord with the manner and measure of the 
reduction as set forth. 

“Nothing, perhaps,” he said, “is more desirable at this time 
than a return to normalcy, and adjustments must be made 
which will tend to stimulate the agricultural and industrial sit- 
uation, which has been in a state of depression since the re- 
adjustment period began. I do not concur in the views of the 
majority that rates on all commodities should be reduced at 
this time, and it is a matter of record that many commodities 
at present rate levels are not bearing more than a just share 
of the transportation burden. It is my judgment that the amount 
available for reduction at this time should be applied to agri- 
cultural products, raw materials and basic commodities which 
are essential to the re-establishment of industry the re-employ- 
ment of labor, and which at once could be reflected in reduced 
living costs.” 

Mr. Cox also went on record in favor of mileage books at 
reduced rates, citing the requests of representatives of industrial 
and commercial interests for a reduction in passenger rates. 


CHARGES ON NITRATE OF SODA 


The Commission, in No. 11174, E. I. DuPont De Nemours & 
Co. vs. Director-General, as agent, Pennsylvania et al., opinion 
No. 7627, 68 I. C. C. 579-80, has modified its original report in 
59 I. C. C. 570, so that reparation is denied on the ground that 
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freight charges paid on nitrate of soda from Baltimore, Md., to 
Barksdale, Wis., in August, 1918, were not borne by the com- 
plainant. 

In the original report the Commission found that the com- 
plainant was entitled to reparation but issued no order, the com- 
plainant being directed to comply with Ruie V of the Rules of 
Practice. The reason for the modification of the original report 
was then set forth as follows: 

“In the course of that compliance facts were developed of 
which we were apprised by complainant’s attorney on January 
4, 1922, as follows: 


Since the hearing in the above entitled proceeding, the writer’s 
attention has been called to the fact that our Governmat Claims Divi- 
sion was obliged to use this paiticular tonnage of soda in a transfer 
with the Navy Department and was included in a settlement with the 
Navy Department under the terms of which the full amount of freight 
as paid to the railroad had been refunded to this company. 

* 


In view of the above and changed circumstances, complainant be- 
lieves the Commission should reopen this proceeding for the purpose 
of making supplementary order, changing the original opinion to the 
extent of eliminating payment of reparation to complainant, or else 
permit the filing of a stipulation providing for the payment of this 
sum to the Navy Department, who is actually entitled to the refund. 


“The Director-General of Railroads, as agent, agrees to the 
setting aside of the finding that complainant was entitled to 
reparation but is unwilling to enter into the stipulation suggested. 

“We now find that the freight charges paid on the ship- 
ments described in our original report were not borne by com-. 
plainant and reparation is denied. To this extent the original 
report is modified.” 


WESTERN LUMBER RATES 


In a report on I. and S. No. 1478, the Commission held the 
carriers had not justified their proposal to restrict the applica- 
tion of rates on lumber from the coast and Truckee groups in 
California and Nevada to destinations on the Colorado & South- 
ern in Colorado, At present group J rates apply to destinations 
on that line either via Cheyenne, Denver or Pueblo to all group 
J points in Colorado. The rates were made applicable to Colo- 
rado & Southern stations in August, 1921, through the error of 
omitting the word “not” from a note in the tariff intended to 
restrict the application. Prior to that time the rates had not ap- 
plied. The carriers when they tried to restore the negation met 
objections and the correcting tariffs were suspended. At the 
hearing it was shown the restriction would cause violations of 
the fourth section. The Commission also found violations other 
than those specified by the protestants. 


RATES ON MILK AND CREAM 


The Commission has held in I. and S. No. 1463, actual mile- 
age to determine rates on milk and cream by express between 
points west of the Mississippi River (mimeographed without 
page or opinion number) that a proposed rule of the American 
Railway Express Co. for determining the rate applicable under 
a distance scale of express rateS on milk, cream, buttermilk 
and condensed milk, in cans, between points where there are 
two or more routes, has been justified. The order of suspension 
was set aside as of May 30. 

The express company in its tariff I. C. C. 1668, effective 
January 1, 1922, established a distance scale of express rates 
on milk, cream, buttermilk and condensed milk, in cans, between 
stations in practically all states west of the Mississippi River, 
except those on the Pacific coast. The following rule for deter- 
mining the rate in cases where two or more routes are available 
between points of origin and destination was published therein: 
“Two or more routes.—Where there are two or more routes 
between point of origin and destination the distance via the 
route actually used will determine the rate.” 

On protest of the Omaha Chamber of Commerce the sched- 
ule was suspended until May 31, 1922. The Commission said the 
rates were not protested except in so far as they might be 
affected by the proposed rule. 

The protestants contended that the application of the rule 
would result in substantial increases. In conclusion the Com- 
mission said: 


Milk and cream deteriorate rapidly, especially in hot weather, 
Protestants state that they desire expeditious service rather than a 
lower rate, if movement over a lower-rated route will result in harm- 
fui delays. As we said in In Re Express Rates, Practices, Accounts, 
and Revenues, 24 I. C. C., 380-392, “Expedition is the very soul of 
the express business.”’ 

We are of opinion that where a shipper has not exercised his 
right of routing it is respondent’s duty to forward the shipment 
over the most expeditious route. The record shows that in many 
instances the longer routes are more expeditious because of the pas- 
senger-train schedules. These schedules are subject to frequent 
changes and cannot, as a practical matter, be incorporated in the 
express tariffs. 

Respondent’s distance scale of rates covers a large territory. 
In view of the nature of the traffic, the importance of transporting 
it promptly, and the shipper’s right of routing, we think that the 
proposed rule is reasonable and that shippers cannot fairly ask for 
rates based on distances over short-line routes, many of them 
impracticable, and at the same time expect the shipments to move 
over longer but more expeditious routes. 
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We find that the schedules under suspension have been justified, 
An order vacating the order of suspension and discontinuing this 
proceeding will be entered. 

Respondent will be expected promptly to amend its tariffs pub- 
lishing the distance rates referred to herein so as to clearly provide 
that shippers may route their shipments by way of established 
routes and transfer points, and also provide that when any two 
points are served by the same two or more lines of railroad, over 
each of which these distance rates are applicable, une rate will be 
based upon the distance over the shortest line. Respondent will 
also be expected to transfer at St. Joseph, Mo., traffic which now 
passes through that point to Kansas City, is there transferred, and 
then moves through St. Joseph to Omaha, Neb., and also to correct 
any similar situations, resulting in unnecessary out-of-line hauls, 
that may exist. 


Commissioner Cox dissented. 


BRICK REPORT REVISED 


The Commission has revised its report on No. 10733, National 
Paving Brick Manufacturers’ Association et al. vs. Alabama & 
Vicksburg et al., opinion No. 7543, 68 I. C. C., so as to eliminate 
errors in statements of fact, not material to the issues, but which 
were put into the report to show the situation with which it 
was dealing. On p. 244 of the report it said the Canton group 
was in various percentage territories, ranging from 71 per cent 
for a portion of the Canton district to “87” per cent for the Ash- 
land-Portsmouth district. The correction was made to show 
that on classes and commodities generally the Ashland-Ports- 
mouth group takes 82 per cent, and not, as erroneously stated, 
87 per cent. It added a footnote to the Ashland-Portsmouth re- 
mark to show that for many years brick and certain other com- 
modities had taken 77 per cent rates to eastern port cities and 
82 per cent to eastern interior points to which the distances were 
relatively greater than to New York and that that basis had 
been approved by the Commission in 57 I. C. C. 64 and 78, in 
what are known as the Huntington and Portsmouth cases. On 
p. 246 it referred to Portsmouth as being in the 87 per cent 
territory and'taking a rate of $5.70 per ton. It substituted Cin- 
cinnati for Portsmouth because, in the Portsmouth case, before 
mentioned, the 82 per cent basis was approved for Portsmouth. 


CORRECTED REPARATION REPORT 


The Commission has issued a corrected reprint of its de- 
cision in Ex Parte 80, in the matter of awarding reparation on 
a lower basis prior to June 25, 1918, than on and after that date, 
opinion No. 74938, 68 I. C. C. 5-8. 

The change was made in the first sentence of the second 
paragraph of the decision, which read originally as follows: 


The position of the Director-General is that we should adopt a 
uniform rule based upon the principle that any rate found unreason- 
able on such shipments made prior to June 25 should include the gen- 
eral increase effective on that date because the increase in wages 
of railroad employes was made retroactive to the beginning of federal 
control on January 1, 1918, and because railway materials and other 
expenses had substantially increased before the increase in rates was 
operative. 


This sentence is revised in the corrected reprint as follows: 


The position of the Director-General, as stated by counsel, is that, 
where the Commission itself fixes a given rate as reasonable subse- 
quent to June 25, 1918, there can be no justification for fixing a lower 
rate as reasonable prior to that date, because the increase in wages 
of railroad employes was made retroactive to the beginning of federal 
control on January 1, 1918, and because railway materials and other 
expenses had substantially increased before the increase in rates was 
operative. 


The change in language was made at the request of John F. 
Finerty, who handled the case for the Director-General. Mr. 
Finerty objected to the original statement as to the position of 
the Director-General. The change does not ,affect the decision 
made by the Commission in the case. 


RATES ON TALC 


In No. 12581, John Lucas & Co., Inc., vs. Director-General, 
as agent, the New York Central et al., opinion No. 7628, 68 
I. C. C., 581-3, embracing also No. 12657, Same vs. New York 
Central et al., the Commission has dismissed the complaints on 
a finding that rates on talc, in carloads, from Hailesboro, Em- 
eryville, and Talcville, N. Y.. to Lucaston, N. J., were and are 
not unreasonable, unjustly discriminatory or unduly prejudicial. 


COMMISSION ORDERS 


The Lincoln Chamber of Commerce was permitted to inter- 
vene in No. 13539, Omaha Chamber of Commerce, Traffic Bu- 
reau et al. vs. A. T. & S. F. et al. 

The complaint in No. 13606, The Larrowe Milling Company 
vs. Ann Arbor et al., was amended by making the Akron, Can- 
ton & Youngstown and numerous other carriers additional par- 
ties defendant. 

The order in No. 10858, State of Idaho, ex rel. Public Utili- 
ties Commission of the State of Idaho vs. Director-General, Ore- 
gon Short Line et al., and No. 11386, Same vs. Oregon Short 
Line et al. was modified so as to become effective July 25 
instead of May 25. . 
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COKE, UTAH TO MONTANA 


Examiner J. Edgar Smith has told the Commission that No. 
13124, Anaconda Copper Mining Co. vs. Director-General, as agent, 
Denver & Rio Grande et al., should be dismissed on a holding 
that the through charges on coke from Sunnyside, Utah, to Black 
Eagle, Mont., between June 26 and July 24, 1918, were not un- 
reasonable, although both factors of the combination were in- 
creased, in disregard, the complainant said, of both the. order 
and the intention of the Director-General. Smith said the Com- 
mission should say to the complainant that it had repeatedly 
disposed of that’contention and that the real issue was: ‘Were 
the rates and charges reasonable or unreasonable?” Clearly, he 
said, the Commission should say a revenue of 25 cents per loaded 
car-mile for transportation through a mountainous country, pro- 
vided the tariffs upon which it was based were lawful, ought 
rot to be held to have been unreasonable in June or July, 1918, 
unless something more were shown than is contained in this 
record. 

The complainant contended the principle laid down in the 
Sligo Iron Store Co. case, 62 I. C. C. 648, should apply in this 
case. Smith said it should not because the tariffs on coke did not 
provide total charges on a through continuous movement by the 
application of a single increase over the charges effective June 


24, 1918, until October 16, 1918, about three months after the 
shipments in question moved. 


INDIANA COAL RATES 


Examiner H. C. Wilson has recommended the dismissal of 
No. 12841, the Chicago, Lake Shore & South Bend vs. Illinois 
Central, on a holding that rates on soft coal, from Cass, Ind., 
to Michigan City, Ind., between March 1 and August 25, 1920, 
were not unreasonable. A joint rate of $1.67 applied over the 
Illinois Central, a distance of 259 miles to Kensington, IIl., and 
then over the complainant’s line to Michigan City, a distance 
of 438 miles. The complainant, which shipped 251 carloads of 
coal for use aS company fuel, sought reparation. to the basis of 
arate of $1.45 contemporaneously applicable over various routes, 
including those of the complainant in connection with the Michi- 
gan Central and with the Pere Marquette. Prior to October 1, 
1918, the Illinois Central and its connections, including the com- 
plainant, maintained a joint rate of $1.72. That rate with the 
complainant was canceled on October 1, 1918, and the rates via 
other lines reduced to $1.45. The joint rate of $1.67, with the 
complainant a party to it, was established July 21, 1919. The 
Illinois Central said the complainant was not taken in on the 
joint rate of $1.45 via the other lines because its line was not 
under federal control. How it came about that the $1.45 rate 
was in effect via the South Bend line and some of its federally 
controlled connections was not explained in Wilson’s report. 


RATE ON STRUCTURAL STEEL 


Examiner John A. McQuillan has recommended a finding 
of unreasonableness and an award of reparation in No. 13311, 
Wm. Cramp & Sons Ship & Engine Company, Inc., vs. Director- 
General, as agent, as to the fifth class rate of 9 cents on ship- 
ments of structural steel from Petty’s Island, N. J., to Phila- 
delphia, between February 13 and August 15, 1919. He said the 
9-cent rate should be held unreasonable to the extent it exceeded 
€.5 cents. The exaction of the class rate was due to the failure 
of the tariffs specifically to apply the Camden-to-Philadelphia 
basis of 6.5 cents when the bridge of the Pennsylvania which 
gives Petty’s Island railroad connection with Philadelphia was 
opened. The intention was to apply that basis, but after the ship- 
ments moved, it was found the intention had not been carried 
into effect. The shipments consisted of 21 carloads, on all ex- 
cept one of which the Shipping Board adjusted the charges so 
the Cramp establishment did not bear the burden of the failure 
to make the tariffs say what was intended. 


AUTOMOBILE GEAR FRAMES 


Examiner J. Edgar Smith has recommended dismissal of 
the complaint in No. 13129, Chevrolet Motor Company of Cali- 
fornia vs. Director-General, as agent, Chicago, Rock Island & 
Pacific Railway Company, et al. The complaint alleged that the 
third class rate charged on shipments of automobile gear frames 
from Detroit, Mich., to Melrose, Oakland, Cal., which moved 
during the early part of the year 1918, was not applicable and 
Was unjust and unreasonable and otherwise in violation of law. 
The complainant asked the Commission to order the carriers to 
establish and maintain in their tariffs an item to cover auto- 
Mobile gear frames, with attachments, carload minimum weight 
30,000 pounds, at ratings not to exceed class A or such rating 
as the Commission might decide just and reasonable. The exam- 
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iner said the third class rate was properly applicable under the 
tariffs then in effect, subject to the special commodity rating 
at a high minimum, and that rate was not unreasonable. He 


said no justification was shown for the application of a rating as 
low as class A, Western Classification. 


SWITCHING AT EMERYVILLE, CAL. 


An award of reparation and an authorization for waiver of 
undercharges has been recommended by Examiner Chas. R. Seal 
in No. 12968, Judson Manufacturing Company vs. Director-Gen- 
eral, as agent, Southern Pacific Company, on a finding that ap- 
plicable charges for switching carloads of steel ingots and scrap 
metal between points in complainant’s plant at Emeryville, Cal., 
during federal control, were unreasonable. The examiner said the 
Commission should find that the rates applicable to the move- 


ments in question were unreasonable to the extent that they 
exceeded $4.50 per car. 


RATE ON SILICATE OF SODA 


Examiner Howard C. Faul has recommended an award of 
reparation in No. 12252, American Fibre Package Company Di- 
vision, American Box Board Company vs. Director-General, as 
agent, Chicago & North Western, et al., on a finding that a rate 
of 15 cents on silicate of soda in tank-car loads, from Carroll- 


ville, Wis., to Grand Rapids, Mich., was unreasonable to the 
extent that it exceeded 14 cents. 


RATES ON TANNING EXTRACTS 


An award of reparation has been recommended by Assistant 
Chief Examiner Ulysses Butler in No. 12883, Marion Extract Co., 
Inc., et al., vs. Director-General, :as agent, and Marion & Rye 
Valley, on a finding that rates charged on carload shipments of 
tanning extracts moving during the period June 18, 1919, to 
August 21, 1919, from Teas and Damascus, Va., to Norfolk, Va., 


for export, were unreasonable to the extent that they exceeded 
23.5 cents. . 


RATES ON COTTON 


Examiner H. W. Archer has recommended an award of rep- 
aration in No. 12229, H. Kempner vs. Director-General, as agent, 
the Galveston, Harrisburg & San Antonio Railway Co. et al. 
on a proposed finding that rates on cotton, compressed in transit, 
from Blytheville, Ark., and on uncompressed cotton from Gurdon, 
Ark., to Galveston, Tex., during federal control, were unreason- 


able to the extent that they exceeded 80 and 85 cents per 100 lbs., 
respectively. 


RATES ON BLACKSTRAP 

Dismissal of the complaint has been recommended by Ex- 
aminer John A. McQuillan in No. 13094, Grain Belt Mills Co. vs. 
Santa Fe et al., on a proposed finding that rates on blackstrap 
molasses from southern Louisiana points to South St. Joseph, 
Mo., during the period from August 26, 1920, to June 9, 1921, 
were not unreasonable or otherwise unlawful. Charges were 
collected at the applicable joint commodity rate of 40.5 cents. On 
June 10, 1921, subsequent to the period of movement, a so-called 
emergency rate of 30 cents was established on the traffic from 
the territory in question to St. Joseph. This rate has been ex- 
tended from time to time, the last extension being to June 


30, 1922. The complainant sought reparation to the basis of the 
30-cent rate. 


RATES ON IMPORTED POTATO STARCH 

An award of reparation has been recommended by Exam- 
iner F. C. Hillyer in a tentative report on No. 11767, Thomas W. 
Simmons & Company vs. Director-General, as agent, on ship- 
ments of imported potato starch from Seattle, Wash., to Chi- 
cago, Ill., based upon rates found unreasonable in Nagase & Co. 
vs. Director-General, 62 I. C. C. 422. In the case referred to, the 
Commission found the rates unreasonable to the extent that they 
exceeded $1.25 per 100 pounds, minimum 50,000 pounds. The 
tentative report was made on a further hearing to determine 
whether Thomas W. Simmons & Company ultimately paid and 


bore the freight charges on 3 shipments upon which the com- 
pany sought reparation. 


RATES ON COAL AND COKE 
Dismissal of the complaint in No. 13383, National Retail Coal 
Merchants’ Association vs. B. & O. et al, has been recom- 
mended by Examiner H. J. Wagner on a finding that rules, regu- 
lations and practices covering the transportation of hard and 
soft coal and coke and rates applicable thereto have not been 
shown to be unreasonable or otherwise unlawful. The exam- 
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iner said no evidence was presented to show that any rate, rule, 
regulation or practice was unreasonable or unlawful. 


RATES ON MINE TIES 


Examiner J. F. Eshelman, in No. 13363, Henderson Lumber 
Company vs. Director-General, as agent, has recommended an 
award of reparation on a finding that an applicable joint sixth 
class rate of 15 cents on mine ties from Port Matilda to River 
Valley, Pa., during federal control, was unreasonable to the 
extent that it exceeded a rate of 12.8 cents. 


RATE ON GUM COPAL 


A holding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell in a re- 
port on No. 13207, A. Klipstein & Co. vs. Director-General, 
Southern Pacific et al. He said the Commission should hold 
unreasonable a rate of $2.815 on imported gum copal from San 
Francisco to New York to the extent it exceeded a subsequently 
established rate of $1.565. The shipments involved in this case 
moved in the five days between June 25 and 30, 1918. The 
lower import rate became operative July 1, 1918. On May 1, 
1919, the rate was reduced to $1, or 10 cents above what it was 
when General Order No. 28 canceled practically all import and 
export rates. Reparation is to be to the basis of $1.565. 


SHIPMENT OF DRIED BEANS 


Dismissal of the complaint in No. 13114, E. W. Arthur vs. 
Director-General, as agent, has been recommended by Examiner 
Myron Witters on a proposed finding that a shipment of one 
carload of dried beans from a public team track in Omaha, Neb., 
to Hurts Siding, South Omaha, Neb., was not misrouted, that a 
rate of 14.5 cents per 100 lbs. on which the charges were based 
was not applicable, but that the applicable rate of 16 cents was 
not unreasonable or otherwise unlawful. 


RATES ON BUILDING BLOCKS 


Examiner John H. Howell, in a tentative report in No. 13187, 
the Standard Brick Co. vs. Georgia, Florida & Alabama et al., 
embracing also No. 13187, Sub. No. 1, Oconee Brick & Tile Co. 
vs. Central of Georgia et al., has recommended dismissal of the 
complaints on a finding that the maintenance of lower rates on 
hollow building blocks, interlocking (Denison), than on other 
kinds of interlocking hollow building blocks from Georgia points 
to Jacksonville, Fla., is unduly preferential and prejudicial, but 
that no damage has been shown. The examiner said that in view 
of the Commission’s decision in National Paving Brick Mfrs. 
Assn. vs. A. & V. Ry. Co., 68 I. C. C. 213, the undue prejudice 
and preference found will be removed. The order in the case 
referred to is effective July 12. 


OVERCHARGES ON COKE 


In a report on No. 13165, Tuffli Brothers’ Pig Iron & Coke 
Co. vs. Director-General, as agent, Examiner Myron Witters said 
the Commission should hold that specified shipments of coke, 
from Benham, Ky., to Abilene, Kan., in the latter half of 1919, 
were overcharged to the extent the combination exceeded $7.20 
on all except one shipment, for the reasons set forth in the Sligo 
Iron Store case. He said the combination rate of $8.20, which 
was applied to one shipment, was not unreasonable. That one 
shipment moved after December 15, 1919. On that day the Rock 
Island, the tariff of which contained the rule for applying only 
one increase, cancelled that rule and the $8.20 combination be- 
came lawful, the examiner said. 


REPARATION ON ASHES 


Advising the Commission that the facts in this case were 
similar to the ones with which it dealt in 64 I. C. C. 149, Ex- 
aminer John H. Howell has recommended a holding of unreason- 
ableness and an award of reparation in No. 13442, LePrestre 
Miller Stock Farms, Inc., vs. Director-General, as agent. The 
traffic involved was six carloads of ashes from Paterson, N. J., to 
Goshen, N. Y., shipped over the Erie, a distance of 43 miles, in 
January and March, 1918. A rate of $1.10 was imposed. In the 
case before mentioned, brought by the same company, the Com- 
mission held the rate unreasonable to the extent it exceeded 79 
cents, to which basis Howell thinks reparation should be made in 
this case. 


RATES ON BINDER TWINE 


The move on the part of the New England and Trunk Line 
carriers to reduce the rates on binder twine into western terri- 
tory assumed what might be called a temporary state of sus- 
pended animation, May 25, when N. W. Hawkes, chairman of 
the New England Freight Association, wired Examiner T. John 
Butler, before whom hearing on I. and S. 1543 had been set 
for that day at Chicago, asking a postponement and stating that 
no representative of the eastern carriers would be present. 

I. and S. 1543, entitled, “Binder Twine from Trunk Line 
Territory to Western Destinations,” involved the suspension of 
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five of Hawkes’ schedules and an equal number of W. S. Cur- 
lett’s, naming rates on binder twine, from North Plymouth, 
Mass., New York and Auburn, N. Y., Beverly and Jersey City, 
N. J., Bridesburg, Easton, Philadelphia and Reading, Pa., and 
Wilmington, Del., to Chicago, East Saint Louis, Milwaukee, Min- 
neapolis, Saint Louis and Duluth, lower than the present rates by 
approximately the amount of increase added to the eastern binder 
twine rates in Ex Parte 74. 

In explanation of the eastern carriers’ failure to appear at 
the hearing, a telegram addressed to C. T. Bradford, traffic 
manager of the International Harvester Company, by the Com- 
mission, was read into the record at the one-sided hearing. In 
this telegram the Commission said the eastern carriers had 
agreed to cancel the suspended tariffs and to substitute there. 
fore tariffs which reduced the rates between the points men- 
tioned by half the amount originally proposed. 

The examiner explained that postponement of the hearing 
was beyond his power, and he called for statements from the 
protesting paries. The Chicago, Peoria and Indianapolis twine 
interests said the reductions would be welcome if similar ones 
were made on their product and on import sisal. If that was not 
done, they said, the halving of the amount of the cut as pro- 
posed by the eastern carriers would merely make the situation 
less acute but would by no means cure it. Even were all sisal 
and twine rates to be cut, they said, the reductions ought in 
fairness be made effective next season since the western makers 
had their supply of sisal already on hand and had paid the 
present basis or rates on it. 

The suspension of the New England and Trunk Line tariffs 
was partly due to protests by western carriers. Among the 
protestants were the Illinois Central, C. B. & Q., C. & N. W,, 
Cc. st. - Mw €& OC, Cc. Mw. € &..F.,. €. €.A, C.K. L.& PB. and 
C. G. W. A. P. Hamburg, attorney for the Illinois Central, ap- 
pearing for the western railroad protestants, made what was 
probably the first citation of the Commission’s decision,.in No. 
13293, Reduced Rates, 1922. He said that the Commission in 
that case had said that 10 per cent would be a reasonable cut 
to make in all rates on July 1, and that any cut beyond that 
would be preferential. 

Until the Commission says something about accepting the 
eastern carriers’ new proposal or about keeping the record open 
and giving eastern representatives a chance to justify the origi- 
nal proposal, the twine rate situation will remain as at present. 

As an example of the way the situation rests, the rate from 
North Plymouth to Milwaukee and Chicago, all-rail, is 52.5 cents. 
As originally proposed, the all-rail rate was 37.5 cents and the 
rail-and-lake rate 34 cents. Under the revised proposal they 
would be 44 and 41 cents respectively. 


CONSOLIDATION HEARING 


The Trafic World Washington Bureau 


Hearings on the consolidation of railroads, docket No. 12964, 
in so far as southeastern lines are concerned, will be resumed 
in Washington June 15. When the first hearing was held the 
Commission found it could make no progress because the repre- 
sentatives for the southeastern railroads protested they could 
not know, from the Commission’s questions, exactly the kind of 
data desired, and that, therefore, they were not prepared to 
answer questions about their traffic, the direction of its flow, 
and the probable effect of the consolidations proposed in the 
tentative plan submitted by the Commission for their considera- 
tion. 

Commissioner Hall who presided at the hearing seemed as- 
tonished that the spokesman for the railroads had come there 
without being prepared to give practically every fact tending 
to show that certain lines should be consolidated and that it 
would be ruinous to put such and such a line into a certain 
system and exclude some other. 

Adjournment was taken without definite date, but with the 
understanding that an effort should be made to resume hear- 
ings about May 20. Commissioner Hall, for two weeks prior 
to May 29, as the chairman of the division that heard the testi- 
mony in the general rate inquiry, was busy with the long-pend- 
ing report in that case so the inability of the southeastern 
carriers did not seriously disarrange the tentative plan made 
when the first hearing adjourned, could not be carried out. 


SECTION 209 NOT APPLICABLE 


The Commission has decided that the provisions of the 
section 209 of the transportation act are not applicable to the 
Birmingham Terminal Co., Chattanooga Station Co., Columbia 
Union Station Co., Gulf Terminal Co., Meridian Terminal Co., 
North Charleston Terminal Co., Savannah Union Station Co., 
St. Johns River Terminal Co., and the Woodstock & Blockton. 
It held that the provisions of the section would be fully applied 
to the operating tenant lines. 

The Commission has dismissed the applications of the Cen- 
tral Union Depot & Railway Co. of Cincinnati, and of the Troy 
Union Railroad Co. of Troy, N. Y., for benefits under the guaranty 
on the ground that they are not carriers within the meaning 0 
section 209 of the transportation act. 
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THE PRESIDENT AND THE DECISION 


The Trafic World Washington Bureau 


Following closely on the President’s dinner to the railway 
executives at the White House and the first conference be- 
tween the Commission and the committee representing the 
executives who were guests at the White House, issuance by 
the Commission of its decision in the general rate investiga- 
tion case on the morning of May 24—eight days after it had 
been decided, according to the statement in the opinion—made 
what is believed to be the climax of the general situation cre- 
ated by the President inviting the rail executives to the White 
House to consider voluntary rate reductions on basic commodi- 
ties. 

The issuance of the decision, which is printed elsewhere, 
pordered on the dramatic in several ways. The fact that it 
called for an average percentage reduction of approximately 10 
per cent on all freight traffic instead of reductions on a selected 
list of basic commodities was surprising to many who had 
appeared to be confident for weeks that the Commission would 
not find its way to a general cut in rates. Another feature 
of the situation was that the decision came closely on the 
heels of official announcement at the White House that little 
hope was held by President Harding that the carriers would 
be able to work out voluntary reductions on basic commodities 
as requested by him and Mr. Hoover. The decision is along 
lines exactly opposite to what Mr. Harding and Mr. Hoover 
believed should be done as an important step toward the res- 
toration of normalcy. They wanted reductions on a selected 
list of basic commodities. 

Comment followed the discovery in the opinion that it was 
decided May 16—four days before the President’s dinner. This 
bore out predictions that a decision had been reached prior to 
the dinner. It was asserted in Commission quarters, however, 
that, while the final decision was reached May 16, every minute 
thereafter until early this week was taken up in getting the 
decision ready for the printer. 

Although any member of the Commission would deny that 
the President’s dinner bore any relation to the rate decision 
and its time of promulgation and the President is understood 
to have asserted that the case had nothing to do with the 
White House dinner, some of those who recalled that a number 
of trips were made between the Commission and the White 
House last week were just a bit incined to surmise that Presi- 
dent Harding at least had an inkling of what was passing 
through the mind of the Commission. 

Speculating on the assumption that the President did have 
some knowledge of what the Commission had decided or might 
decide, it might appear that he went ahead anyway with his 
program for appealing to the rail executives to make a volun- 
tary reduction in rates on basic commodities. If it was a 
settled thing that the majority of the Commission had voted 
finally for a 10 per cent horizontal reduction on all traffic, and 
the President knew that, perhaps he was playing his last card 
to get what he believed to be best for the country. 

. It is regarded as doubtful whether the Commission’s deci- 
sion would have been promulgated as it was and when it was 
had the executives indicated they could “come through” on 
voluntary reductions on basic commodities. It is believed, on 
the best of information, that the expectation of the President 
would have been at least that the voluntary cuts would be 
accepted by the Commission in lieu of any reductions that it 
might have had in mind. The view was expressed this week 
by an authoritative spokesman for the administration that 


surely the Commission would welcome voluntary action by the 
carriers, 


The thought is advanced that, perhaps, when the President 
Sent out his invitations to the executives, he then had informa- 
tion that led him to believe that reductions on basic commodities 
could not be obtained through the Commission and that, there- 
fore, he decided to take the matter in hand and try to get 
voluntary reductions as desired. 


But when it became apparent that the railway executives 
would not accede to the request for substantial voluntary re- 
ductions on basic commodities—and that it was known in cer- 
tain quarters just how the Commission stood or just how it had 
decided the rate case on May 16—it is within the range of 
Possibilities that it was decided that under the circumstances 
it was best for the Commission to “shoot.” 


The guess that the decision might come out before the second 
conference between the Commission and the committee of execu- 
tives on the afternoon of May 25, was made just after the first 
conference between the executives and the Commission on the 
morning of May 22. 


Nothing could be learned from any of the executives or the 
ommission as to what took place at that first conference, except 
that they agreed to say nothing that might find its way into 
public print besides the “official statement” issued by Mr. Wil- 
lard. Nor was any explanation forthcoming as to why the “con- 
ferees” Separated for about twenty minutes and then joined each 
other again. Maybe nothing was said about the decision in the 
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general rate investigation—probably not. But evidently it was 
decided that, for the best of reasons, the conference should not 
be reconvened until Thursday afternoon. In the meantime, ac- 
cording to the best information obtainable, the decision was 
being turned out of the mechanical mill, and the Commission, 
no doubt, knew that it would be ready for issuance to the public 
at some hour before 1 p. m., on the afternoon of May 25. May- 
be the railroad executives told the Commission there was abso- 
lutely nothing doing on voluntary rate reductions on basic com- 
modities—and the majority of the Commission may have 
chuckled up its sleeve because it felt the same way. And then 
mdybe it was decided that the proper thing to do was to settle 
matters by having the decision promulgated before the second 
conference. The executives, it is pointed out, could accept the 
10 per cent cut under protest and thus reinforce their position 
that voluntary rate reductions on basic commodities were not to 
be thought of. The President, having concluded that there was 
little chance for the carriers to make voluntary cuts, might then 
regard the entire matter as a closed incident for the time being. 

There were what might be termed three schools of thought 
in the Commission on the method of rate reductions. It is known 
that it decided some time ago that reductions in rates should 
be made. One of the schools favored horizontal reductions on 
both passenger and freight rates; one favored horizontal reduc- 
tions only on freight traffic—and it won out—and one favored 
picking out basic commodities. It is understood that, while at 
cne time the last named group prosecuted its case with vigor 
and believed it had some chances for victory, as a matter of fact 
it was never able to pull over a majority as to its way of think- 
ing. How strong the basic-commodity faction was at one time 
may be indicated by the fact that a great many firmly believed 
there would be reductions only on a selected list of basic com- 
modities. Perhaps too much speculation was based on the as- 
sumption that the views of President Harding and Secretary 
Hoover might be reflected in the final determination. 

The Commission has based its decision that the carriers can 
stand a general cut of 10 per cent on the belief, formulated as 
the result of its investigation, that the future holds “increased 
revenues, lowered costs, and higher net income for the carriers.” 
That states the case in a nutshell. It came out strongly against 
the view of the carriers that it must be guided solely “by those 
things which are definite and certain in the past.” 

“Our function,” it said, “under the law is not that of mere 
computers and cannot thus be atrophied.” 

Commissioner Potter, in his concurring opinion, was frank 
to state that maybe—if the Commission saw too rosy an outlook 
ahead—existing rates would have to be restored to the “extent 
which then seems necessary.” 

Howard Elliott, chairman of the Northern Pacific, issued 
the following statement relative to the rate decision: 


In response to various inquiries about the decision of the In- 
terstate Commerce Commission, relative to freight rates: The de- 
cision covers some 70 pages and an intelligent discussion and ap- 
praisal of its effect will take some time. I cannot, therefore, ex- 
press any opinion as to the extent of the shrinkage in gross earn- 
ings for any one railroad or for any group of railroads. Obviously, 
however, there will be a substantial shrinkage. Inasmuch as many 
railroads have not so far this year earned their fixed charges and 
only a limited number have earned a contribution to the dividend 
fund, it would seem as if the railroads would have to curtail expendi- 
tures to meet the reduction in rates, unless the Labor Board will give 
relief on wages to an amount fully equal to the reduction in rates. 


The President’s Dinner 


As the result of the dinner given by President Harding at 
the White House last Saturday night to railroad executives, the 
latter agreed to appoint a committee to consider the problem 
of what voluntary reductions in rates cquld be made. The fol- 
lowing statement was given out by the President’s secretary: 


The President invited the railroad presidents and board chairmen 
to dine with him and confer concerning further relief in railway serv- 
ice along particular lines similar to the voluntary reductions made 
some months ago, more particularly relief on such basic commodities 
as may be found necessary to speed up industrial and commercial 
restoration. 

Naturally the whole railway problem was discussed and there was 
the presentation of the difficulties of railway management under ex- 
isting conditions. The railroad presidents voiced a unanimous desire 
to make the fullest possible contribution to restored and maintained 
prosperity. 

Of course, the various aspects of the transportation problem were 
discussed, particularly the necessary preparation in new and repaired 
equipment to amply serve the country when the normal sway of com- 
merce is restored. 

The President made it clear to his guests that he was undertaking 
none of the duties of rate making or recommending, but that he felt 
much could be accomplished in a conference and that helpful results 
must attend the co-operation of the railway heads with a government 
body charged with the duty of regulating rates. 

After a thorough discussion the presidents voted to have a com- 
mittee named from their membership to take up the problem and rec- 
ommend what action should be taken. 


The official guest list as announced at the White House was 
as follows: 


The President; The Secretary of Commerce; H. E. Byram, Pres., 
Chicago, Milwaukee & St. Paul Ry., Chicago, Ill.; Ralph Budd, Presi- 
dent, Great Northern Railway, St. Paul, Minn.; Edward Chambers, 
Vice-President, Atchison, Topeka & Santa Fe Ry., Chicago, Ill.; Chas. 
Donnelly, President, Northern Pacific Ry., St. Paul, Minn.; Howard 
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Elliott, Chairman, Northern Pac. Ry. Co., New York City; S. M. Felton, 
President, Chicago Great Western Road, Chicago, Ill.; William H. 
Finley, President, Chicago & Northwestern Ry., Chicago, Ill.; Carl 
R. Gray, President, Union Pacific System, Omaha, Neb.; Fairfax 
Harrison, President, Southern Ry. Lines, Washington, D. C.; Hale 
Holden, President, Chicago, Burlington & Quincy R. R. Co., Chicago, 
Ill.; J. Kruttschnitt, Chairman, Southern Pacific Lines, New York 
City; Edward E. Loomis, President, Lehigh Valley Railroad, New 
York City; Robert S. Lovett, Chairman, Union Pacific System, New 
York City; Charles H. Markham, President, Illinois Central R. R. Co., 
Chicago, Ill.; Samuel Rae, President, Pennsylvania Railroad, Phila- 
dephia, Pa.; A. H. Smith, President, New York Central Lines, New 
York City; W. B. Storey, President, Atchison, Topeka & Santa Fe 
Ry., Chicago, Ill.; F. D. Underwood, President, Erie Railroad, New 
York “aa Daniel Willard, President, Baltimore & Ohio R. R., Balti- 
more, 


Railway executives held a meeting in Washington Sunday 
to discuss the President’s demand for lower rates. No state- 
ment was issued, but many of them expressed the opinion that 
the demand was not justified. 

Chairman McChord conferred with President Harding Satur- 
day. 
The railroad executives declined to discuss the matter in 
any way, taking the stand that any information or enlightenment 
must come from the White House. They refused also to dis- 
cuss their Sunday meeting at the offices of the Association of 
Railway Executives. 

The statement at the White House and the refusal of the 
executives to throw any light on the matter left the situation 
with regard to the general rate inquiry in a doubtful state. 
What bearing the dinner party would have on the rate case was 
not known. The question was put to several of the executives 
Sunday, but they declined to answer, saying that President Hard- 
ing or Secretary Christian would have to answer. An appeal 
for an interpretation of the White House statement made to 
several of the executives was met with the reply that the inquirer 
could interpret it just as well as they could. 

Chairman McChord’s call at the White House on the after- 
noon of May 20 was his third known visit to the White House 
in the week. 

There was no indication as to how much of a reduction in 
rates on basic commodities the President thought should be 
made nor could it be ascertained whether the general rate case 
en been discussed in connection with the President’s sugges- 
tion. 


Rail Heads See Commission 


The mystery surrounding the results of the President’s din- 
ner with the railway executives last Saturday night deepened 
May 22 after a committee appointed by the executives had con- 
ferred several hours with all the members of the Commission, 
with the exception of Commissioners Eastman and Campbell, 
who were out of the city. When the conference broke up, Chair- 
man McChord declined to make any statement, saying Daniel 
Willard would issue a statement. In a few minutes the follow- 
ing statement was issued by Mr. Willard: 


The committee of railroad presidents, consisting of Mr. Daniel 
Willard, president of the Baltimore & Ohio, Mr. Fairfax Harrison, 
president of the Southern Railway, Mr. Hale Holden, president of the 
Burlington, Mr. H. E. Byram, president of the Chicago, Milwaukee & 
St. Paul, Mr. Charles Donnelly, president of the Northern Pacific, Mr. 
William H, Finley, president of the Chicago & Northwestern Ry. Co., 
Mr. Edward Chambers, vice president of the Santa Fe, met the Inter- 
state Commerce Commission in conference this morning by appoint- 
ment for the purpose of discussing the railroad situation. The discus- 
sion continued for about two hours. The conference then adjourned 
to meet again at one o’clock p. m. Thursday, the 25th instant, for the 
purpose of then giving the subject further consideration. The ap- 
pointment of the above-named committee followed the dinner given at 
the White House last Saturday evening. 


Mr. Willard was asked if there would be a decision in the 
general rate investigation. 

“All I know is in that statement,” he replied. 

After the conference had been on for some time, the com- 
missioners adjourned for a conference by themselves in the 
office of Commissioner Aitchison. That lasted about fifteen or 
twenty minutes. Then they filed back into the conference room 
where the committee of executives sat. A short time later 
Commissioner Aitchison and Mr. Willard went into the com- 
missioner’s office, presumably to enable Mr. Willard to dictate 
the statement which was given out shortly thereafter. 

The railway executives at their meeting Sunday kept it 
quiet that they had arranged a conference with the Commission 
on Monday, nor did they inform inquirers that they had ap- 
pointed a committee to represent them in conference with the 
Commission. 

Although the executives persistently refused to talk for 
publication with regard to the situation precipitated by the 
President’s dinner, it was understood their general attitude with 
regard to rate reductions had not changed and that while they 
might inquire thoroughly into the possibilities of complying with 
the President’s wishes, they might not find it possible to do so 
unless operating costs, the principal item of which is wages, 
were cut. There is little doubt but that the wage question was 
placed squarely before the President by the executives. 

The fact that the conference of the Commission and the 
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executives was to be resumed on May 25 led some to believe 
that in the meantime the Commission would make public its 
decision in the general rate case. 

It was not clear just how the railway executives, even if 
disposed to comply with the President’s wishes, could go for- 
ward without knowing beforehand what decision the Commis- 
sion had made in the general rate case. It is generally assumed 
that the President called in the executives because he was con- 
vinced that the Commission’s decision would not go as far with 
regard to reductions on basic commodities as he believes neces- 
sary to stimulate business. That is an assumption—there is 
no authoritative statement to back it up. 

There was speculation as to what would happen if the Com. 
mission’s decision were announced while the executives were 
considering the President’s plea. One reason advanced as. to why 
the President may have preferred that the decision be deferred 
until after the dinner was that he wished to talk with the execu- 
tives before the Commission had acted so that he would not be 
in a position of practically overruling the Commission’s decision. 
However, there also was nothing authoritative as to whether or 
not the President desired the decision to be put off until after 
the dinner or as to what his reasons might be for indicating 
such a course would be agreeable to him. 

The President, in asking for reductions in rates on basic 
commodities, reflected the views of Secretary Hoover. The part 
of the White House statement referring to the fact that “neces- 
sary preparations in providing new or repaired equipment,” were 
discussed, called to mind the testimony of Secretary Hoover be- 
fore the Commission in the general rate investigation wherein 
he said: 


In these circumstances it seems to me vital that the railways, as 
our greatest industry, should propose a courageous program of broad- 
visioned betterments, and if necessary, the government should consider 
giving the use of its superior credit. It would not cost the taxpayer 
a cent to give the government guarantee to equipment trusts upon 
the responsibility of the railways, the proceeds devoted entirely to im- 
provement and equipment. 


Whether or not this proposition was submitted by the Presi- 
dent to the executives at the dinner is not known, but the fact 
that equipment was referred to in the official statement indicates 
that the means of financing repairs and the purchase of new 
rolling stock must have been discussed. 


Harding Not Hopeful 


It was learned officially at the White House May 23 that 
President Harding was not enthusiastic nor optimistic as to 
the results that might flow from the dinner he gave to the rail- 
way executives May 20. As a matter of fact, it may be stated 
that, as a result of the railway executives telling the President 
just what they were “up against” in attempting rate reductions, 
the President was doubtful whether the executives could do 
anything along the lines suggested at the dinner. 

The White House view on May 23 appeared to be that there 
was little chance of the railroads making voluntary reductions 
in rates and that whatever reductions were made would have 
to be the result of action by the Commission. 

As far as could be learned, it is understood that the Presi- 
dent’s action in calling in the executives and asking them to con- 
sider making voluntary reductions was based on a desire to get 
quick action. His view seemed to be that what he desired the 
railroads to do could not be accomplished quickly by the Com- 
mission. 

It was said that the President had been anxious to obtain 
further relief on rates on basic commodities such as coal, lum- 
ber, building materials, etc. But it was pointed out that the 
President realized that the railroads were facing a difficult situa- 
tion in considering rate reductions. The President, it was said, 
had been informed that to get relief quickly through reductions 
in rates on basic commodities the railroads had to take voluntary 
action and put in the reductions with one sweep—and that if 
reductions in rates on basic commodities were to be had through 
the Commission, that body would have to hold extended hear- 
ings. It was not clear as to whether the President held the 
view that these questions could not be disposed of by the Com- 
mission in the pending rate investigation. 


It was pointed out to the President at the dinner that the 
coal carrying roads would be hard hit by a heavy cut in rates 
on coal, and it is understood the President recognizes the pre- 
dicament of such roads. 

The outcome of the dinner and conference with the execu: 
tives did not leave the President as enthusiastic as he was after 
the dinner with the steel heads at which he asked them to abolish 
the twelve-hour day. 

It was said that the executives had presented their troubles 
with great earnestness at the dinner and that the President rec 
ognized that they had their troubles. 

The President, it was said, was informed as to the earnings 
of some of the eastern roads in -the first quarter of this year and 
that these earnings were much greater than they had been for 
some years, but that the contrary was true with regard to many 
western roads. It was also pointed out that the high earnings of 
the eastern roads were due in part to the heavy coal traffic just 
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before the coal strike began April 1, and that since March the 
earnings probably will not show up so well. 

The President, it was said, found a little amusement in see- 
ing how the railway presidents had prepared themselves for the 
dinner. Some thought one subject was to be discussed and others 
were prepared to discuss other phases of the railroad situation. 

The railway executives impressed the President that they 
were willing to do everything they could but it may be said that 
the President, after thinking over what the dinner developed, 
had considerable doubt as to the railroads being able to do any- 
thing voluntarily in the way of substantial rate cuts. It is under- 
stood that the President held the view that if the railroads de- 
cided against voluntary cuts, then the whole matter would be 
with the I. C. C. é 

The Administration, it was said, believed relief should be 
had by reductions in rates on basic commodities rather than 
on any other class of traffic. 

Rumors that the railway brotherhood leaders would next be 
summoned to the White House were officially denied. It was 
said that the President did not contemplate such action. The 
wage question was discussed at length at the dinner, the execu- 
tives taking the stand that a wage reduction was essential if 
rates were to come down substantially. 

It was said that the President did not think there was any 
connection between the dinner and the pending rate case. It 
was said to be his view that if the railway executives agreed to 
reduce rates voluntarily the Commission probably would wel- 
come that kind of co-operation. 

President Harding believed, it was said, that there should 
be many changes in the interstate commerce act—one being for 
the removal of the Railroad Labor Board to Washington. He 
thinks the body which makes wages and the body which makes 
rates should have contact. Whether or not that view would be 
popular with Congress, the President was said not to know. 


I. C. C. and Rail Heads Confer 


At the conclusion of the conference the afternoon of May 
25 between the Commission and the committee representing 
the nineteen railway executives who attended President Hard- 
ing’s dinner, the following statement was issued on behalf of 
the committee by Daniel Willard: 


The committee of railroad presidents met the members of the 
Interstate Commerce Commission today, pursuant to appointment 
made at the conference on last. Monday, and further discussion of 
the questions under consideration continued, including the bearing 
and effect of the recent decision of the Commission relating to reduc- 
tions in freight rates. 

At the conclusion of the meeting the railroad executives stated 
that the subject would be reported to their associates in the several 
portions of the country, at meetings to be held early next week for 
further consideration, but that before leaving Washington it was the 
purpose to call upon the President so as to express their appreciation 
of his interest in the general subject. 


The conference began at 1 p. m. and appeared to be break- 
ing up around 4 p. m. The members of the Commission left 
the conference room about that time, but the executives did not 
get away until about 5 p. m., when they went to the White 
House. They chatted with the President not longer than fifteen 
minutes. As they left they said it was only a “party call.” 
In addition to the members of the committee, Howard Elliot 
joined in the conference and called at the White House. 

Several of the executives were questioned as to the con- 
ference with the Commission, but they asserted that all they 
had to say was in the Willard statement. Chairman McChord 
declined to make any statement, saying the Commission had 
nothing to say and indicating that the next move was up to 
the executives. 

In the absence of anything more definite than the Willard 
Statement, there was speculation that the rail executives and 
the Commission had had a pretty rough discussion of the rate 
decision and of the question of reducing rates on basic com- 
modities, although it was believed that, in view of the attitude 
of the carriers as to reductions and the fact that President 
Harding, on May 23, had let it be known that he had practically 


given up hope of the executives acceding to his suggestion, the - 


basic commodity plan must be regarded as practically rejected 
by the carriers. It was conceded that the committee of seven 
in all probability had no authority to speak for the carriers 
as a whole with regard to acceptance of the rate decision and 
that, therefore, the conferences of the roads for next week had 
been decided on. 

Those conferences, it is believed, will be directed primarily 
to formulating an answer to the Commission’s question as to 
whether the findings in the rate case will be carried into effect 
without formal order. The general impression here is that, not- 
withstanding criticism of the findings by some railroad execu- 
tives, the carriers, in the end, will announce acceptance of them. 
It may be a case, it is pointed out, of “might have been worse.” 


Secretary Hoover’s Comments 


The executives evinced interest in comment made to news- 
Paper men by Secretary Hoover while the conference was in 
Progress, The Secretary said he was in accord with the views 
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expressed by Chairman McChord and Commissioner Lewis, who 
stood for basic commodity cuts, because he believed such cuts 
would do more good than those of the kind set out by the Com- 
mission. He said a ten per cent reduction on silk would not do 
much good, and that, so far as luxuries and the higher classes 
of articles were concerned, it would have been much better 
to have kept the present rates in effect and let the carriers 
spend the additional revenue on repairing freight cars. He 
said if the Commission could not reduce rates with some rela- 
tion to the readjusted values of commodities and at the same 
time with relation to the earning power of the roads, such a 
condition emphasized the necessity for an entire readjustment 
of rates for the benefit of commerce as well as of the railroads. 
But he said the Commission was faced with many difficulties 
in arriving at a decision, because of the complexities of the 
situation, the varying interests of the railroads on different 
commodities, as well as the varying financial condition of the 
roads. Asked as to what he thought the roads would do with 
regard to the rate decision, he said some roads might ask 
relief of a nature to enable them to keep up rates on some 
articles and lower rates on basic commodities. 


View of Secretary Mellon 


Secretary Mellon was said to have expressed the opinion 
that the railroad situation would be markedly improved by 
less regulation of rates and that a five-year rate holiday should 
be declared, during which time the railroads would be allowed 
practically a free hand in rate-making. It was said that Mr. 
Mellon entertained the view that the country had cheaper and 
better transportation service when the railroads were not sub- 
jected to such strict regulation. He was said to believe that 
if the railroads were not subject to regulation of rates they 
would be able to cope with changing conditions better than 
they were now. 

The suggestion that there be a five-year rate holiday was 
called to the attention of Mr. Hoover, who, while declining to 
comment, indicted a belief that the American public would not 
approve such a plan. 


EFFECT OF REDUCTIONS 
The Trafic World Washington Bureau 


The estimate that the effect of the reductions contemplated 
in the decision of the Commission in the general rate inves- 
tigation would approximate $225,000,000 was a rough estimate 
obtained from Commission sources. 

It is conceded that any figure set up would be pretty much 
of a guess, because it would have to be based on past experi- 
ence. Immediately after the decision was made public railroad 
statisticians began to figure the effect in dollars and cents 
and while they came to no definite conclusions in the period 
immediately following announcement of the decision they fig- 
ured roughly that the cut meant about $240,000,000 in dollars 
and cents. 

This figure of $240,000,000 was arrived at by the following 
reasoning and deductions: Gross freight revenues in 1921 were 
approximately $3,198,000,000. But that amount does not rep- 
resent what the revenues would have been in 1921 if the in- 
creases under Ex Parte 74 had been in full effect throughout 
1921. It is estimated that had there been no cuts in rates what- 
ever below those prescribed in Ex Parte 74 the gross freight 
revenue would have been approximately $4,000,000,000. 

Rate reductions since August 26, 1920, down to and includ- 
ing the proposed cut of what is said to be 10 per cent, will 
average more than 10 per cent, it is pointed out, the exact 
percentage not being known at this time. 

Assume that the total reduction, including the cut now 
prescribed, is 11 per cent since August 26, 1920, and that if the 
full increases were in effect throughout 1921, the gross freight 
revenues would have been $4,000,000,000. A straight 11 per 
cent cut would mean $440,000,000. Taking $200,000,000 as the 
effect of the reductions since August 26, 1920, and up to the 
present, $240,000,000 is left as the net effect of the Commis- 
sion’s decision in the general rate case. That $240,000,000, 
based on the assumption that the gross freight revenues would 
have been $4,000,000,000 in 1921, represents a cut of 6 per cent. 

Some estimates made unofficially gave the effect of the cut 
recommended by the Commission as $400,000,000. This was ar- 
rived at by simply taking 10 per cent of the gross freight rev- 
enues of 1921, the round number of $4,000,000,000 being taken as 
the base. Such a deduction, however, it is pointed out, is based 
on the assumption that the Commission ordered a straight 10 
per cent cut and does not take in consideration that it is really 
not a straight 10 per cent cut because, as stated by Commissioner 
Potter in his concurring opinion, certain reductions heretofore 
made are to be treated as part of the 10 per cent reduction. 

If the traffic from July on proves greater than in 1921—and 
the Commission bases its decision on the assumption in part that 
there will be a 10 per cent increase in traffic—the railroads will 
lose more than the estimated $225,000,000 or $240,000,000. 

Doubt was expressed in railroad circles as to an increase of 
10 per cent in traffic being achieved after July, 1922. In that 
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connection the testimony of Daniel Willard, president of the B. 
& O., before the Commission in the general rate case, January 
11, 1922, is interesting. It was as follows: 


I would like to hesitate there to say there is one phase of that 
problem that is not a little interesting in my mind: People fre- 
quently urge that if we would only reduce our rates, the stimulation 
of traffic would bring enough more dollars to make the reduction 
profitable. In that connection, it is well to bear this in mind: hardly 
ever is a reduction of rates urged of less than 10 per cent. I can- 
not recall at the time hearing anyone suggest that anything less than 
a 10 per cent reduction would stimulate the traffic, but a 10 per cent 
reduction of the freight rates on the railroads would necessitate an 
additional volume of 20 per cent of business to get back where we 
were with the same net before you reduced the rate, assuming the 
roads were operating on &n 80 per cent basis, which we are not quite 


doing today, and assuming you could handle the new business at one- 
half the average cost. 


I repeat, a 10 per cént reduction in rates necessitates a 20 per 
cent increase in business on the basis of operation I have mentioned, 
just to get back where you were, and of course you are wearing out 
your property all the more by the greater amount of business and 
with no additional net until you handle 20 per cent more. 


In addition to its belief that traffic would increase 10 per 
cent, the Commission sees further reduced operating expenses in 
the ensuing year. 

Taking the decision as a whole, however, it seems fair to 
say that it is based largely on optimism as to the future. It 
is pointed out that if the future turns out differently than ex- 
pected, two things may be faced by the Commission. It may be 
called upon to increase rates or the cry may go up that it was 
niggardly in granting only a 10 per cent cut and that if it had 
granted a larger increase there would have resulted a heavy 
increase in traffic, the latter being based on the theory that 
freight rates are one of the most important factors in prevent- 
ing a return to normalcy. 

It has developed that the group in the Commission—consist- 
ing of Chairman McChord and Commissioners Lewis and Cox, 
—which favored reductions on a selected list of basic com modi- 
ties, really never was able to agree on a list of “basic com- 
modities.” One commddity would be considered and then an- 
other—one commissionér wanting one commodity and another 
commissioner another commodity. The majority of the Com 
mission was convinced that it was an exceedingly difficult task 
to pick out a list of basic commodities on which to make re- 
ductions, and while while it was within the range of possibilities 
to make up such a list, the aftermath of such a decision would 
have been disconcerting because of the many and varied in- 
terests in the United States. 

April earnings of the carriers, according to a sprinkling of 
reports received up to the time this was written, showed marked 
decreases as compared with April, 1921, and some of the reports 
came from big western toads which are not affecterd by the coal 
strike. The net of the Class 1 roads in April, 1921, was 2.12 
per cent. 

Tariff publishing agents of the carriers were scheduled to 
arrive in Washington May 26, on orders of the roads, to work 
out a plan under which the decision of the Commission could 
be complied with if the carriers decide to accept it unchanged. 
There was a possibility that the carriers might ask for additional 
time beyond July 1 to make the rates effective. 

It is understood that one of the reasons the commission 
issued no order was that it would have been difficult, because 
of the manner in which the cut is to be applied, and that several 
attempts to draw an order were made. 

It is believed that the committee of executives informed 
President Harding of the results of their conferences with the 
Commission, It was said there was a difference of opinion among 
them on the question of the method of reductions. The best ob- 
tainable information is that they probably did not announce to 
the President a flat rejection of the suggestion that there be 
basic commodity cuts but told him that question would be con- 
sidered also at the conferences next week. It is pointed out, 
however, that the carriers face the same difficulties, if inclined 
to make reductions, in getting up a list of commodities, as the 
commissioners faced, and that an agreement among them would 
be virtually impossible. Therefore, it is believed that the out- 
come of the situation will be acceptance of the rate decision sub- 
stantially as it is. 

It has developed that Commissioners Aitchison and Camphell 
at one time favored cuts on basic commodities and that there 
were five commissioners who actually voted for such cuts—Mc- 
Chord, Lewis, Cox, Aitchison, and Campbell. While it had been 
believed that Commissioner Potter also had lined up with the 
basic commodity group, it is understood that when it came down 
to the actual voting he did not join the basic commodity group. 


MARKHAM ISSUES STATEMENT 


President Markham of the Illinois Central issued the follow- 
ing statement in regard to the decision in the general rate 
inquiry: 


Increased movement of basic commodities, particularly building 
and other construction materials, which began to take definite form 
about sixty days ago, proves that increase in freight rates was not 
controlling factor in causing business depression, and, while I fee: 
it would have been better for the country if reductions had not been 
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made until continued increased earnings had put the railroads in 
funds sufficient to permit of bringing the transportation plant to qa 
higher state of efficiency, I believe that business is once more on the 
road to normalcy and that, so far as the Illinois Central is concerned, 
the loss resulting from decrease ordered by the Commission will be 
offset by the earnings from increased movement of traffic and op- 
portunity for further reductions in expenses which will follow de- 
cision of the Labor Board in dealing with the wage questions now 
before it. 


ATTITUDE OF STATE COMMISSIONS 


(By a staff correspondent at Atlanta, Ga.) 

State commissions are expected to follow the example of 
the Interstate Commerce Commission, regardless of the views 
they may have of the quality of the latter’s determination 
that class rates must come down. That expectation is espe- 
cially applicable to the state commissioners of the southeast. 
Alabama, Tennessee, North Carolina and Florida commission 
representatives were in Atlanta, sitting in the hearing, with 
Commissioner Eastman, in the southeastern class rate inves- 
tigation, when the Washington announcement of the decision 
in the general rate inquiry was made. Commissioner Perry of 
Georgia, president of the association of southeastern commis- 
sioners, had to leave Atlanta for a few hours the day of the 
announcement, so his views as to what should be done could 
not be had by his colleagues on that day. They were looking 
to him, however, to make some kind of arrangement for getting 
the commissioners of all the states in the southeast into a 
conference on the subject with a view to uniform action, the 
thought being that duplication of the federal body’s order, as 
soon as possible, would be the only practical way to deal with 
the situation. 

The outstanding fact in the matter was that the federal 
body could not assume to deal with intrastate rates higher than 
the ones prescribed by them for interstate application. The 
thirteenth section, under which state-made rates were stricken 
down,.it was conceded, was a rule that worked only one way. 
It couTt®,not be worked to remove discriminations against state 
commer caused by interstate rates. 

One of the queries raised in connection with the Commis- 
sion’s decision was as to whether the state bodies could order 
reductions in state rates in time to make them operative July 1. 
Alabama, it was said, has a statute similar to one in Texas, and 
probably other states, permitting “emergency” rates, ordered 
without the hearing which the federal law requires the Inter- 
state Commerce Commission to hold before issuing an order. 

The commissions of Alabama and Tennessee, it was pointed 
out, had been holding general rate inquiries on which orders 
of reduction might be based. As a matter of fact, the com- 
missions in those states were said to have been holding back 
their own reports in the proceedings they had instituted so 
so to make certain they would not come into conflict with the 
national body and, thereby, invite thirteenth section proceed- 
ings in the event they failed to do just as Washington had done. 

Georgia and Florida were the only states in the southeast, 
so far as could be recalled, that had had thirteenth section 
orders clapped on them by the national body. In Florida, rates 
on fuel oil, cotton, and brick, it was thought, were prescribed by 
the Interstate Commerce Commission, leaving that state in a 
position to act on everything else. In Georgia, according to mem- 
ory, cotton and brick rates were in existence by reason of a 
national order. 

One of the thoughts with regard to such rates was that the 
federal body would modify its orders as to the commodities men- 
tioned so as to permit the states concerned to bring them down 
to the level of the interstate rates—that is, by reducing the Ex 
Parte 74 level to the level prescribed in the 1922 rate investiga- 
tion for application on and after July 1. 

Not one man in the Atlanta hearing expected a general re- 
duction in class rates. Commissioner Eastman, of course, could 
have had no expectation, because he knew what he and his col- 


leagues had voted. It was a complete surprise and caused 


great speculation as to what had taken place in the Washington 
conferences in the two weeks that intervened between the first 
intimations that the report might be expected at any minute, 
and the time it really came forth. 

Railroad men and shippers were equally surprised by the 
inclusion of class rates in the order. Their inclusion was re 
garded as a concession of greater value to New England ship- 
pers, probably than to the shippers in any other section, al- 
though an immense quantity of traffic in the remainder of Official 
Classification territory moves in class rates, particularly ingots 
of steel, manufactures of iron and steel, petroleum and its prod- 
ucts, paper, roofing materials, machinery and a long list of 
things taking fourth, fifth and sixth class rates or percentages 
thereof, although the list of rates of the last-mentioned de- 
scription is not now so long as it once was. 

The Georgia and Mississippi.commissions have not only held 
hearings but have formulated orders prescribing class scales. The 
Mississippi scale, written by Mr. Moore, rate expert, has an initial 
rate for five miles or less of 32 cents. The whole scale, it is as 
serted, is based on the rates prescribed by the federal commis 
sion in the Corinth grocery case, except that the initial rate 15 
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32 instead of 30 cents. That scale, the carriers have been ordered 
to put into effect not later than July 1, the day on which the re- 
vised interstate rates.are to become operative. The Georgia 
scale, ordered to be operative September 1, begins with 30 cents 
and is based, according to ihe testimony of Charles H. Barham, 
given in the Southeastern Class Rate Investigation, on the 90 
cent rate from Henderson, Ky., to Nashville. 

Inasmuch as the carriers assert that the rates used by the 
two state commissions cannot be made to fit into a scheme based 
on the Commission’s rates of $1.60 and $1.45 from the Ohio 
River to Atlanta and to Birmingham, they ask the Commission 
to modify its orders in those cases so as to eliminate the foun- 
dations on which the two state bodies have built their structures. 


RAILWAY WAGE DECISION 


Rumors that the Labor Board would hand down a decision 
in the general wage cases “within the next 48 hours,” were em- 
phatically denied at the board offices, May 25. Equally emphatic 
were the denials of all rumors that had to do with the classes 
of labor to be affected by the decision, and the extent and direc- 
tion of the coming wage adjustment. 

The adjudication of the wage dispute involves much detail 
work, inasmuch as an equal percentage cut in the wages of all 
classes has been neither advocated nor considered by anyone 
connected with the case. The board has been holding two two- 
hour executive sessions daily for the last two weeks or more, 
in which the wage cases are the only things considered. Noth- 
ing has become apparent to indicate that the board has divided 
itself on any of the major questions involved, although jit is to 
be expected that numerous disagreements have been, and will 
have to be threshed out. Each class of employes must, however, 
be considered separately, a task which necessarily takes time, 
regardless of considerations of debate. 

In denying the rumors of a decision within a day or two, 
refuge was taken behind the inability of anyone to tell just 
how long it will be before the bottom of the pile of evidence is 
reached. It is known, however, that the board members are 
working under great pressure, and those close to the situation 
expect the decision to come within two weeks. Some are san- 
quine enough to insist that it will be within a week. 

There is this about the situation that may modify all specu- 
lations: The wage cases were heard separately for each class 
of employes, starting with the shop crafts. It is possible that 
the decisions may be handed down in the same order. Since, 
however, the major considerations were the same for all classes, 
a decision involving the shop crafts would probably be followed, 
in quick succession, by decisions covering the other divisions 
of railroad labor. 

No secret was made of the fact that there is a concerted 
effort being made by the members of the board to promulgate 
the decision, or decisions, so that it, or they, can be made ef- 
fective July 1. This idea was in the minds of the board mem- 
bers long before it was known that the decision of the Com- 
mission in the general rate inquiry would be effective on that 
date. It was pointed out that the last wage readjustment took 
place on July 1, 1922, and it was thought proper to make neces- 
sary modifications take effect just a year from that date, if 
possible. 


A. B. JOHNSON DISCUSSES DECISION 


In a statement to members, Alba B. Johnson, president of 
the Railway Business Association, says: 


Railway managers are justified in feeling and we understand do feel 
that the compromise announced by the Interstate Commerce Com- 
mission May 24 in dealing with the income and rate problems war- 
rants hopeful confidence and a steady enlargement of purchases for 

maintenance and additions. The Railway Business Association com- 

mittee on current activities urged in its report of May 12 that 
the labor and rate adjustments shoud be timed together and that 
the Commission and the railroads should be protected from politi- 
cal pressure either for premature rate reductions or for reductions 
according to some particular method. In these respects what is the 
effect of the decision? 

By dating the reduction in freight rates July 1, the date when 
the Labor Board decision is generally expected, the Commission 
has employed perhaps the only expedient properly available to it 
for practically synchronizing the rate and wage adjustments. We 
have telegraphed Chairman McChord that this feature of the deci- 
sion will inspire railway managers with confidence in continued 
improvement of income, thus furnishing a basis for further en- 
largement of the railway purchases which so largely underlie pres- 
ent business recovery, and urged that the Commission should in 
some way make clear that the rate level to go into effect July 1 
is intended to be stable for a considerable period. 

Attention will now be focussed upon the Labor Board. Some 
of its most vehement critics, advocates of its abolition, urged that, 
like the Commission, it should be regarded as quasi-judicial and 
respected accordingly. Whether the Board is to acquire and re- 
tain that character will depend upon the degree to which in the 
Public esteem it co- -ordinates its forthcoming action with that of 
the Commission, conceiving the public interest paramount. 

By clipping off ¥% per cent from the rate of the return at which 
its regulation will be aimed the Commission makes a_ concession 
which may be accepted as responsive by those who have urged 
that 6 per cent was too much. As a business guess by the Com- 
mission at the return which will bring the necessary new capital 
time must test this adjustment. The substantial question is not 
one of railway valuations or rates per cent upon which doctors 
disagree, but of the number of dollars of income proved by ex- 
Perience to be required for the enticement of investors. 
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By making the decision horizontal and thus deciding a con- 
troversy in which the Railway Business Association took no part, 
the Commission gives its answer to all those who, through political 
pressure, have attempted to obtain reductions on selected com- 
modities. Without agreeing or disagreeing with the Commission 
on the respective merits of those alternative methods, it is worth 
while to bear in mind the fact that the victorious horizontalists 
were represented by the National Industrial Traffic League, which 
rigidly restricted its efforts to testimony presented in an orderly 
manner before the Commission and deprecated consistently the en- 
listment of political leaders for exertion of influence either with 
the Commission or with the railroads. 

Apart from seekers for special privileges, there are economists 
who favor a permanent policy under which certain grades of com- 
modities would be carried at lower rates than has been the Ameri- 
can tradition and certain other grades at rates higher than our 
usage. The horizontal reductions ordered for July 1 are not a com- 
ment upon that proposal, which in a proper proceeding can be 
placed before the Commission or as an economic question discussed 
anywhere. 

By initiating its own reductions in its own way in the very 
midst of efforts to induce voluntary reductions by the railroads the 
Commission has asserted its independence and thereby given the 
country new reason for holding it in respect. Appeal to the rail- 
roads from the Commission’s judgment not only is repugnant to the 
law, but portends destruction of the Commission as a quasi- judicial 
body and the replacement of orderly adjudication by concessions 
obtained through influence. Responsibility for the maintenance of 
rates under which as nearly as may be the roads by groups will 
earn a fair return rests, under tee statute, not upon the roads but 
upon the Commission. That body “shall initiate, modify, establish 
or adjust such rates’’ to that end and the jurisdiction is extended 
by the act to the veto of rate reductions—“‘the Commission . 
is hn 2 authorized and empowered to determine and prescribe 

. the maximum or minimum or the maximum and minimum.” 

"There is no middle ground. Hither the task of restoring rail- 
way credit as a basis for railway rehabilitation is the task of the 
Commission or it is not. If it is, then every attempt to evade 
acquiescence in the judgments of the Commission is a repudiation 
of judicial process and a proclamation of private warfare in the 
settlement of disputes. 

We have no means of verifying or otherwise current reports 
imputing to candidates for re-election an effort to make railway 
rate reductions a claim for consideration at the polls. We would 
prefer to discredit them. If, however, there are even a few candi- 
dates who with their following have a confused idea of what will 
or ought to win the approval of constituencies in connection with 
railway policies we counsel them to draw wisdom from this latest 
refusal of the Commission and the railroads to surrender their in- 
dependence of judgment. The business recovery has reached its 
present impressive proportions on the existing rate level. It will 
strengthen and broaden as confidence grows that the rate level 
to become effective July 1 is to be reasonably permanent. The best 
advice to give candidates for office from now until November is 
that they give the railroads, the industries, the farmers and the 
Commission an opportunity to work out the rehabilitation of the 
transportation machine upon which depend present prosperity and pre- 
paredness for future traffic. 


BENTON COMMENTS ON REPORT 


Commenting on the rate decision in a bulletin to state com- 
missioners, General Solicitor Benton, of the N. A. R. U. C., said: 


I call attention to the concurring reports of Chairman McChord 
and Commissioners Potter, Lewis and Cox, which are most inter- 
esting. 

I furthermore call particular attention to the argument sustain- 
ing the reductions required, and to the fact that the same in large 
measure follows the line of evidence introduced by the committee 
representing state commissions, and the argument made on behalf of 
that committee by its chairman, Commissioner Putnam. It is due 
to the commissions that co-operated in the representation made by 
that committee and to Commissioner Putnam and representatives of 
those commissions who co-operated with him to say that their 
presentation was quite clearly a most important contributing factor 
in securing the substantial measure of relief which this decision of 
the Commission will bring about. 


COAL PRODUCTION REPORT 


Revised figures for the week ended May 13 showed that 
4,421,000 tons of bituminous coal were produced, according to 
the Geological Survey. Coal loading in the seventh week of the 
strike ranged from 12,726 cars to 13,421 cars daily. The record 
of production suggests no marked change in the number of men 
on strike, the Survey said. Unbilled cars at the mines aver- 
aged 11,925 daily in the week ended May 18. The Survey said 
the number of unbilled cars was steadily declining. 

The movement of bituminous coal through the Hudson gate- 
ways appears to have found a temporary level at about 700 cars 
per week. In the week ended May 13, 716 cars were forwarded 
against 703 cars in the week preceding. Shipments of anthracite 
declined to 630 cars. Thus it is seen that the movement in the 
sixth week of the strike was about one-fourtb of that in the 
corresponding week in 1921. 

With an increase in the coastwise movement to New Eng- 
land dumpings over Hampton Roads piers rose from 360,000 
tons in the fifth week of the strike to 387,000 tons in the sixth 
week. 

In spite of the strike and the dull market at the head of 
the Lakes, dumpings of bituminous coal over piers at Lake Erie 
ports continue at the rate of from 250,000 to 300,000 tons a week. 
In the week ended May 14, 255,212 tons of cargo coal and 6,367 
tons of vessel fuel were handled. Much cf this coal is moving 
down Lake Erie to Buffalo and other points. 

The cumulative total from the opening of navigation to May 
14, was 1,397,368 tons. In comparison with 1921 and 1919 this was 
a decrease of about 50 per cent, but the record for this year is 60 
per cent larger than in 1920 when the season was late in start- 
ing, and the switchmen’s strike interfered with transportation. 
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BARGE LINE RATES AND ROUTES 


The Trafic World Washington Bureau 


Arguments were made, May 20, in No. 11892 and 11893, 
United States War Department, Inland Waterways, Mississippi- 
Warrior Service vs. Abilene & Southern et al., by Luther M. Wal- 
ter, for the complainants; Carl Giessow, for the Mississippi Val- 
ley Association and the New Orleans Joint Traffic Bureau; W. N. 
McGehee, for the Southern Railway; A. P. Humburg, for the 
Illinois Central; William Berger, for the Louisville & Nashville; 
H. S. Hart, for the Central Freight Association lines; H. G. Her- 
bel, for the Missouri Pacific; and F. H. Joubert for the New Or- 
leans Belt Line. In one of the cases the barge line asked for what 
it called a more equitable basis for divisions between itself and 
the rail carriers, and in the other it asked for an extension of 
its joint arrangements with the rail lines so as to cover prac- 
tically the whole of the United States. 

The discussion was based on a proposed report by Examiner 
F. W. McM. Woodrow, who reported in favor of the extension of 
the joint rate arrangement, and a continuance, with modifica- 
tions, of the basis for dividing the joint rates. The barge line 
objected to a continuance of the formula for dividing rates. That 
formula, prescribed by the Director-General during federal con- 
trol, is that from junctions at which carriers divide all-rail rates, 
the rail connections of the barge line is to receive as its divi- 
sion out of the rail-and-water rate, what it would have received 
had the traffic moved on an all-rail rate, the cost of the transfer 
over what it would have been on an all-rail transaction to be 
borne by the barge line. 

As a counter proposal, Mr. Walter said, the barge line pro- 
posed a system of constructive mileages on the Mississippi and 
Warrior rivers to be added to the actual rail mileage, and then 
a division of the total so obtained, on the basis that the mileage 
made by the barge line would be 80 per cent.of the average of 
all the reasonably direct all-rail routes. He said application of 
that rule would give the barge line a mileage of 600 from St. 
Louis to New Orleans, because the short-line rail mileage be- 
tween St. Louis and New Orleans was 699.2, and the average 
746. Eighty per cent of that average would give 597 miles, but 
under the rule for disposing of multiples of 25 miles, the allow. 
ance to the barge line would be 600 miles. 

The Director-General’s formula for making divisions for the 
barge line, Walter said, contained no standard of equity, justice, 
or reasonableness. He said it was necessary for the auditor of 
the barge line to use more than 2,400 tariffs and division sheets, 
most of them out of print, to find what was due to the barge line 
as a condition precedent to its making a draft for the amount 
due it from its rail connections. He said the divisions, in many 
instances, were the full local rates of the rail connections, and 
in a few instances the railroads had exacted from the barge line, 
as divisions, sums of money in excess of the amounts received 
from the shipper by the barge line on joint rail-and-water rates. 

“That was not dividing the rate, was it?” asked Mr. EHast- 
man. Mr. Walter thought it was not, inasmuch as it had cost 
the barge line about $16 in addition to what it had received for 
the privilege of carrying sugar from New Orleans to Kullman, 
La. 

Another arrangement suggested by the examiner, to which 
the barge line objected, was the payment of per diem on cars 
held pending the arrival of barges. The barge line objected to 
the imposition of per diem, Walter said, unless the railroads 
would pay for the holding of the barges when they failed to pro- 
vide cars. 

Commissioner Potter wanted to know if the railroads should 
be asked to contribute to the support of the barge line if it could 
not live on existing rates. He asked further why, if the barge 
line needed more revenue, the rates should not be increased. Mr. 
Walter said an increase of the rail-and-water rate would kill busi- 
ness on the barge line. 

The Commission’s hearing room, while Mr. Walter was talk- 
ing, looked like a meeting of an association for the promotion of 
river and harbor projects. Among the “gallery” listening to Mr. 
Walter, were Senators Ransdell and Broussard of Louisiana, Cap- 
per of Kansas, and Rawson of Iowa; Representative Dupre, Wil- 
son, O’Connor, Lazaro, and Martin of Louisiana, Dowell of Iowa, 
Little, Strong, Hoch, and White of Kansas,'and Newton of Mis- 
souri. Other members of that “gallery” were James E. Smith, 
president of the Mississippi Valley Association, Walter Parker, 
executive vice-president of the Mississippi Valley Association, and 
R. H. Faxon, its secretary; René Clerc, vice-president of the New 
Orleans Board of Trade, and John M. Guild, general secretary of 
the Kansas City Chamber of Commerce. 


Mr. Giessow attacked Woodrow’s recommendation, that a 
sliding scale of rates be made, on the ground that the Commis- 
sion had not the power to prescribe minimum rail-.and-water 
rates. 

Mr. Humburg spoke on two phases of the subject, namely, 
the attitude of the Illinois Central and the Yazoo & Mississippi 
Valley toward the barge line, and with respect to the operating 
questions involved in switching and per diem. Mr. Walter, in his 
statement, said the Illinois Central was friendly toward the 
barge line, apparently, because it could and did bring traffic to 
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its rails, while the attitude of other railroads was hostile, be- 
cause the water carrier took some traffic which could be moved 
by their rails. Mr. Humburg read from a speech recently made 
by President Markham of the Illinois Central, in which the lat- 
ter said that the barge line should be given a fair trial so as 
to determine whether water transportation on the inland water- 
ways could be made a successful part of the national system of 
transportation. Mr. Humburg said he had never heard of the 
cases in which the divisions of the rail carriers were greater than 
the whole rate. Mr. McGehee also said he had never heard of 
the instance cited by Mr. Walter. Both said the railroads would 
investigate the matter. 

“We think you will make no mistake if you approve the 
examiner’s report,” said Mr. Humburg. “We merely ask that 
when we get traffic from the barge line that we be paid the same 
divisions we would receive had the traffic come from a rail con- 
nection.” He said the barge line should pay per diem and switch- 
ing without the railroads being required to pay anything for the 
detention of the barges, because it was impossible to translate 
“barge days” into “car days,” or for the barge line to do any 
reciprocal switching. 

In behalf of the Southern, represented by Mr. Walter as 
being among the hostile rail connections of the barge line, Mr. 
McGehee objected to the constructive mileage proposal put for- 
ward by Mr. Walter. He said it would work injustice to the 
railroads having short hauls, and indicated that if the subject of 
divisions were gone into in the way in which division questions 
should be treated, it might appear that the barge line was well 
paid, if not overpaid, for some of its services. 

Mr. Hart, emulating Mr. Walter’s example, brought into the 
discussion of the case something that had not been put into the 
record. He referred to the report of Mr. Brent, the manager of 
the barge line, to the war department in which, speaking of 
business done by that line in 1921, he said it was a success not- 
withstanding great difficulties. Mr. Hart suggested that if it 
was such a great success as intimated by Mr. Brent, there was no 
reason why it should be asking for larger divisions. 

In behalf of the Missouri Pacific, Mr. Herbel laid down the 
proposition that if the barge line could not live when the rail- 
roads treated it the same as they treated each other, the land 
lines should not be required to support it. Being a new line, he 
said, it should be required to go through the processes to which 
all new carriers were subjected. Establishing a new transpor- 
tation line, Mr. Herbel said, was an expensive business, in which 
the promoters could hardly expect the established lines to have 


such an interest they will contribute of their revenues to assure 
its success. 


This record, he said, did not show what divisions were 
alleged to be unreasonable and afforded no basis for any action 
by the Commission, on that branch of the subject. 


Speaking for the New Orleans belt line, owned by the state 
of Louisiana, Mr. Joubert said its interest was to have continued 
the switching charges now in effect. He said, in his opinion, the 
barge line should pay the same charges for having cars switched 
from the rail line to its docks as carriers do for like service, and 
that switching from an industry to its docks was industrial 
switching as distinguished from interchange switching. 


MO. & NOR. ARK. DIVISIONS 


The Trafic World Washington Bureau 


A motion for a rehearing and reopening of No. 13345, in the 
matter of divisions of joint rates, fares and charges of the Mis- 
souri & North Arkansas, has been filed with the Commission, by 
the Santa Fe, M. K. & T., St. L.-S. F. and the Kansas City 
Southern. 

It is averred that the order of the Commission, granting the 
Missouri & North Arkansas larger divisions, “discloses a mis- 
conception and mis-application of section 15 (a) of the inter- 
state commerce act, and is unlawful in that it amounts to the 
taking of the property of each of these respondents without 
due process of law, and constitutes the taking of the private 
property of each of these respondents for what is claimed to be 
a public use without just compensation, in violation of the fifth 
amendment to the Constitution of the United States.” 

Counsel say that, if the interstate commerce act must be 
constructed as authorizing orders of the character involved, then 
the act is null and void, because it would take property in vio- 
lation of the fifth amendment to the Constitution. 

Complaint also is made that only ten days, instead of thirty, 
was allowed for filing of briefs; that no tentative report was 
submitted to the carriers until the morning of the oral argu- 
ment; that the Director of Finance should not have made an 
extended argument in behalf of his findings in the tentative re 
port because he should have stood impartially between the par- 
ties; that the Commission did not give sufficient attention to the 
question raised by Professor Ripley, in his report to the Com- 
mission that the M. & N. A. never should have been built, and 
that the subject matter of the proceeding should be considered 


by the entire Commission instead of one division, one member of 
which dissented. 
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The Claremont terminal of the Lehigh Valley Railroad, the 
first unit of which probably will be completed by September 1, 
is an ocean and rail terminal on New York Bay. Over 100 
acres of land under water have already been filled in connec- 
tion with this work and more than 4,000,000 cubic yards of 
material—about five and one-half million tons—have been 
dredged for a distance of two miles in the construction of a 
deep water channel from 250 to 300 feet wide. 

A modern wharf, 3,540 feet long, has been completed. In 
its construction some 18,000 piles, 3,000,000 feet B. M. of timber, 
400 tons of hardware, 22,000 cubic yards of cement, and 25,000 
tons of rip-rap stone were used. 

The largest ships afloat can be berthed at this wharf. 

On the outer end two ore unloaders, one of 15-ton capacity 
and the other of 5-ton capacity, have been placed for the han- 
dling of iron ore direct from ships to cars and necessary yards 
for the handling of the equipment are under construction. With 
these facilities a 20,000-ton ship can be unloaded in 24 hours. 
At this rate, assuming that it was all bulk material and carried 





HOUSE COMMITTEE HEARINGS 


The Trafic World Washington Bureau 


“If you are going to hamstring us in one place, you will 
have to protect us in another,” Howard Elliott, chairman of the 
Northern Pacific, told the committee in concluding his testimony 
on the Hoch and Sweet bills. Under the law at present, he said, 
the railroads have no control over rates or wages. 

Referring to rate reductions since August 26, 1920, Mr, Elliott 
said that on the Northern Pacific alone the reduction in revenues 
in January last was $186,000 below what it would have been had 
the same level of rates, as originally made by the Commission 
in its general rate increase, been in effect during that month. 

The average reduction in rates on his road, Mr. Elliott said, 
was 9.4 cents per hundred pounds. While some reductions have 
been made in response to orders of the Commission, Mr. Elliott 
testified that a majority had been made voluntarily by the car- 
riers, after conferences with shippers and state commissions. 

“When the general increase in rates was made,” the witness 
said, “it was realized that various inequalities would exist, but 
these inequalities are receiving attention and are being adjusted 
as promptly as possible.” 

The railroads, according to the witness, are anxious to pro- 
mote business along their lines, and it stands to their interest to 
do everything possible to see that inequalities in rates are 
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Lehigh Valley Claremont Terminal 


in large ships, this equipment could handle 
25 per cent of all the foreign tonnage in and 
out of the port of New York. 

At the land end of the dock, erection will soon be 
begun of a traveling gantry crane of 30-ton capacity, 
capable of handling about 100 cars of heavy rough 
freight each day to and from vessels as desired. The 
portion of the dock served by the crane is 1,000 feet, 
carrying tracks with a capacity of 190 cars. 

Between the open dock and the ore dock a two- 
story warehouse, nearly 1,000 feet long and 100 feet 
wide, capable of holding about 500 cars of freight, is 
soon to be constructed. The face of the dock. at this 
point will be provided with a 20-ton traveling crane to handle 
freight from the warehouse to cars to the vessels, or vice 
versa. : 

The Lehigh Valley has a total of 623 acres available at this 
point, and the general plan for development provides for two 
other piers which, when completed, will give the terminal a 
bulkhead space of approximately five and a half miles with 
berthing space for thirty-two ships of the size of the Leviathan. 

In the above picture, the first unit is shown in heavier relief. 
The lighter portions represent future development as business 
warrants. 

An open dock with a capacity of 80 cars, with a 30-ton elec- 
trically operated gantry crane, capable of handling the heaviest 
shipments, is directly in the foreground. 

Lehigh Valley Freight House No. 1 is a two-story structure 
of steel, concrete and wire glass, nearly 1,000 feet in length, with 
storage capacity of 600 cars. 

Beyond the warehouse are two ore unloaders with necessary 
space for the handling of 10,000 tons a day from vessels to cars. 








straightened out. These are things, however, that can not be 
done all at one time, and if an opportunity is given things will 
right themselves, he said. 

In response to a question by Representative Burroughs, Mr. 
Elliott said he did not think that reductions in rates had stimu- 
lated traffic. 

The net operating income of the railroads of the United 
States amounted to $161,000,000 during the first three months 
this year, which was at the annual rate of return of 4.51 per cent, 
according to Mr. Elliott. This, he said, was an improvement over 
the corresponding period in 1921, but was due principally to the 
fact that the carriers, owing to depressed business, had been 
forced to reduce their maintenance expenses. As a result, he 
said, more than 200,000 freight cars were in need of repairs, over 
and above the normal number of bad order cars, while approxi- 
mately 6,000 locomotives in excess of normal were in bad order. 
He estimated that at least $75,000,000 would be required to re 
pair both the cars and locomotives. 

Bruce Scott of Chicago, general solicitor of the Chicago, 
Burlington & Quincy Railroad, testified before the House inter- 
state and foreign commerce committee that enactment of either 
the Sweet or Hoch bills would prove a misfortune to interstate 
commerce. Those measures, Mr. Scott said, propose a limita- 
tion on the so-called Shreveport doctrine and, if enacted into 
law, would bring about such an uncertainty in commerce as to 





1156 THE TRAFFIC WORLD 


hurt and retard business at a time when every effort is being 
made to restore normalcy. 

“If the transportation act should be amended as proposed 
in those bills,’ Mr. Scott told the committee, “a new series of 
litigation would be started on every hand for the purpose of 
construing the law. Uncertainty as to the scope of the orders 
issued by the Commission and the general rate situation would 
result which would unsettle business for years while the matter 
was being threshed out through the courts.” 

Mr. Scott also argued in favor of giving the transportation 
act a fair trial, declaring that much of the criticism that has 
been made against it has been unjust. Since enactment of the 
law, he said, conditions have been abnormal, so that the act 
has not been given an opportunity to prove its practicability. 

It has been argued that the states have been deprived under 
the transportation act, Mr. Scott said, of power over intrastate 
rates. The carriers have never argued in support of such a 
contention, he said, and added that the carriers before the 
United States Supreme Court contended that the Commission 
had power over such rates only when they discriminated against 
interstate commerce and the court upheld this contention. 

Mr. Scott also said that thirty-four federal judges who have 
passed on the act have been unanimous in sustaining the inter- 
pretation of the act as given by the railroads and the Interstate 
Commerce Commission, The transportation act, hé said, pro- 
vided for a comprehensive plan for the national regulation of 
the railroads designed to create a national system of trans- 
portation. The federal Commission, in administering the law, 
recognized the national character of the transportation systems 
in Ex Parte 74, he added. 

Under the common law, Mr. Scott said, the carrier were en- 
titled to a “fair return.” He said it could not be contended 
that a return of six per cent was excessive. Despite the fact 
that the transportation act up to March 1 provided that rates 
should be fixed so as to yield the carriers a six per cent return 
on the valuation of their property used for transportation pur- 
poses, Mr. Scott said the railroads in 1921 only earned 3% per 
cent. The Commission, in its decision in the hay and grain 
rate case, he said, held that freight rates were not responsible 
for the business depression. Experience has shown, according 
to Mr. Scott, that reductions in rates have not stimulated traffic 
or buying. 

Mr. Scott called attention to the fact that, so far as his 
observation went, no shipper had appeared before the committee 
in support of either bill, but that support of the proposed legis- 
lation had come practically entirely from representatives of the 
state railroad commissions. , 

The Hoch bill, if passed, would nullify the Shreveport doc- 
trine and absolutely prevent the carriers from getting any relief 
from discriminations caused by the state railroad commissions 
against interstate commerce, Mr. Scott told the House com- 
mittee. 

“If you pass this bill, you will take away from the carriers 
the protection given them under the Shreveport doctrine by 
which the Interstate Commerce Commission had authority to 
adjust intrastate rates which discriminate against interstate 
commerce,” said he. 

He read from the testimony of various representatives of 
the state commissions recently before the House committee, 
quoting them as asking for the amendment of the transportation 
act only so far as it would restore the Shreveport doctrine, but 
the general solicitor for the Burlington said the Hoch bill goes 
much further than that. 

Representative Hoch, of Kansas, author of the bill, said he 
had no intentions of going to that extent, but that his purpose 
was only to define the transportation act so as to make it clear 
.that the act was to be held within the limits of the Shreveport 
doctrine. Representative Huddleston of Alabama, member of the 
committee, however, interrupted Mr. Hoch to say that it was 
“clearly obvious” that the Hoch bill did go beyond the Shreve- 
port case. 

Another hearing was held this week before the House 
judiciary committee on the Bacharach bill, which relates to re- 
striction of the power of federal courts over orders of state com- 
missions. Alfred P. Thom, representing the Association of Rail- 
way Executives, and others, appeared in opposition to the bill. 
Mr. Ettleson, corporation counsel for Chicago, appeared in favor 
of the bill. John E. Benton, general solicitor of the National 
Association of Railway and Utilities Commissioners, announced 
that he was in error when he stated recently in a bulletin to 
state commissioners that the public service commission of Mis- 
souri opposed the bill. The fact was that the protest was sent 
by the Missouri Association of Public Utilities. 


VALUATION REPORTS 


The Commission this week served a number of tentative 
valuation reports. 

The property of the Oregon Trunk Line Railway was valued 
at $15,049,086 as of June 30, 1916. The Commission said the 
carrier had issued a total of $56,288,740.34 in capital stock and 
long-term debts, of which $17,959,627.10 was outstanding on date 
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of valuation. Of the securities outstanding $10,000,000 are in 
capital stock and $7,959,627.10 in non-negotiable debt to affiliated 
companies. 

The property of the Maryland, Delaware & Virginia Railway 
Company was valued at $2,266,312 (total owned) and $2,656,312 
(total used) as of June 30, 1915. The total capitalization was 
given as $5,698,150, of which $3,000,000 represents capital stock, 
$2,000,000 mortgage bonds and $698,150 non-negotiable debt to 
affiliated companies. 

The final value of the property of the Puget Sound & Cas- 
cade Railway Company was fixed at $427,902 as of June 30, 1917. 
The Commission said the company had issued and incurred a 
total of $752,466.82 of capital obligations, of which it retired 
$355,668.41, leaving $396,798.41 as its present capitalization, of 
which $350,400 represents capital stock and $46,398.41 non- 
negotiable debt to affiliated companies. 

The property of the Sharpsville Railroad Company was 
valued at $364,194 (total owned), and $389,498 (total used), as 
of June 30, 1916. The carrier had capital securities of $519,- 
559.74 par value outstanding on date of valuation, of which 
$350,000 represented capital stock and $169,559.74 non-negotiable 
debt to affiliated companies. 

The property of the Fort Street Union Depot Company was 
valued at $2,195,779 (total owned) and $2,212,336 (total used), 
as of June 30, 1915. A total of $2,342,000 in stocks and bonds was 
outstanding on date of valuation, of which $1,000,000 was capital 
stock, $1,312,000 mortgage bonds and $30,000 non-negotiable 
debt to affiliated companies. 

The property of the Carolina & Tennessee Southern was 
valued at $377,077 as of June 30, 1915. The Commission said 
the carrier had issued stocks and bonds and incurred long-term 
debt to the total amount of $1,378,525.71, of which $791,031.97 
was outstanding on date of valuation, of which $60,000 was capi- 
tal stock, $693,000 mortgage bonds and $38,031.97 non-negotiable 
debt to affiliated companies. 

One report was served on the properties of the Virginian 
Railway and the Virginian Terminal Railway Company. The 
property of the Virginian Railway was valued at $52,750,314 (to- 
tal owned), and $55,862,622 (total used), as of June 30, 1916. The 
Commission said the carrier had issued a total of $131,605,000 in 
stocks and bonds and long-term debt, of which $89,663,500 was 
outstanding on date of valuation. Of the securities outstanding 
$59,226,500 are in capital stock and $30,437,000 in funded debt. 
The property of the Virginian Terminal Railway, owned but not 
used, was valued at $2,670,000 as of June 30, 1916. 

The property of the Baltimore, Chesapeake & Atlantic Rail: 
way Company was valued at $3,217,309 (wholly owned and used), 
and $3,567,309 (total used), as of June 30, 1915. The total capital- 
ization of the carrier on date of valuation was $4,346,000, of 
which $2,500,000 was capital stock, $1,410,000 funded debt, and 
$436,000 non-negotiable debt to affiliated companies. 


The Commission has issued a tentative valuation report on 
the properties of the Central Vermont and subsidiaries in which 
a final value of $16,592,724 (total owned), and $22,665,787 (total 
used), is fixed as of June 30, 1917. Capital obligations of $14,257,- 
000 were outstanding on date of valuation, consisting of $3,000,- 
000 capital stock, $10,732,000 funded debt, $35,000 collateral trust 
notes, and $490,000 equipment gold notes. 


A final value of $319,560 was placed on the property of the 
Magma Arizona Railroad Co. as of June 30, 1917. The road is 
owned by the Magma Copper Co. 


The Commission has valued the property of the Copper 
Range Railroad Company as of June 30, 1916, at $4,600,180. 


SENATE COMMITTEE CONSIDERS BILLS 


The first meeting of the Senate committee on interstate com- 
merce on the Capper and Nicholson bills, hearings on which 
were concluded some time ago, was held May 23. It is under- 
stood the members discussed the proposed changes in the trans- 
portation act, but took no action. They will meet again to 
consider the matter. The bills are similar to the Hoch and 
Sweet bills, on which hearings are in progress before the House 
committee on interstate and foreign commerce. 


COURT SUSTAINS COMMISSION 


The Trafic World Washington Bureau 


Though official confirmation that the court in New York has 
sustained the Commission’s order in the New England division 
case did not come as soon as expected, the law division of the 
Commission, May 26, had no doubt of the accuracy of a news- 
paper report to that effect. The members of that division be- 
lieved the report to be accurate because it contained, as a quota- 
tion from Judge Manton’s opinion, a paraphrase of the Commis- 
sion’s contention, carried in its brief, that the “courts will not 
review the wisdom or expediency of the Commission’s order 
and they will not substitute their judgment for that of the Com- 
mission, even though it might be said that an opposite finding 
could be supported by evidence.” 
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May 27, 1922 


The story of how 
the Chicago Asso- 
ciation of Com- 
merce and Morris 
& Co., of Chicago, 
succeeded in put- 
ting Chicago with- 
in one week’s dis- 
tance of Europe 
makes interesting 
reading to the av- 
erage traffic man. 
It harks back to 
the old days 
when Nellie - Bly 
and Henry Jacger- 
schmidt raced 
around the world 
against time, but 
to middle-western 
industry it has a 
wider and more 
practical purpose. 


Chicago association 
believe that cutting 
the shipping time 
between Chicago 
and England _ to 
one week, instead 
of the four-week 
minimum hitherto 
allowed, opens the way for wider and more voluminous Amer- 
ican trade. The hope has been expressed that the accomplish- 
ment of this original experiment will serve as a guide to some 
transportation interest that could profitably inaugurate an 
express ocean service capable of performing such shipping 
regularly. 

The arrangements were in charge of A. W. McLaren, traffic 
manager for Morris & Co., and the shipment—64 carloads in all 
—consisted entirely of the products of that company. According 
to Mr. McLaren, the chief difficulty encountered was in persuad- 
ing the International Mercantile Marine officials to allow the 
shipment to be loaded and stowed into their new liner, Majestic, 
on the day of sailing. Not a little of the credit for the remark- 
able performance belongs to the New York Central, which ran 
the special freight from the Union Stock Yards, Chicago, to the 
piers at Weehawken, N. J., in 47 hours. ; 

Arrangements were made with J. D. Roth, general western 
manager of the International Mercantile Marine, owners of the 
Majestic, for cargo space on her return trip, which began May 
20 at noon. Having obtained cargo space, the next and most 
important step was to get the shipment to New York and into 
the boat. W. A. Terry, freight traffic manager of the New York 
Central, was consulted, and he promised to lay the shipment 
down in New York on the morning of the sailing date. The 
last refrigerator car was loaded May 17, at 10:30 p. m. The 
trainload of 64 cars was assembled in the Chicago yards of 
the New York Central at 1:30 a. m., May 18, and the engineer 
of the special was told that the track was clear and that he 














N. Y. C. CHICAGO TERMINAL 


Acquisition, by the New York Central, of control of the 
Chicago River & Indiana and the Chicago Junction, commonly 
referred to as the stock yards railroads, has been authorized 
by the Commission, by means of an order in finance docket No. 
1165 (see Traffic World, May 20). Seventeen conditions were 
laid down by the Commission for observance of the New York 
Central. Two, numbered 15 and 16, make the control subject 
to any plan for the unification of terminals by the city of Chi- 
cago, the Commission, “or those of any other government 
agency,” and provide that the terminals shall not be considered 
as part of the New York Central for the purposes of sections 
15-A or 19-a of the interstate commerce law. The first men- 
tioned is the rate-making section, while 19-A is the valuation 
section. The valuation section bears on rate-making because 
the purpose of finding what a railroad is worth is to ascertain 
what would be rates to yield a fair return. 


_ The conditions prescribed in the authorization are those 
which were suggested by Examiner Ray W. Clarke in the first 
tentative report. In the second tentative report, issued without 
the name of anyone attached to it, an eighteenth condition was 
Proposed to the effect that if any of the conditions was held 
valid the whole authorization should fall to the ground. 

At hearings and arguments subsequent to that report, the 
New York Central made it certain it would not go through with 
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Chicago to England Record Broken 
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UNDER THE Ai OF THE CHICAGO ASSOCIA ment was loaded 
Members of the sube"’' MORRIS & OMPANY “ise under torch-lights 


had the _right-of- 
way to New York. 
The train was 
ahead of its 48- 
hour schedule at 
Toledo, O., and Erie, 
Pa., and it arrived 
in New York nearly 
one hour ahead of 
schedule. An ex- 
tra force of freight 
handlers were mar- 
shaled at Wee- 
hawken, N. J., rail- 
road yards to meet 
the special and it 
was then shunted 
across the river to 
the barges, which 
lay in wait to go 
to the side of the 
liner. The ship- 


during the early 
morning hours, and 
at 10:45 a. m., May 
20, was safely 
stored away in the 
iced holds in the 
great steamer. The 
photograph shows 
a case being slung from the New York Central’s freight barge 
Chauncey into the hold of the liner. 


The Majestic cleared New York at noon, May 20, and ar- 
rived at Southampton May 25, at noon, on schedule. Her trip 
was made under pressure in an effort to establish a new trans- 
Atlantic speed record. 


“This attempt to prove the possibility and the necessity 
of a fast package freight service between Chicago and Europe 
is one of the most important jobs the business men of Chicago 
have ever tackled,’ declared W. L. Ware, foreign trade com- 
missioner of the Chicago Association of Commerce. “It means 
putting new life and vigor into European trade. It will mean 
a vast increase in Chicago’s export business. 


“In the past a man in London or Paris might have been 
anxious to place an order with a Chicago firm. We had the 
products he wanted, but he was doubtful about closing the 
deal. 


“Why? He faced a wait of 20 to 30 days to get his goods, 
after hig order was cabled here. If we can show the European 
that he can place his order with a Chicago firm today and have 
the goods in his store in England or France or Belgium in a 
week or ten days, all his fears of trading with America will 
vanish. . 

“We will be giving him faster service than is furnished 
now by freight from New York to the west coast. Chicago will 
be practically on Europe’s doorstep every day in the week ready 
to sell her what she needs.” 


its plans if it were not eliminated because the authorization 
would be nothing more than a revocable permit, which, by its 
terms, terminated should a court find that any of the conditions 
attached to the grant were invalid. 

Presumably, the decision in this matter was based on para- 
graph 2 of section 5 and is not a certificate of public conven- 
ience and necessity under paragraph 18 of section 1. The Com- 
mission, however, did not specify under what part of the law 
it approved the application. However, its practice, in acting 
under paragraph 18 of section 1, is to issue a certificate. 

Specifically, the Commission said the application by the New 
York Central.of control of the Chicago River & Indiana by the 
purchase of its stock, of the par value of $500,000, for $750,000, 
was approved and authorized subject to certain conditions; that 
the acquisition by the Chicago River & Indiana of control of 
the Chicago Junction, by lease for $2,000,000 a year, was ap- 
proved and authorized subject to conditions; and that the ap- 
plication of the New York Central for authority to purchase 
the capital: stock of the Chicago Junction Railway Company, or 
its physical properties, was denied, without prejudice to future 
proceedings, because the valuation of the property of the Junc- 
tion had not been completed by the Commission’s valuation 
division. 

The New York Central, in buying the Chicago River & 
Indiana Railroad Company stock, proceeded on the assumption 
that the company had an equity; in the property, over and above 
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its funded debt, of $500,000 for which, because it needed ter- 
minals in Chicago, could afford to pay $750,000. In arranging 
for a lease of the Junction by the Chicago River & Indiana 
the Central acted on the assumption that, for its purposes, the 
property was worth $33,000,000 upon which it could afford to 
pay a rental of $2,000,000 a year, and take an option to buy 
the stock or physical property. 


Objections by 7 of the 23 lines, other than the New York 
Central, entering Chicago, by the city of Chicago, and by some 
shippers, caused the Commission to go more fully into the case 
than in any other thus far arising under the parts of the law 
authorizing it to supervise the consolidation of railroad prop- 
erties and the issuance of securities. In its report it stated 
many of the facts brought out at the hearings and summed up 
as follows: 


There are grave objections to an unconditional approval of the 
plan under consideration. Much testimony was adduced at the hear- 
ings, and divergent opinions were expressed as to the relative merits 
of co-operative, singly controlled and independently controlled ter- 
minals. That discussion need not be reproduced here. The policies 
and plans of the city with respect to the general terminal situation 
have not yet fully developed, and it is obviously impossible for anyone 
to determine at this time the ultimate goal which ought to be at- 
tained. It is believed, however, that pending final determination of 
future policies, the greatest good can be attained by the continuance, 
for the time being, of the competitive terminal situation. This can 
be best accomplished by bringing the present neutral Junction proper- 
ties into closer relation with a trunk line like the Central. The Cen- 
tral’s terminal facilities are relatively inadequate as compared with 
the competitor eastern trunk lines, but the Central controls extensive 
facilities for classification and interchange which are complementary 
to the Junction properties. The stronger competition and the connec- 
tion between the Junction properties and the Harbor Belt facilities 
which would thus be brought about, would not only insure to the 
shippers of the Junction the necessary expansion and elasticity of 
facilities, together with the assistance of an interested trunk line in 
times of car shortage, and other emergencies, but would also remove 
congestion from the closely hemmed-in district served by the Junction 
and thus open facilities for expedition in. the handling of traffic in 
and out, and also for handling traffic from one part of the city to 
another. It has been held that where such a transaction as the pres- 
ent one would clearly facilitate the ‘movement of traffic through a 
highly congested district, the circumstances that other carriers would 
suffer a loss of revenue is not controlling. People ex rel. New York 
Central R. R. vs. Public Service Commission, 183 N. Y. S., 930. 

There are in the record ample grounds for the belief that the Junc- 
tion can no longer solve its problems without outside assistance. On 
the other hand, it is believed that the benefits pointed out by the Cen- 
tral can be made to accrue to the public by the consummation of the 
proposed plan. <A prime factor in the situation is the circumstance 
that the general policy on all terminals in Chicago is that of equal 
opportunity afforded to all connecting carriers irrespective of the 
ownership or control of a given terminal property by a single trunk 
line or by a group of trunk lines. Traffic is handled for all carriers in 
the same way and on the same terms, so that a shipper on terminals 
owned by a single carrier has the utmost freedom in routing via 
competing lines and apparently receives the same measure of service 
whether his shipment moves over the lines of the owning carrier or 
those of a competitor. Those shippers who appeared in opposition ex- 
press the fear that they will not be accorded like treatment by the 
Central. The present management of the Central disclaimed any in- 
tention of making any changes in the method of handling competitive 
traffic or the general plan of operating the Junction properties, and 
those assurances may be taken at their face value, especially since 
the contrary policy would clearly be against the self interest of the 
Central, in that it would thereby lose the good will of the shipper. 
There is, of course, every indication that the Central will be able to 
build up its own line-haul traffic as the result of its connection with 
the management of the Junction, and it by no means follows that harm 
ja public may result from legitimate effort and initiative to that 
end. 

But we are not prepared, in any event, to authorize the consum- 
mation of the plan without making assurance doubly sure by the im- 
position of certain conditions. Those conditions relate partly to the 
method of operation of the property and partly to the treatment of the 
transaction by the corporations participating therein. Among the 
number are those matters enumerated by the shippers who have 
asked an approval of the plan with the understanding that certain 
agreements already made by the Central will be adhered to. Other 
matters are suggested by the group of shippers who took a neutral 
attitude at the hearing, such matters being agreed to on the record 
by the applicant; and still others suggest themselves from the stand- 
point of an administrative body, as necessary in order to safeguard 
the public interest in the future. Stated concretely, they are: 

. The Central will be required to maintain a separate corporate 
identity and organization for the combined properties of the Junction 
and River Road so that the two shall constitute a separate operating 
entity with a responsible management located in Chicago in order to 
poeere for the shipper the present direct access to the railroad 
officials. 

2. The present neutrality of handling traffic in and out bound by 
the Junction and River Road organization shall be continued so as to 
permit equal opportunity for service to and from all trunk lines reach- 
ing Junction rails, without discrimination as to routing or movement 
of traffic which is competitive with the traffic of the Central, and 
without discrimination against such competitive traffic in the arrange- 
ment of schedules. 

3. The present traffic and operating relationships existing be- 
tween the Junction and River Road and all carriers operating in Chi- 
cago shall be continued, in so far as such matters are within the 
control of the Central. 

4. For the purpose of assessment of switching charges, the Junc- 
tion and River Road shall continue to be treated as a single line to 
the same extent as at present, so that the carrying out of this plan 
will not in and of itself result in increasing the charge to any shipper 
for the service. , 

5. Subject to subsisting car service regulations, cars made empty 
on the rails of the Junction and River Road shall be available for 
outbound loading in the same manner and to the same extent as at 
present, irrespective of routing. 

6. Whenever additional cars are required for outbound loading. 
because of inadequacy of available car supply on the Junction and 
River Road rails at any given time, for any cause, orders for such 
additional cars shall be accepted from the shipper by the local Junc- 
tion organization and by it promptly transmitted to the designated 
trunk line without discrimination, and all cars ordered by and deliv- 
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ered to the Junction shall be promptly moved to the shippers by the 
Junction without discrimination on account of proposed routing. 

7. The Junction shall accept, handle and deliver all cars in and 
outbound, loaded and empty, without discrimination in promptness or 
frequency of service as between cars destined to or received from com- 
peting carriers and irrespective of destination or route of movement. 

8 The National Code of Demurrage Rules, as in effect from time 
to time, including the average agreement, shall be applied by the 
Junction and River Road to each industry served by either of them on 
all in and outbound cars, irrespective of what carrier or carriers may 
be interested in the line haul. 

9. Shippers served by the Junction and River Road shall be en- 
titled to the same basis of switching charges as prevails in the Chi- 
cago switching district generally, and no attempt shall be made _ to 
establish any different basis of local or connecting line switching 
charges than that which prevails in the Chicago switching district gen- 
— for the same or similar service under substantially similar con- 
ditions. 

10. No change shall be sought in the present method of basing 
rates to and from the Chicago switching district as a single point 
upon which rates are now based without regard to the character of 
the movement in and out of such district. 

11. Present trap car arrangements for the transfer of L. C. L. 
freight at the Junction union station, at connecting line freight sta- 
tions, or at connecting points reached by the Junction and River 
Road, shall be continued, but this condition shall not apply to routine 
changes in management and operation of trap car service. 

12. Continuance of present operating arrangement on the Junc- 
tion properties shall include the maintenance of existing shipping and 
billing arrangements at the Junction union freight station, in so far as 
such arrangements are within the control of the Junction. oe 

13. The Junction shall, if ordered by us, establish station facili- 
ties for the receipt of inbound L. C. L. freight at a point convenient 
and accessible to shippers wishing to make use of the same, to which 
freight may be delivered by all trunk line carriers, without: discrimina- 
— —~ there distributed through the medium of the Junction’s oper- 
ating force. 

14, Neither the approval of the purchase by the Central of the 
stock of the River Road for the sum specified, nor of the leasing to 
the latter of the properties of the Junction, shall be taken as establish- 
ing or tending to establish the fair value of the respective properties 
in any other proceeding, nor shall anything herein contained be_con- 
strued as a finding that the annual rental to be paid by the River 
Road for the lease of the Junction properties is just and reasonable. 

15. The carrying out of the plan as authorized herein shall be 
taken to be without prejudice to the adoption of any plan or plans 
in the future by the city of Chicago, by us or by any other public 
agency, for unified or co-ordinated terminals, and neither the Central, 
the River Road nor the Junction shall urge the authority herein or 
the situation resulting therefrom as a ground for opposition to such 
plan or plans of said city, our plans or those of any other public 
agency. 

” 16. Nothing contained in this authorization shall be taken as per- 
mitting the River Road and Junction properties to be considered as a 
part of a single system with that of the Central for any of the pur- 
poses of section 15a or section 20a of the act. 

17. Any party or any person having an interest in the subject 
matter may at any future time make application for such modifica- 
tion of the above conditions, or any of them, as may be required in 
the public interest, and jurisdiction is retained to reopen the pro- 
ceeding on our own motion for the same purpose. 

Subject to the observance of the above conditions, we find that 
the acquisition by the Central of the capital stock of the River Road 
and the leasing to the River Road of the properties (owned and 
leased) of the Junction will be in the: public interest. 


Commissioner Daniels concurred, but said the Commission 
should have issued a certificate of public convenience and neces- 
sity under paragraph 18 of section 1. Commissioner Campbell 
joined him in that concurrence. 


Commissioner Hall, concurring in part, said the facts war- 
ranted grant of authority without elaboration of conditions. 

“Those imposed in the majority report,” said he, “seem to 
me vain, perhaps harmful, except Nos. 15 and 16, which should 
suffice, if any are needed. I refrain from discussing the points 
of law. They will doubtless be settled by competent authority 
when occasion arises.” 


Commissioner Meyer dissented because, he said, the uncon- 
tradicted testimony was that the terminals were the best type 
of open terminal to be found anywhere in the United States. 

“What the majority approves in this report may in the 
future restrict the use of and close these terminals to com- 
petitors on equal terms. That is why I cannot concur in the 
report,” he said. Commissioner Aitchison concurred in that 
dissent. 


Commissioner Eastman, with Commissioner Cox backing his 
views, dissented because the authorization proposed to transfer 
this open property to one of its trunk line connections, notwith- 
standing that for years it had been operated with profit to its 
owners and to the satisfaction of its trunk-line connections and 
the shippers it served. He said there was nothing in the record 
or the order of the Commission purporting that it would be for 
the public convenience or necessity to have the stock yard 
terminals turned over to the New York Central. He said the 
argument that an owner has a constitutional right to sell when 
he can sell at an advantage had nothing to do with the case; 
that the question was whether the New York Central had the 
constitutional right to buy these properties. Clearly, he said, 
railroad corporations have not a constitutional right to buy. 





GEORGIA RATES ON COTTON AND BRICK 


The Commission has vacated its order in No. 11915, Georgia 
rates, fares, and charges, relating to intrastate rates on cotton, 
cotton linters and brick. The Railroad Commission of Georgia 
made this action possible by amending its order so that the in- 
creases ordered by the Commission now stand approved by the 
state commission. 
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Traffic Lesson No. 11 





Publication of Tarifis—Eleventh Lesson in the Course Written for the Traffic World by Grover 
G. Huebner, Ph. D., Professor of Commerce and Transportation, 
University of Pennsylvania* 


In accordance with the provisions of the interstate com- 
merce act, railroad companies are required to file their sched- 
ules of charges with the Interstate Commerce Commission and 
to publish them for the inspection of the shipping public. Such 
charges are contained in tariffs. The rate for every service 
which the carriers offer to the public in connection with their 
calling as common carriers, is contained in a tariff. Accordingly, 
many kinds of tariffs are in use, such as those governing demur- 
rage, reconsignment, switching, icing, milling or fabrication 
in transit, etc., but the most prominent of all tariffs are those 
governing the transportation of freight. 

Freight tariffs may be divided into two broad classes— 
local and joint—depending on the territorial application of the 
charges named therein. Local tariffs contain the rates for 
shipments between stations located on one railroad; joint or 
interline tariffs contain the charges for shipments from stations 
on one railroad to stations on other railroads, and are, con- 
sequently, the result of agreement between or among the parti- 
cipating lines. Such tariffs may be published by one railroad 
under authority conferred on it by the other carriers interested, 
or they may be issued by an individual who receives authority 
to do so by assent of all the railroads that are parties to the 
tariff. In the latter case, the tariff is known as an agency 
tariff. An agent may also be appointed by one railroad for the 
purpose of publishing the local rates effective on its line, but 
this procedure is unusual. The subjects of local, joint, and 
agency tariffs will be treated fully in succeeding lessons. 

To complete the classification of freight rates, there are, in 
addition to local and joint charges, proportional rates. The 
latter apply on through traffic and must be used in conjunction 
with other rates in order to find the combination rate to des- 
tination. They are mostly used in shipments between rate ter- 
ritories and carry the freight only to the boundary line of the 
territory. 

As to the commodity application of freight tariffs, they may 
govern only “class” or “commodity” traffic, or they may govern 
both. 

The form in which freight tariffs must be published is pre- 
scribed by the Interstate Commerce Commission. Prior to 1887 
railroads were not required to file their rates with any govern- 
ment body or publish their schedules of charges for public in- 
spection. The original provisions of the interstate commerce 
act contained certain requirements as to filing and publication 
of tariffs, but, there being also other defects in the law, this 
did not prove sufficiently comprehensive or binding to be of any 
great significance. With the passage of the amendment of 1889, 
and particularly of the Hepburn amendment of 1906, the Inter- 
state Commerce Commission received wide and discretionary 
powers over the form and publication of freight tariffs. In 
addition to specific requirements of the act as to the publication 
of freight tariffs, section 6, paragraph 6, of the act says: 


The Commission may determine and prescribe the form in which 
the schedules required by this section to be kept open to public in- 
spection shall be prepared and arranged, and may change the form 
from time to time as shall be found expedient. 


In accordance with the above provisions, the Commission 
has issued Tariff Circular 18-A, containing all regulations as to 
the filing and construction of freight tariffs. Among the various 
Tules in effect, the following are of particular importance: 

1. All tariffs must be printed on hard calendered paper 
from type not less than 6 point in size. They must be in book, 
sheet or pamphlet form, and 8 by 11 inches in size. Loose-leaf 
tariffs are permissible, in which changes may be made by re- 
printing and inserting a single leaf. 

2. The title page of every tariff must show: 

a. Name of the issuing carrier, carriers or agent. 

b. I. C. C. number of tariff in bold type on the upper right- 
hand corner, and immediately thereunder the I. C. C. numbers 
of the tariff canceled thereby. The. serial number employed by 
the carrier in designating the tariff may also be employed. 
Separate I. C. C. serial numbers must be used for freight and 
passenger tariffs. 

_ ¢. Whether tariff is local, joint, proportional, or a combina- 
= “8 same, and whether it contains class or commodity rates, 
r both. 
d. The territorial application of the tariff, briefly stated. 
_ © Reference by name and I. C. C. number to the classifica- 
tion and exception sheets governing the tariff. 
*This particular lesson was prepared by Roland L. Kramer, M. A., 


watruetor in Transportation and Commerce, University of Pennsyl- 


f. Date of issue and date effective. The practice of stating 
the date at which the tariff will expire is discountenanced by 
the Commission, because of the possibility of change in such 
date, resulting from earlier cancellation, lawful extension, etc. 

g. If issued on less than thirty days’ notice, proper nota- 
tion showing that it was so issued by permission or order of the 
Interstate Commerce Commission. 

h. On upper left-hand corner a notice as to the supplements 
which may be effective at any time. The Commission forbids 
the issuance of supplements to loose-leaf tariffs or tariffs of 
less than 5 pages, except for the purpose of cancellation. Tar- 
iffs of from 5 to 16 pages may have one supplement in effect 
at any time, tariffs of from 17 to 111 pages, two supplements, 
and tariffs of more than 111 pages, three supplements. This 
rule is not absolute, inasmuch as the Commission requires the 
issuance of special supplements when rates are suspended as 
unreasonable, or when suspension orders are vacated. If the 
rate ordered suspended are contained in a supplement to a tariff, 
the supplement containing the notice of suspension may cause 
the number of effective supplements temporarily to be greater 
than that indicated on the title page of the tariff. 

i. Name, title, and address of the officer by whom the 
tariff is issued. 


Body of Tariff 


3. Body of tariff, tariffs in book or pamphlet form must 
contain in the order named: 

a. Table of contents, alphabetically arranged. This table 
may be omitted if the tariff contains so small a volume of matter 
that the title page or interior arrangement plainly discloses its 
contents. 

b. Names of issuing carriers, alphabetically arranged. If 
there be not more than ten participating carriers their names 
may be shown on the title page. 


ec. An alphabetical index of all commodities on which com- 
modity rates are named, with a specific statement that all 
articles not enumerated are to take class rates. A local tariff 
governing a few commodities must contain all of the issuing 
carriers’ commodity rates on such commodities applicable from 
any point of origin to any point of destination named in the 
tariff; and a joint commodity tariff must contain all rates of 
the initial carrier on the same commodities enumerated, ap- 
plicable from all points of origin to all points of destination 
stated in the tariff, via the routes specified. 


“The index to a general commodity tariff or a combined 
class and commodity tariff shall also include in alphabetical 
order all.articles upon which commodity rates are named in 
other tariffs applying from any point of origin to any point of 
destination named in the tariff,’ together with the number of 
the tariff in which such rates are published. 


d. An alphabetical index of points from which rates apply, 
and an alphabetical index of points to which rates apply. When 
practicable, the page or item number, where rates from or to 
points named may be found, should be shown. If there be not 
more than twelve points of origin or twelve points of destina- 
tion, the name of each may be specified on the title page of the 
tariff. If points of origin or of destination are in continuous 
alphabetical order or are shown alphabetically by states, and 
the names of the states alphabetically arranged, or are shown 
by groups alphabetically arranged, no index is required. 

e. Explanation of reference marks and technical abbrevia- 
tions contained in the tariff. 


f. List of exceptions, if any, to the classification governing 
the tariff which are not contained in the exception sheets re- 
ferred to on the title page. 

g. Explanatory statement regarding rates and rules con- 
tained in the tariff. 

h. The shipping rules and regulations governing the tariff. 

i. An explicit statement of rates in cents, or in dollars and 
cents, per 100 pounds, per barrel, or other package, per ton, or 
per car, together with the names of places to and from which 
they apply, “all arranged in a simple and systematic manner.” 
When a classification or exception sheet contains rules under 
which certain commodities are classified as taking a percentage 
of a class rate, the class rate tariffs governed by such classifi- 
cation or exception sheet must show specifically the rates ap- 
plicable under the rules. For instance, tariffs governed by the 
Official Classification must show the actual rates applicable to 
articles classified under rules 25 and 26. 

j. The different routes via which the tariff applies may be 
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shown. When a tariff specifies routing, the rates may: not be 
applied via routes not specified. 


Miscellaneous Rules 


4. Miscellaneous rules. 

a. The Commission requires that all tariff publications and 
their supplements must indicate increases in existing rates, 
regulations or classifications by the use of black-faced type, or 
by the use of some uniform symbol, and that reductions be 
indicated by the use of italic type or by the use ef a uniform 
symbol. Explanation of the use of type or symbols must be 
given in the publications. The carriers ordinarily find it more 
convenient to employ certain symbols to indicate changes than 
to use different kinds of type. 

b. When the items in a tariff or supplement are designated 
by item numbers the cancellation of an item must be made 
under the same item number; for example, item 15-A would be 
used to cancel item 15. Whenever a tariff or a rate is canceled; 
the notice of cancellation must indicate what rates will there- 
after apply or where such rates will thereafter be found. 

ec. Cross references from one tariff to another must always 
show the I. C. C. number of the tariff referred to. 

d. Whenever a commodity rate is named on an article be- 
tween specific points, that rate is the lawful rate and the only 
one that may be used, even though a class rate or some com- 
bination may give a lower charge. The naming of a commodity 
rate takes the article of traffic to which it applies out of the 
classification. However, the alternative use of class or com- 
modity rates may be provided for by including in different sec- 
tions of a single tariff such class and commodity rates and by 
placing in each section the specific rule: “If rates in section — 
of this tariff make a lower charge on any shipment than the 
rates in section — of this tariff, the rates in section — will then 
be applied.” 

e. Ordinarily commodity tariffs apply only from known 
points of production to known points of consumption. If the 
rates were made applicable to all intermediate points, it would 
be necessary to post the tariffs at every intermediate point. 
On the other hand, if the tariffs do not provide for the applica- 
tion of rates to intermediate points, they might conflict with 
the “long-and-short-haul” clause of the interstate commerce act 
whenever a class rate or a combination to or from an inter- 
mediate point should exceed the commodity rate to or from a 
more distant point. To relieve the carriers of the difficulty in- 
volved in such a situation and to take from them the burden of 
making their tariffs unnecessarily voluminous, the Commission 
permits the carriers to publish commodity rates applicable from 
known points of production to known points of consumption 
without making provision for rates to intermediate points, but 
requires them to make the following statement on the title page 
of all such tariffs: 

“By the authority of rule 77 of Interstate Commerce Com- 
mission Tariff Circular No. 18-A, this tariff (these rates) is not 
(are not) made applicable from (or to) all intermediate points. 
Upon reasonable request therefor, rates which will not exceed 
those in effect from (or to) more distant points will, under 
authority granted by the Interstate Commerce Commission, be 
established from (or to) any intermediate point hereunder, upon 
one day’s notice to the Commission and to the public.” 

The foregoing rules regarding the publication of tariffs are 
the most important ones of general application. There are a 
number of important special rules applicable to the issuance 
of interline and agency tariffs which will be discussed in con- 
nection with the study of those types of tariffs. 


DUTIES OF A TRAFFIC MANAGER 


The Rider College of Trenton, New Jersey, in conjunction 
with the Traffic Bureau of the Trenton Chamber of Commerce, 
has been for several months conducting a class in traffic man- 
agement for former service men. C. A. Hutchings, assistant 
traffic manager of the traffic bureau of the Chamber of Com- 
merce, recently requested the members of his class to write 
short articles on what they considered the duties of an industrial 
traffic manager. One of the papers, written by George V. O’Sul- 
livan, appealed to Mr. Hutchings as being especially good, in 
view of the short time the student had been studying traffic, 
and he sent it to The Traffic World with the request that it be 
published. It is as follows: 


The duties of a traffic manager are many. First, he is obligated 
to keep himself fit. By that I mean physically as well as mentally, 
for when his body gives way his mind can no longer function properly. 

It is his duty to have a good working knowledge of the laws, rules 
and regulations of the Interstate Commerce Commission, the bill of 
lading conditions, and the general provisions of freight tariffs and 
classifications. It is his duty to study so he can understand the gen- 
eral principles of rate making, from what tariffs to obtain his rates, 
and how to use and interpret the tariffs and classifications. 

The efficient traffic manager, in addition, should obtain thorough 
knowledge of commercial geography, manufacturing costs, and proc- 
esses and trade customs. He must make a survey of the firm’s activ- 
ities from a transportation standpoint and see that the rates applicable 
on his shipment are properly adjusted with relation to rates on other 
articles, and rates on the same articles to and from other points, 
particularly where there is competition with other shippers. 
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The modern «traffic manager must be broad enough and supplied 
with sufficient knowledge to meet with the heads of the other depart- 
ments and discuss intelligently, from all angles, transportation matters 
concerning the business. Thus a traffic manager’s knowledge of ship- 
ping is of vital importance. This is particularly true when questions 
of location of new plants arise. 

The traffic manager should take upon his shoulders the responsi- 
bility of packing and marking articles. Of course, he has a shipper 
to carry out his orders. Packing and marking are important as the 
particular manner in which articles are packed serves to give them 
ratings which are beneficial to the shipper. 

The traffic manager must be prepared to quote, with as little 
delay as possible, the rates to other departments, customers and 
others. He must see that the name of his firm is kept on the mailing 
lists of the railroads and agents so that tariffs and supplements will 
be received as issued. 

The traffic manager should check his freight bills and see that the 
rate, weight and total freight charges are correct. 

One of the most important duties of a traffic manager is the filing 
and prosecution of claims. He must know how to proceed with a case 
before the Interstate Commerce Commission and state commissions. 
He must thoroughly understand his case and prepare the proper evi- 
dence and necessary exihibts for use in handling the case. 

He should be familiar with the routes over which his shipments 
move, and know the proper agents through whom the best results 
can be obtained so that he can locate and trace his goods as quickly 
as possible. 

Last, but not least, a traffic manager must know when his firm is 
discriminated against. By that I mean he must see to it that his firm 
gets the cheapest rates possible—as cheap as his competitor or maybe 
even better. 

The articles should be marked properly so shipments will have 
small chance of going astray. 

Traffic management is growing rapidly as a profession and large 
concerns have acknowledged that it is as important as sales manage- 
ment. Sales management is a profession that takes care of the selling 
of goods while primarily traffic management takes care of the distri- 
bution of goods, it also serves to lower the cost of an article—that is, 
getting a cheaper rate, routing, packing, etc., so as to allow a firm to 
undersell a competitor. 

A traffic manager must aim to ship goods to a customer on time 
and in good condition so he can be kept sold. 

Therefore, traffic management can also be termed as an important 
factor in the selling of goods. One might even be safe to say that 
traffic men must be professors of traffic management. 


STATION AGENTS’ MEETING 


Formal call for the annual meeting of the Freight Station 
Section of the American Railway Association, formerly the 
American Association of Freight Agents, will be sent out from 
Chicago next week. The sessions will be held at the Bellevue- 
Stratford Hotel, Philadelphia, beginning June 20, at 10 a. m.,, 
and will “continue until matters presented for consideration 
have been disposed of.” 

The program for the meeting, besides calling for reports 
from standing and special committees, carries a list of the 
topics on which sectional organizations have prepared papers 
and which will be discussed at the meeting. This list includes 
a number of interesting and far-reaching traffic problems on 
which the sectional committees have been investigating since 
the last annual meeting. They are as follows: 


Detroit topic, Weighing Less Carload Freight. Kansas City topic 
No. 1, Inspection of Equipment Prior to Loading and Carding the Car 
Suitable for Certain Commodities. St. Louis topic No. 2, Transfer of 
Bad Order Cars. Omaha topic, All Bills of Lading and Waybills Cov- 
ering Shipments Consigned ‘‘To Order,” Shall Bear One of the Follow- 
ing Notations as Directed by Shippers: ‘‘Inspection Not Permitted” 
or ‘‘Allow Inspection.’’ Baltimore topic, Payment of Claims by Car- 
riers for Concealed Loss and Damage. Philadelphia topic, Freight 
Claim Prevention. St. Louis topic No. 1, Issuing and Accomplishing 
Bills of Lading. Mobile topic, Concentrated Effort and Reciprocity as 
an Aid to Greater Efficiency. Cleveland topic, The Inclusion of Car- 
load Freight Billed to ‘‘Order’’ in the Definition of Term ‘‘Diversion” 
or ‘‘Reconsignment”’ in the Tariff Governing Reconsignment of Freight. 
New York City topic, Should Not Some Uniform System Be Adopted 
in the Larger Cities Throughout the United States to Prevent Ship- 
ments Being Delivered to Dishonest People by Means of Fraudulent 
Documents or Forged Orders? Chicago topic, The Identification of 
Drivers at Freight Stations. New Orleans tonic No. 2, Handling 
Perishable Freight, Ventilation, Refrigeration. Chicago topic, Proper 
Handling of Perishable Freight Requiring Refrigeration or Ventilation 
in the Summer and Protection from Freezing in Winter. New Orleans 
topic No. 1, Checking Contents of Carload Shipments of Package Freight 
Delivered from Team Track. Milwaukee topic, Checking Cars Loaded 
or Unloaded on Public Team Tracks. Indianapolis topic, Standard by 
Which Proper Analysis of Freight Office and Freight House Operation 
Can Be Analyzed and Compared. Kansas City topic No. 2, Plan of 
Kansas City Over and Short Bureau and Its Operation. Fort Worth 
topic No. 1, ‘‘Hundred Series’’ Loading Scheme. Fort Worth topic 
No. 2, Sealing Packages After Invoicing. 





TRAFFIC LEAGUE MEETINGS 


In response to inquiries, the National Industrial Traffic 
League, in a circular issued this week, announced that “no spe- 
cial meeting of the League is scheduled for the near future.” 
The annual meeting, the circular said, will take place at the 
Commodore Hotel, New York City, November 15 and 16, the 
announcement being made early, according to the circular, in 
“order that members may make plans to avoid conflicting en- 
gagements.” 

With regard to special meetings, the League said that it was 
the policy of the executive committee not to call special meet- 
ings unless something of unusual importance was pending. At 
present, it was pointed out, no such matters exist. The possi- 
bility of a special meeting being required by the Commission’s 
general rate reduction was recognized, however, but the circular 
said that it was probable there would be no general meeting 
before September. 
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Cases Recently Decided by State and Federal Courts 
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LOSS OF OR INJURY TO GOODS 


Allegations Sufficient to Constitute Cause of Action Stated: 
(Court of Appeals of Georgia, Division No. 2.) “A petition, 
in an action of trover, which sets out a description of the prop- 
erty, and its value, title thereto in the plaintiff, possession in 
the defendant, and a refusal to deliver on demand, is good 
against general demurrer.” Bank of Sparta vs. Butts, 1 Ga. App. 


7171 (1), 57 S. E. 1061. (American Ry. Express Co. vs. Willis, 
111 S. E. Rep. 580.) 


Bailee May Maintain Action: 

A bailee may maintain an action of trover. Mitchell vs. 
Georgia, etc., Ry., 111 Ga. 760, 36 S. E. 971, 51 L. R. A. 622. See, 
also, in this connection, Harpes vs. Harpes, 62 Ga. 395.—Ibid. 


Petition in Trover Against One to Whom Goods Delivered by 
Mistake Held Sufficient: 


The petition as amended having described the property, and 
stated its value, and that the plaintiff was a common carrier, and 
that the goods described were regularly received into the pos- 
session of the plaintiff for transportation, and were delivered 
by mistake to the defendant, and that the defendant refused to 
deliver the goods on demand, the court erred in dismissing the 
petition on the ground that it was insufficient.—Ibid. 


Carrier Must Prove Delivery to Consignees or Loss of Goods 
Without Its Default on Proof That Goods Were Loaded Into 
Cars and Transported Over Its Line: 

(Supreme Court of North Carolina.) In seller’s action for 
loss of goods shown by waybill, bill of lading, and wheel report 
to have been loaded into and transported over the carrier’s line, 
it had the burden of showing that goods were delivered to con- 
signees or that failure to deliver was not by its default. (Acme 
Mfg. Co. vs. Tucker & Nobles, et al., 111 S. E. Rep. 525.) 

Carrier Required to Notify Consignees on Arrival of Goods and 
Deliver to Them: 

Carrier, having received goods for transportation, must 


notify consignees on the arrival of the shipment and make de- 
livery to them.—Ibid. 


Carrier Properly Made Party Defendant in Seller’s Action 


Against Buyers Who Denied Having eresines Goods from 
Carrier: 


In seller’s action against buyers for ili shipped and con- 
signed to buyers, but which buyers denied having received from 
carrier, it was proper to make the carrier a party defendant. 
—Ibid. 

Court Erred in Rendering Judgment Without Finding on Material 

Issue: 


In seller’s action against buyers for goods shipped and con- 
signed to buyers in which the carrier was made a party de- 
fendant on buyers’ denial of having received goods from carrier, 
it was error for the court, under C. S. sec. 602, to render a judg- 
ment adverse to seller without passing upon question of whether 
the carrier’s failure to deliver the goods to buyers was without 
default on carrier’s part.—Ibid. 


TELEGRAPHS AND TELEPHONES 


Damages for Error in Business Message Limited to Actual Loss: 

(Circuit Court of Appeals, Ninth Circuit.) A cablegram 
from London to plaintiffs in San Francisco, making an offer for 
a cargo of barley, “including war risk,” was changed in trans- 
mission by defendant telegraph company, so as not to require 
plaintiffs to pay the war risk insurance, and was accepted and 
the barley shipped and paid for. Later plaintiffs were compelled 
to pay the insurance, which amounted to about $7,000, in ac- 
cordance with the terms of the actual offer, and brought suit for 
its recovery. Held, that they were entitled to recover for actual 
damages sustained by reason of the mistake, but that, it being 
admitted that they made a profit on the sale, in the absence of 
evidence that they could have sold for a higher price, no actual 
damages were shown which warranted a recovery. (Hind et 
al. vs. Western Union Telegraph Co., 278 Fed. Rep. 730.) 


DELAY IN TRANSPORTATION OR DELIVERY 


Recovery of Damages from Delay in Transit Allowed Notwith- 
standing Refusal to Pay Transportation Charges: 

(Supreme Court of North Carolina.) An action for damages 
lies against a carrier for delay in transit with resulting injury 
to goods, where the shipment was not abandoned, notwithstand- 
ing plaintiff’s refusal to pay the freight and other charges 
thereon. (W. J. Bradshaw & Co. vs. Boston & Maine R. R. et 
at., 111 S. E. Rep. 515:) 
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CARRIAGE OF LIVE STOCK 


Evidence Held to Create Presumption That Proper Degree of 
Care Was Not Exercised in Transportation of Hog: 
(Supreme Court of South Dakota.) In shipper’s action 

against expréss company for damage to a hog, evidence that the 

hog was delivered to the company in sound and good condition, 
and had received an injury during transportation when not ac- 
companied by shipper such as would not ordinarily have hap- 
pened if the required degree of care had been exercised, held 
to create the presumption that such degree of care was not ex- 
ercised, and to place the burden of proof on the express com- 
pany to show that the proper degree of care was exercised. 

(Bates vs. American Ry Express Co., 187 N. W. Rep. 634.) 

A Requested Instruction Not to Consider a Certain Issue Upon 
Which There Was No Evidence Was Properly Refused: 
(Supreme Court of New Mexico.) A requested instruction 

not to consider a certain issue upon which there was no evidence 

was properly refused, where the instructions given limited re- 
covery to another issue. (Rarey vs. McAdoo, Director-General 

of Railroads, 205 Pac. Rep. 731.) 

It Is Proper to Refuse Instructions Not Applicable: 

A requested instruction not applicable to the case is prop- 
erly refused.—Ibid. 

Evidence of the Condition of Similar Cattle After Leaving Point 
of Shipment Held Relevant as to Negligence as to Shipment 
in Question: 

Evidence of the similarity in condition of cattle of plaintiff 
and those of another owner in the same shipment at a designated 
point, and their dissimilarity after leaving that point, was 
relevant and admissible on the issue of defendant’s negligence 
in handling plaintiff’s cattle at that point.—lIbid. 

Testimony of Weights from Personal Knowledge Is Primary 
Admissible Evidence: 

Testimony as to weights of cattle at destination, based on 
personal knowledge, is primary evidence, and admissible.—Ibid. 
Part of Testimony Contradicted Fact Admitted by the Pleadings 

Properly Excluded: 

A portion of a statement of a witness contradictory of a fact 


admitted by the pleadings was immaterial and properly excluded. 
—Ibid. 





o 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
« * 





REGULATION OF COMMON CARRIERS 


Interstate Commerce Commission’s Findings, Supported by Evi- 
dence, Are Conclusive: 

(District Court, N. D., Ohio, E. D.) The findings of the 
Interstate Commerce Commission are conclusive on the court, 
if supported by substantial evidence.—Village of Hubbard, O., 
vs. United States et al., 278 Fed. Rep. 754. 

Municipality Can Sue to Enjoin Commission’s Order Contra- 
vening Franchise Contract: 

In view of the interstate commerce act, section 13 (Comp. 
St., sec. 8581), permitting municipal corporations to apply by 
petition to the Interstate Commerce Commission for the correc- 
tion of certain forbidden practices, amd conferring on the Com- 
mission authority to institute inquiries, on its own motion, or 
on the petition of any carrier, into any rate or fare made or 
imposed by authority of any state, a municipal corporation, 
which has a franchise contract with a transportation railway 
company fixing the rate or fare, has the right in its corporate 
capacity to bring suit under act Oct. 22, 1913 (Comp. St., sec. 
998), to restrain the enforcement of an order of the Interstate 
Commerce Commission establishing different rates, especially 
where the corporation might, under Gen. Code Ohio, sections 4311, 
4312, be a party to an action to enjoin a violation of the fran- 
chise or to enforce its terms.—lIbid. 


Interstate Commerce Commission Is Not Given Jurisdiction Over 
All Interstate Commerce: 
The interstate commerce act does not, by its terms, confer 
jurisdiction on the Interstate Commerce Commission over all 
interstate carriers or all interstate commerce or traffic.—Ibid. 


Electric Railways Not Subject to Interstate Commerce, Unless 
They Possess Characteristics Specified in Transportation 
Act: 

Under interstate commerce act, sec. 1, as amended by trans- 
portation act of 1920, making the act applicable to carriers en- 
gaged in the interstate transportation of passengers or property 
wholly by railroad, which was the same in that respect as the 
language of the original act, when construed with amended 
section 13 of the act, particularly in view of paragraphs 3 and 4 
thereof and sections 15a and 20a, which are added by sections 
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422 and 439, respectively, of the transportation act of 1920, and 
with title 4, sec. 402, par. 22, title 2, sec. 209, and title 3, sec. 
300, of that act, an electric street or suburban railway. is not 
subject to the Interstate Commerce Commission unless it is 
being operated as part of a general steam railroad system, is 
engaged in the general business of transporting freight in addi- 
tion to its passenger and express business, or does not have, as 
its principal source of operating revenue, urban, suburban, or 
interurban passenger traffic, or sale of power, heat and light, or 
both.—Ibid. 

Electric Interurban Railway Held Not “Operated as Part of 

System of Steam Railroads”: 

An interurban electric railway which had two connections 
with a steam railroad system and received from it cars con- 
taining carload shipments for delivery to points along its line 
from the steam railroad, but was not related in management to 
the latter, or part of its system, was not operated as part of a 
general steam railroad system of transportation.—Ibid. 
Interurban Electric Railway Held Not Engaged in “General 

Transportation of Freight”: 

Proof that an interurban electric railway carried some par- 
cels, designated by the Commission as freight, in less than car- 
load lots, but the receipts for which did not exceed 5 per cent 
of its gross earnings, and the service was more nearly like that 
which is called express than freight traffic, does not show that 
the railroad was engaged in general transportation of freight, in 
addition to its passenger and express business.—Ibid. 








| 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
» 


“Default” in Charter Party Means Failure to Comply with Agree- 
ment to Complete Loading: 

(District Court, D., Massachusetts.) ‘Default,’ as used in 
a charter party in the common form, does not mean “fault,” 
but merely failure to comply with the agreement to complete 
loading in the stipulated time, the only exception being vis major 
or its equivalent—P. Dougherty Co. vs. 2471 Tons of Coal ex 
Barge Annapolis, 278 Fed. Rep. 799. 

Losses Caused by Government Interference Left Where They 

Fall: 

Generally speaking, losses caused by government interfer- 
ence with the performance of charter parties are left where 
they fall, and are not to be transferred from one person to 
another, unless the latter has contracted to take the risk of 
them, or is otherwise obliged to do so.—Ibid. 

Charterer Does Not Warrant that There Will Be No Dentention: 

Charterer does not warrant that there shall be no detention. 
—Ibid. 

Charterer Held Not Liable for Detention Through Government 

Interference: 

A charterer of a ship with a cargo of coal held not liable 
for delay in loading caused by interference of the government, 
preventing the obtaining of a permit to load, though at the time 
of the making of the charter party coal was under government 
control.—Ibid. 


Charterer Held Liable for Delay Caused by Congested Condition 
of Port and Action of Government: 

Where government held up loading of coal for some time, 
and the harbor became ‘congested before the government allowed 
permits to be issued, a charterer of a ship with a cargo of coal 
was liable for demurrage after the permits were issued, though 
the government retained control and determined the order in 
which the vessels should be loaded.—Ibid. 

Owner of Barge Held Entitled to Limit Liability for Loss of 

Cargo: 

(District Court, D., Maryland.) The sinking of a barge 
through the breaking of a corroded iron discharge pipe from 
the toilet held not with the privity of knowledge or through 
the negligence of the owner which precluded it from limiting 
its liability for loss of the cargo, it appearing that the use of 
iron pipes on such barges was usual and not considered danger- 
ous, and that a short time before the sinking the barge had 
been delivered to a repair yard to be overhauled and such re- 
pairs made as found to be required.—Pocomoke Guano Co. vs. 
Eastern Transportation Co. et al., 278 Fed. Rep. 745. 

Implied Warranty of Seaworthiness in Oral Contract of Carriage: 

The implied warranty of seaworthiness of a barge furnished 
on oral request to carry a cargo does not stand in all respects 
on the same footing as an express warranty by the owner, and 
does not preclude him from limitation of liability for loss of 
cargo through unseaworthiness, due to an unknown defect not 
readily discoverable, and the failure to discover which was not 
due to his negligence, but to that of a repair yard employed to 
overhaul and repair the barge.—lIbid. 
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SHIP SUBSIDY LEGISLATION 
The Trafic World’ Washington Bureau 


Chairman Lasker of the Shipping Board said May 19 that 
the board would ask that an amendment be written into the ship 
subsidy bill amending section 28, of the Jones act, so that, in 
the event the Interstate Commerce Commission and the Shipping 
Board concluded that application of the section would be injuri- 
ous to any port or ports, even though adequate shipping facilities 
existed within the meaning of the section, the two bodies could 
suspend the operation of the section as to those ports. Such an 
amendment would give both the Board and the Commission more 
discretion as to the application of the section than is now pos- 
sible, once the board decides that adequate shipping facilities 
exist. 

Hearings on the subsidy bill were concluded May 19. It is 
planned to redraft the bill and introduce it in the’ House the 
week of June 5 and pass it before the middle of’ June. Presi- 
dent Harding is counting on the Senate passing the bill while the 
tariff bill is in conference. 

President Harding and the Republican leaders in Congress 
in charge of the ship subsidy bill hope to see the measure passed 
by the House by the middie of June and passed by the Senate 
while the tariff bill is in conference. 

At the conclusion of the hearings on the bill the joint com- 
mittee decided to get the views of the Department of State as 
to whether or not proposed sections would be in violation of 
treaties with foreign countries. This action was taken on sug- 
gestion of Senator Fletcher, of Florida, who called attention to 
the fact that previous shipping legislation had been found to be 
out of harmony with commercial treaties. 

Section 34 of the Jones’ act, calling for abrogation of treaties 
preventing the United States from imposing discriminating ton- 
nage and customs dues on foreign shipping, was not enforced 
because of the conflict with the terms of the existing commercial 
treaties. 

Chairman Lasker said it was possible that the section relat- 
ing to American flag ships getting 50 per cent of immigration 
to the United States might be eliminated and enacted into law 
in a separate measure in order to permit the House immigra- 
tion committee to retain control of the subject matter. 

At the closing session of the hearings Edgar Wallace, appear- 
ing for the American Federation of Labor, opposed the subsidy 
on the grounds set forth in the resolutions adopted by the execu- 
tive council of the federation. 

The ship subsidy program of the Harding administration was 
indorsed by Charles M. Schwab, former Director-General of the 
Emergency Fleet Corporation, after attending the President’s 
dinner to representatives of the steel industry. He said: 


I am heartily in favor of a ship subsidy. I am heartily in favor 
of the plans recommended by the present Shipping Board and I con- 
gratulate it on the progress it has made in the matter of reorganiza- 
tion. It is essential to the prosperity of this country that we have an 
efficient merchant marine, and in order to obtain one it is absolutely 
necessary that its operators receive government aid. 

I have always been in favor of a ship subsidy and I hope that the 
present Congress will pass the bill now before it. 


SHIPPING BOARD FOREIGN OFFICES 


The Trafic World Washington Bureau 


Americanization of the Shipping Board’s European organiza- 
tion, and a reduction in the cost of maintaining the organization, 
is reported by Joseph E. Sheedy, former European manager 
and now acting vice-president of the Emergency Fleet Corpo- 
ration in charge of operations. 

In October, 1921, when Mr. Sheedy went to London, he said 
there were 589 employes with an annual payroll of $926,000. 
The personnel has been cut to 145 and the payroll to $460,000. 
Twenty-six per cent of the force was Americans last October, 
he said, and now all are Americans, with the exception of three 
interpreters. Continuing, Mr. Sheedy said: 


The cream of the European crganization remains, and as American 
lines become established and either concentrate or open their own 
offices abroad, the men in the European organization of the Board will 
prove of great value. , 

Our whole effort was to build an organization along commercial 
lines, putting in marine superintendents and superintending engineers 
in each district and combining the duties of the port representatives 
with the port engineers, whenever possible, as our work now becomes 
largely a matter of protecting our own vessels. : X 

At the present time the European personnel is devoting its time to 
the elimination of claims, improvement in methods of handling car- 
goes, stowage, etc., and in fact developing a service on a par with the 
best lines of other flags. 

Last October there was a 20 per cent differential against us for 
cargo insurance on nearly all west-bound voyages. This differential 
has been eliminated through the campaign waged with the active 
work of the European personnel and the assistance we received from 
the Home Office in Washington. Today our ships get the same in- 
surance rates as our competitors. ' 

Regarding port facilities we have an appropriated berth at Til- 
bury and one at Surrey Commercial, and within a short time we will 
have an additional berth in the Royal Albert docks, all in London, 
giving us equal facilities with our competitors. At Liverpool we also 
have one berth in the south docks and have just been allocated one in 
the north docks. At Antwerp we are to be assigned a berth in the 
basin, which will meet our requirements. 
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We have all felt that we were not only in Europe for the United 
States Government, but for any ship that flies the American flag. 

On and after January first of this year, the whole European or- 
ganization was running at the rate of $90,000 per year less than the 
London office cost for the previous 12 months. 

Whatever results have been attained, of a successful character, 
have been solely due to the excellent team work of my associates 
while I was European manager, and I am proud of the way they 
jumped in, regardless of effect on their personal fortunes, and built up 
the organization which exists today. 

Every effort has been made to impress upon consignees and ship- 
pers that American ships will always be in the business, and that 
they need have no fear that the service will not be steadily improving. 

The various trade associations in England and on the Continent 
have co-operated with us and have all expressed themselves as 
desirous of American ships remaining in the North Atlantic trade, 
feeling that the competition offered by our ships is the best thing for 
all lines of business. They have not only so expressed themselves, but 
have assisted us with the port authorities to get the same facilities 
as our competitors. 

Damaged cargo claims from 1918 on aggregating hundreds of thou- 
sands of dollars have been adjusted and few now remain. By this 
it is not meant that all have been paid but instead that some action 
has been taken. This removes the principal cause of complaint. about 
Shipping Board services in the past, namely, that those bringing claims 
could not get satisfaction heretofore. Now these same people know 
where they stand. Decision may be favorable or otherwise, but at 
feast they get a decision promptly. ‘ 

We must maintain our regular schedules. Shipping Board vessels 
are the only ones giving regular services today, and these services we 
must by all means continue, to gain success in the future. All our 
ships have shown considerable increase in their share of return busi- 
ness, and by continuing along the lines planned and with continued 
improvemet in our operating personnel we are bound to get results. 
With some assistance to equalize operating costs our people will then 
be in a position to get our fair share of the business. 


MERCHANT FLEET NOW COMPLETE 


The Trafic World Washington Bureau 


“When the Bethlehem Shipbuilding Corporation, Ltd., Spar- 
rows Point, Md., delivered to the Emergency Fleet Corporation, 
to be operated by the Munson Line in South American service, 
the new 535 passenger and cargo steamer, ‘Western World,’ the 
greatest shipbuilding program in the history of nations was 
completed,” the Shipping Board says, in a statement reviewing 
the creation of the war-time merchant fleet of the United States. 

The first vessel turned out was the “North Bend,” a wood 
cargo carrier, turned over to the government May 24, 1917. 
The “Western World” had her trial trip recently. Between the 
first and last vessel turned out, a total of 2,312 vessels were 
constructed, a total of 13,636,711 deadweight tons. 

“Today,” the statement said, “more than one thousand of 
these vessels are laid up, due to the depressing conditions of 
the world’s markets, as well as to the inability of the American 
operator to compete with his foreign competitors from the stand- 
point of expenses.” 

The statement quoted Chairman Lasker in an appeal for 
government aid for the fleet in which he stressed the need for 
co-operation between the interior and the various coasts of the 
country in building up a merchant marine. 


The statement in part follows: 





The vessels built during and after the war consisted of requisi- 
tioned and contract steel, cargo carriers, tankers, refrigerator, trans- 
port, collier and combined passenger and cargo carriers; contract wood 
cargo carriers, barges, tankers, finished hulls and sailing vessels; 
contract composite cargo carriers; contract concrete cargo carriers 
and tankers; steel and wood ocean tugs and steel and wood harbor 
tugs. : 

The building of this gigantic fleet was not confined entirely to the 
United States, Japan constructing 30 steel cargo carriers of 243,290 
d. w. t., and China 4 steel cargo carriers of 40,000 d. w. t. 

The original program called for 3,270 ships of 18,407,276 d. w. t. 
After the armistice all construction was cancelled, thus reducing the 
program by 958 ships of 4,770,565 d. w. t., which represented approxi- 
mately 50 per cent of all vessels that had not reached a degree of com- 
pletion of 85 or 90 per cent, and more than one-half of the vessels 
yet to be launched. , i 

On August 3, 1917, 431 vessels under construction in shipyards 
throughout the United States were requisitioned by the government. 
Thirteen of the number were released, before completion, to former 
owners; 22 were cancelled; and the status of 12 changed from requi- 
tioned to contract vessels, thereby leaving a total of 384 requisitioned 
vessels on the active construction program of the corporation. 

The wood ship program of the corporation had reached a total of 
1017 vessels of various types at the time construction was curtailed. 
Of this number 428 were subsequently cancelled, 474 were completed, 
and 115 partially completed. s " 

. When the Emergency Fleet Corporation adopted the plan of build- 
ing fabricated ships and awarded contracts for a total of 390 vessels, 
representing 2,675,000 d. w. t., doubt was expressed in some quarters 
as to the success of this type of construction, which was a radical 
change from the accepted methods. It was recognized, however, that 
y having the hull steel fabricated at the bridge and structural shops 
throughout the country and then assembled at the shipyards, a con- 
siderable expansion of the shipbuilding industry was possible. 

. Many of these vessels have been in continuous service for a long 
time, and the results show that they have proved equally as service- 
able as others of the fleet, and their utility as cargo carriers has been 
established. The use of standard parts in the construction of these 
vessels has simplified the problem of repairs, whether of a minor 
nature or extensive in scope. ; 

To the Atlantic coast goes the distinction of having turned out 
the greatest number of ships and, the greatest amount of tonnage. On 
this coast were built 848 vessels of 5,625,188 d. w. t. The Pacific coast 
Was second, with 759 vessels of 5,254,150 d. w. t. The Great Lakes dis- 
trict was third, with 479 vessels of 1,625,000 d. w. t. The Gulf was 
fourth, with 192 vessels of 849,100 d. w. t. 

The Philadelphia section is awarded the honors for turning out 

s© Sreatest number of vessels and tonnage, the grand total being 
329 vessels of 2,662,030 d. w. t. 
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San Francisco was second, with a grand total of 241 vessels of 
2,051,500 d. w. t. 

Seattle was third, with 305 vessels of 2,010,350 d. w. t. 

Portland, Oregon, was fourth, with 213 vessels of 1,192,650 d. w. t. 

If all the vessels on the program were placed in a straight line, 
stem to stern, they would extend for a distance of 158 miles, and if 
steaming a mile-and-a-quarter apart would reach from New York to 
Southampton, England. 

The total deadweight tonnage is equal to the carrying capacity of 
388,363 freight cars, loaded 35 tons per car. As there are approxi- 
mately 2,800,000 freight cars in the United States, nearly one-seventh 
of — would be required to equal the carrying capacity of the 
vessels. 

The effect of the shipbuilding program upon our shipping is 
clearly shown in our increased share of the carrying trade of the 
world. In 1914 commodities to the value of $368,359,756 were carried in 
our own ships, representing 9.7 per cent of our water-borne foreign 
trade. In the fiscal year beginning June 20, 1920, this percentage was 
increased to 44.8 per cent, and the value of the imports and exports 
carried in American bottoms amounted to $5,071,905,981. This exceeds 
by far the total value of our water-borne foreign trade in 1914, repre- 
senting $3,785,468,512. An.industry of immense proportions was there- ° 


fore established and can be re-established only by means of govern- 
ment aid. 


CHAMBER OF COMMERCE ACTION 


The Trafic World Washington Bureau 


Among the resolutions adopted by the Chamber of Com- 
merce of the United States at the closing session of its tenth 
annual meeting in Washington were the following, relating to 
the transportation act, the merchant marine, ocean bills of 
lading, and damages by government vessels: 


Transportation Act 


The transportation act of 1920 placed in the interstate commerce 
law enactments which are of high importance, and which were advo- 
cated by the chamber. The interstate commerce act as it now stands 
should not be amended, and none of its basic provisions should be re- 
pealed, until there has been more opportunity for the law to be 
tested by experience under more normal conditions than yet exist. 
Opposition should be continued against proposals for the repeal of such 
basic provigions of the law as confer upon the Interstate Commerce 
Commission power to correct intrastate rates that unreasonably dis- 
criminate against interstate commerce, and give the Commission the 
guidance of a rule for rate-making intended to secure for the public 
adequate transportation facilities and services. 


Ocean Bills of Lading 


The chamber’s interest in bills of lading upon which American com- 
merce moves has been continuous since the chamber’s organization. 
The chamber had a successful part in advocating federal legislation 
which deals with rights and liabilities with respect to bills of lading 
for goods moving in interstate and foreign commerce. Delegates from 
the United States participated in the first general meeting of the In- 
ternational Chamber of Commerce, and were active in securing accept- 
ance of the method of voluntary action among vessel owners and 
shippers in arriving at a clear codification of the rights and liabilities 
which should arise upon bills of lading used for ocean shipments. 
The need of such a codification has been generally recognized, if 
there is to be escape from confusion caused by multiplicity in forms 
of ocean bills of lading, with consequent losses sustained by all 
classes of business interested. This method of voluntary action has 
now been used in formulation of the Hague Rules, 1921. The cham- 
ber endorses these rules as representing a step in advance and asks 
Congress to enact legislation for the Hague Rules with such interpre- 
tations as may be deemed necessary. 


Merchant Marine 


The chamber reiterates its advocacy of an adequate privately 
owned and privately operated merchant marine under the American 
flag as a necessary safeguard for the commercial advancement of the 
United States. To that end the chamber repeats its recommendations 
in favor of the aid from the government which is essential to the 
maintenance of such a merchant marine. It accordingly asks that 
Congress expedite consideration of legislation which has in view the 
accomplishment of these purposes. 


Damages by Government Vessels 


In view of the wide extension of government ownership and opera- 
tion of vessels used for commercial and government purposes, the 
claim of the right of sovereign governments to be exempt from suit 
for damages caused to privately owned property gives rise to great 
hardships which are now imposed upon private individuals. Means for 
the government’s speedy collection of compensation for damages done 
to its vessels by private vessels very properly exist. Corresponding 
means should be provided to allow owners of private property to ob- 
tain the compensation which by every principle of justice becomes due 
to them from the government. There should be action by our gov- 
ernment not only with regard to its own obligation in these respects, 
but also for the purpose of having other governments adopt similar 
principles as to damages caused by their vessels. 


Harding on Merchant Marine 


In an address at the closing session of the convention, Pres- 
ident Harding referred briefly to the administration’s merchant 
marine program. 

“There is no thought of a constructive nature in the mind 
of the administration at the present time which takes rank over 
the desire to establish firmly and successfully a merchant 
marine,” said he. “I do not know of a nation of the world 
that ever maintained eminence in trade unless it was a success- 
ful carrier of trade. Just now the American republic finds itself 
in an unusual condition. Under the critical conditions of the 
war we built ships and ships and ships. Peace came and found 
us the owners of probably the second largest tonnage in the 
world, and we found the government in business. So we are 
asking Congress to give us a merchant marine law under which 
we hope to get the government out of business and under which 
we hope to put America in a position of eminence on the seas.” 

Frank C. Munson, president of the Munson Steamship Line, 








THE TRAFFIC WORLD Vol. XXIX, No. 21 


‘OA 
KANSAS CITY 
MISSOURI ST.LOUIS 


5 


y 
NS 


ORY ROGERS 
ULSABENTONVILLERS 


DENISON & 
SHER MANA » PARIS BHOPE 


FORT WORTH EOP Dallas 


DUBLIN 
b/ BROWNWOOD 


* 2x UK CU )hC6DS 


O 
MENARD 


———_—— men eee we ee, ee 


ao 


A 





May 27, 1922 THE TRAFFIC WORLD 


Freight Thru Friscoland! 


5256 miles of Frisco Lines make possible expedi- 
tious freight service to all points in Friscoland, 
that vast region consisting of the fastest develop- 
ing parts of eight great states. 


Red Ball Freight Service 


‘*Special Delivery’’ freight service for perishable merchandise, 
livestock, and emergency shipments, is provided by Red Ball 
Freight Service which has preference over all other freight 
movements. An efficient checking system enables you to 
keep in touch with your shipment enroute. Further informa- 
tion may be obtained from any Frisco Agent or Freight 
Department representative. 


“Frisco Freight gets there qui i 


S. S. Butler bere Geo. F. Macgregor 
Freight Traffic Manager ose General Freight Agent 
Saint Louis Saint Louis 
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speaking on the merchant marine from the standpoint of the 
ship operator, said he believed the government could dispose 
of its tonnage within two years after the enactment of the ship 
subsidy bill. He asserted that private operation and ownership 
should be stimulated by every means possible. He discussed 
the need of a subsidy because of the higher operating costs on 
American ships. 

J. L. Ackerson, vice-president of the Merchant Shipbuilding 
Company, discussed the merchant marine from the point of view 
of the shipbuilder. He did not believe that world shipping con- 
ditions would return to its “past war normal proportions” for 
from three to five years. He believed that in that period, how- 
ever, there would be an increasing demand for ships and that 
increased shipbuilding would result. 

“In sum,” said he, “the prospects of American shipbuilding 
in the immediate future are not bright. When viewed, however, 
over a longer period, say, of from three to five years, they 
appear brighter than in any normal period since the Civil War.” 


REPEAL SECTION 28 


The executive committee of the Texas Chamber of Commerce 
has adopted the following: 

Whereas, Section No. 28 of the Shipping Act, otherwise known 
as the Jones bill, would place a penalty upon commerce moving in 
bottoms not sailing under the American flag or registry, if and when 
this law takes effect, in that it would prohibit the application of rail 
transportation rates less than the local or domestic rates to or from 
the ports of the United States on commerce transported in vessels 
sailing other than the American flag, while permitting the application 
of lower or export rates to commerce transported in bottoms of 
American registry, and 

Whereas, Such lower, or export and import rates, are frequently 
vitally necessary to enable our manufacturers and shippers to compete 
with those of other nations in the markets of the world and thus 
materially contribute to the prosperity of the United States and its 
citizens, and 

Whereas, While we believe that ships under the American flag 
should be utilized wherever possible to do so without imposing a 
burden on our commerce, to our detriment and to advantage of the 
commerce of other nations, we do not believe the American Merchant 
Marine at this time is such as to afford adequate facilities for the 
free, full and unrestricted movement of commerce so necessary to 
the proper development of our foreign trade, and 

Whereas, Under such conditions we believe the penalty sought to 
be imposed upon the ships of other nations making our ports would 
react unfavorably against our trade with the countries affected 
thereby, which situation should not be brought about, and 

Whereas, So long as this section is a part of the law it will con- 
tinue to create confusion and uncertainty, unless the law should be 
made effective through refusal of the Shipping Board to make certi- 
fication, as provided, to the Interstate Commerce Commission, all of 
which creates a condition destructive to our foreign trade interests, 

Now, Therefore, Be It Resolved, By the Texas Chamber of Com- 
merce, that the best interests of the country demand a stable 
situation to govern the handling of our international commerce, and 
which situation cannot exist cr be brought about under the terms of 
this section, and. therefore, Section No. 28 should be repealed. 


SOUTHERN PACIFIC RATE REDUCTIONS 


Instructions to reduce the rates on 183 schedule C commodi- 
ties, from New York piers, via the Southern Pacific rail and 
water lines, to defined transcontinental territory, are contained 
in a letter written to R. H. Countiss, agent, Transcontinental 
Freight Bureau, by L. J. Spence, director of traffic, Southern 
Pacific Company, and made public by the bureau, May 22. The 
letter comes as a confirmation of the statement made by F. H. 
Plaisted, assistant director of traffic, Southern Pacific, at the 
hearing on I. and S. 1511, held in Chicago in April (see Traffic 
World, April 22, p. 877). That case involved the proposal to 
reduce the rates on nine specified commodities from New York 
to Southern Pacific destinations in the West to the basis of 
the group D rates, thus placing them on a parity with the rates 
from Chicago to the same destination territory. At the hearing 
Mr. Plaisted admitted that the nine items contained in the sus- 
pended supplement were only the “entering wedge” of a de- 
termined effort on the part of the Southern Pacific to capture 
some of the tonnage alleged to be moving via the Canal. He 
said that like reductions would be attempted on all schedule C 
commodities susceptible to water competition. 

Mr. Spence’s letter, which was published by the bureau as 
rate advice No. 1019, says: 





We find the commodities listed below moving in substantial vol- 
ume from seaboard territory to Pacific coast via canal. d . 

In the next supplement to Transcontinental Westbound_California 
tariff you will please establish Group D rates from New York piers 
via Southern Pacific-Atlantic Steamship Lines, Galveston and Southern 
Pacific rail lines to California terminals, and to other points now 
taking the same rates as maximum on the following items (the 
commodities shown are all in carloads): 

Agricultural implements, classified Class A; binders, etc.; blowers, 
etc.; engines, traction, etc.; agricultural implements, hand; asbestos 
and insulating material; bags and bagging; bags, cotton; bags, cement; 
baking powder; saleratus: brass, bronze or copper goods; bed parts 
(brass, iron or steel); tubes, brass; carpets and rugs; matting and 
mats; clay; foundry facings; tile and brick; clothing, oil skin; rubber 
rings: rubber clothing; clothes pins; wooden bathtub rims, etc. wash- 
boards, woodenware; chocolate, etc.; cocoa beans; coffee, roasted; cool- 
ing room material; refrigerators; dressing or blacking; drugs; licorice; 
magnesium; malted milk; potash, chlorate of; cotton, darning, etc.; 
batteries, electric, etc.; cells, dry battery; pole line material; fish, 
dried, etc.; foods (animal or poultry), etc.; dates, figs, etc.; bottles, 
glass, etc.; glassware; glass, rough rolled, etc.; glass, window; axle 
grease; oil, petroleum, etc.; grind stones; slate, roofing; hinges and 
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pulleys; butts and hinges; boilers, range; boilers, sectional; boilers and 
radiators; furnaces; radiators; radiators and boilers; stoves, etc.; 
stoves, gas, etc.; stove pipe; stove furniture; stove pipe, nested; belt- 
ing, etc.; steam heating apparatus; ink and mucilage; architectural 
iron or steel; doors, steel, rolling, etc.; fencing, iron; hydrants, fire 
plugs, etc.; siphons; sad irons; anchors; wire cloth; fencing; balls, 
crushing or grinding; castings and forgings; bar iron, etc.; bands, rods, 
etc.; bands, shingle; rods, wire; wire lathing; structural iron; chain; 
billets and blooms; bolts, nuts, etc.; horse shoes; ceiling and roofing; 
corrugated iron; crowbars, etc.; saws, etc.; coils, pipe; conduits, iron; 
conductor pipe, etc.; pipe, wrought iron; pipe, cast iron; pipe fittings; 
tubing; iron plate and sheet; ship plates; iron, sheet, etc.; iron plan- 
ished; nails and wire; spikes, ship and boat; nails, horseshoe; shaft- 
ing, plain; creamery machinery; machinery taking Class A; machinery, 
sugar making; cams, dies, shoes, etc.; crushers, etc.; washing 
machines; sucker rods; pumps; vault furniture; iron safes; leather, 
artificial; lye (concentrated); soap, etc.; macaroni, etc.; marline and 
oakum; meters, water; pianos, organs, etc.; pianos; nuts, edible; oil- 
cloth (other than floor); oil, cottonseed, etc.; oil, linseed; oils, lubricat- 
ing; books, wrapping paper, etc.; books, blank, etc.; paper bags and 
wrapping paper; wrapping paper, glazed, etc.; boxes, pulpboard; boxes, 
strawboard, etc.; building paper, etc.; board, straw or chip; straw- 
board, etc.; paper towels, etc.; paper, blotting, toilet, book, etc.; paper, 
toilet and toweling; paper labels; wallpaper; tablets, etc.; aper, book 
and news; sizing; pickles and table sauces; tubs, cement, etc.; tubs, 
earthenware, etc.; tubs, iron or steel, etc.; laundry tubs, etc.; cyanide; 
earthenware and stoneware; car material; car and switch materials; air 
brake equipment, etc.; brake shoes; car wheels; roofing, prepared; rub- 
ber boots and shoes; scales, etc.; seeds; sewing machines; shot; 
starch; syrup; glucose; talking machines and records; stamped ware, 
etc. ; rubber tires, solid; toys; waste cotton, etc.; cable, copper, etc.: 
wire rope and cable; wooden dishes; rails; fastenings. 

_ Routing is to be confined to Southern Pacific Co.-Atlantic Steam- 
ship Lines and Southern Pacific rail lines via Galveston or New 
Orleans, except rates may also be applied, if those lines are agreeable 
thereto, via California junctions to points on A. T. & S. F., Western 
Pacific and Union Pacific System lines in California. 

These rates should be applied to destinations on the Southern 
Pacific and subsidiary lines, which include Arizona Eastern, Pacific 
Electric, Visalia Electric and Peninsular Ry., also to points on the 
Northwestern Pacific if A. T. & S. F. agreeable. 

The following items are shown in Westbound Tariff 1T, carrying 
rates from Group D and west and no through rates from points east 
of Group D: Barytes, roofing tile, stone (artificial), earthenware and 
stoneware. 

_ Group_D rates should be applied on these items from New York 
piers via Southern Pacific Co.-Atlantic Steamship Lines. 


+ oa following are typical examples of the reductions pro- 
posed: 


Group A rates Group D rates 


; ' in effect. proposed. 

Agricultural implements, Class A.............e. $3.08% $2.6614 
enORUNS NCEE © NIE, oc acieve.a vreievnce.d:a)0 4 sb ew Wibeieiwiore eo sikeis 2.6614 2.33% 
EN Soo ars lou ago cis asd oron into oul ceaeuien 3.0814 2.751% 
NINE SIN asic la 5. duis. olleve coins @ieleieia 6 urtaisikmea 1.92 1.58% 
PAGCC, WOO AOE HOWE 66566656000 dccawesececrs 1.831% 1.50 
ERGs GMC TASCOHINIES..... ..o0 ces ccccceccsccee (ton) 41.06% 33.60 


I. and S. 1511 is set for argument before the Commission at 
Washington, in connection with the argument on the transconti- 
nental cases of 1922, June 1 and 2. At the offices of the bureau 
it was said that the reductions ‘would be published “as soon as 
practicable.” It may well be, however, that it will be impos- 
sible to do so before the Commission rules on the I. and S. 
proceedings. In that case, whatever action the Commission 
takes will, of course, govern the course to be followed with the 
additional items. 


SHIPPING BOARD APPOINTMENTS 


The terms of Commissioners Meyer Lissner and W. S. Ben- 
son, of the Shipping Board, who were appointed by President 
Harding for terms of one year each, expire June 13. So far no 
candidates for the places have appeared, and it is understood 
reappointment would be acceptable to both. Mr. Lissner is a 
Republican and represents the Pacific coast, his home being in 
Los Angeles. Admiral Benson was appointed as a Democrat 
from Georgia. 


SMYTH AND ARON RESIGN 


Announcement was made this week by Nathan A. Smyth, 
general counsel of the Shipping Board Emergency Fleet Corpora- 
tion, that he had resigned, effective June 1. Announcement also 
was made of the resignation of H. G. Aron, special counsel in 
receivership matters. Both attorneys will be members of the 
firm of Lee, Smyth, Aron and Wise of New York City. 


SUSPENDED TARIFFS WITHDRAWN 


Representatives of the Frisco lines appeared at the hear- 
ing on I. and S. 1550, diversion and reconsignment regulations 
at stations on the St. L.-S. F., before Examiner T. John Butler 
in Chicago, May 26, and agreed to withdraw the objectionable 
tariffs, which contained regulations regarding shipments of 
watermelons that were displeasing to shippers. It was stipu- 
lated that, should the carriers neglect to make formal applica- 
tion for withdrawal to the Commission within 15 days, the 
Commission might cancel the tariffs. 


MAP OF FRISCO LINES 


The St. Louis & San Francisco Railroad announces that 
shippers may obtain, free, either wall maps or desk maps of 
Frisco Lines by application to Geo. F. Macgregor, General 
Freight Agent, St. Louis, Mo. 
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THE TRAFFIC WORLD 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


COAL DIVISIONS TO L. & N. 


Editor The Traffic World: 

The article headed “Coal Divisions to L. & N.,” appearing 
on page 1012 of your issue of May 6, 1922, contains the follow- 
ing statement: 





The shippers who forwarded their coal on rates increased only 
3314 per cent cannot be made to pay the higher rates the Louisville 
& Nashville says the Commission intended it to have, but its applica- 
tion suggests the railroads north of the Ohio can be made to pay the 
increased divisions, if the Commission will issue the necessary order. 


Such is not the purpose of the petition which the Louisville 
& Nashville has filed against the Michigan lines. 

The controversy is simply this: From August 26, 1920, to 
March 2, 1921, inclusive, the L. & N.’s rates to Michigan points 
and other northern territory carried only a 3344 per cent in- 
crease. The purpose of the petition is to require the Michigan 
lines, on business moving during that period, to accept a 334% 
per cent increase in their August 25 proportions. 

Effective March 3, 1921, under authority of the Commission 
in I. and S. Docket No. 1214, our rates were revised on basis 
of a 40 per cent increase over the August 25, 1920 figures. The 
petition contemplates that from and after March 8, 1921, the 
Michigan lines shall be compelled to accept a 40 per cent in- 
crease in their August 25, 1920, proportions. 

As I understand the position of the Michigan lines, they 
would receive considerably more than their August 25 propor- 
tions plus 40 per cent, regardless of the percentage rate of 
increase applied to the through rates. 

The Chesapeake & Ohio, Norfolk & Western, and Baltimore 
& Ohio railroads have filed a similar complaint against the 
Michigan lines, insisting that they be required to accept a 40 
per cent increase from and after August 26, 1920, on which date 
the through rates of those lines were increased by the same 
percentage. 


In principle, there is no difference between the contentions | 


of the Louisville & Nashville and the Chesapeake & Ohio, Nor- 
folk & Western, and Baltimore & Ohio railroads. All that these 
roads are asking is that the Michigan lines shall not be allowed 
a greater percentage of increase in their August 25 proportions 
than was applied to the total rates. 
J. M. Dewberry, General Coal & Coke Agent, 
i, & N. H.R. Co. 
Louisville, Ky., May 18, 1922. ~ 


PROMPT PAYMENT OF CLAIMS 


Editor The Traffic World: 

The writer has read with interest articles written by various 
traffic managers regarding the prompt payment of claims, and 
would like to mention that the service given us by the New 
York Central and New York, Ontario & Western railroads has 
been worthy of considerable praise. In only two cases do I 
remember where claims filed with these railroads have been 
held more than 30 days, and nine out of ten have been paid 
within ten to fifteen days. 

Referring to Mr. J. A. Schroeder’s article in your publica- 
tion of May 20, I agree with him that if the claimant is endeav- 
oring to put something over on the railroad company his claims 
undoubtedly will be held up for considerable examination, 
whereas, if the claimant files perfect, legitimate and honest 
Claims with the railroad (and they know) he will find that the 
railroads will make prompt payments. 

Atterbury & McKelvey, 
Thomas Dudley, Traffic Manager. 
New York, N. Y., May 22, 1922. 


STOCK YARDS CO. INITIAL CARRIER 


Editor The Traffic World: 

We are interested in inviting the attention of railroad law- 
yers and shippers to the decision of the supreme court of Ne- 
braska in the case of Mayhall & Neible vs. Union Stock Yards 
Company to be the initial carrier under the Carmack amendment. 
reported in 184 North Western, page 326, which is now pending 
on an appeal from the supreme court of Nebraska to the su- 
Preme court of the United States. 

No one has noticed that this opinion holds the Stock Yards 

ompany to the initial carrier under the Carmack amendment. 
The effect on the transportation system of the country is extra- 














ordinary. The case is almost without precedent in the reports. 
The Stock Yards Company does nothing more than local switch- 
ing between the railroad freight yards and the unloading pens 
at the stock yards. It issues no bills of lading and is paid for 
its service by the trunk line carrier. Nevertheless, the supreme 
court of Nebraska holds that it is the initial carrier and subject 
to all penalties. If this decision is to become the law, it frees 
all the trunk line carriers from their liability as initial carrier 
for all property which is first handled by terminal switching car- 
riers, and, on the other hand, it imposes on all terminal switch- 
ing carriers the heavy burdens created by the Carmack amend- 
ment. The supreme court of Nebraska does not give any reasons 
in its opinion, and for this reason, probably, annotators have 
overlooked it. But the issue was squarely presented to them and 
the judgment was that the Stock Yards Company was liable as 
initial carrier under the Carmack amendment without proof of 
negligence, so that the law is established so far as the state of 
Nebraska is concerned. 


Omaha, Neb., May 18, 1922. Dana VanDusen. 


SIMPLIFICATION OF TARIFFS 


Editor The Traffic World: 

Just why should commercial traffic managers worry because 
tariffs are complicated? Specializing in one or a few commodi- 
ties, we have all the advantage when arguments arise. The 
more complicated the tariffs the more difficult it is for billing 
clerks, revising clerks, overcharge claim clerks, and even traffic 
Officials, to stay right. And, by the same token, the easier it is 
for us to put across our own interpretations. 

Complicated tariffs supply the fun, Their simplification 
would lose for us our zest, our interest, and finally our jobs. 

Who wants more entertaining reading than to be found in 
such tariffs as Southwestern Lines’ Series 15 and 45? To me 
they are as the classics, never palling. And I compare them 
favorably with Wells’ Outline of History. 

N. C. & St. L. and N. & W. lumber tariffs have been criti- 
cized because they show only the factors to and beyond the gate- 
ways. If reissued to show the specific through rate in each in- 
stance both the origin and destination station, instead of be- 
ing shown once, must be repeated many times. Will the lay 
shipper, with this greatly increased tariff bulk, find it any easier 
to extract the rate? ‘Will the added expense be commensurate 
with the added benefit to the shipping public? 

There is no objection to tariff simplification, providing al- 
ways that the additional expense is kept within the proper ratio 
of increased public benefit. Many tariffs are quite unnecessarily 
involved but I believe anyone who has had actual experience 
in tariff compilation will hesitate to condemn them. I suspect 
the criticism comes from those who have not had such experi- 
ence. Certainly, I have not seen any constructive or helpful 
criticism. 

At the top of a list of agency publications showing progress 
in simplification combined with economy of space I should place 
Speiden’s issues. His tariffs 130 and 131 may well serve as 
models for all tariffs of similar scope. At the top of such a 
list of individual publications I should place the criticized N. C. 
& St. L. and N. & W. issues. Meanwhile, I think nothing will 
come of the bottle-fed tendency and effort to revolutionize rad- 
ically existing methods of stating rates. 


Augusta, Ga., May 18, 1922. E. W. Matthews. 


MISQUOTATION OF RATES 

Editor The Traffic World: . 

I have read with interest the article appearing in issues of 
May 13 written by Edward P. Byars and fail to determine the 
basis for his argument that the passage of the proposed bill. with 
reference to this subject, would be dangerous to industrial 
competition. : 

Assuming, as Mr. Byars states, that a manufacturer: who has 
received a written rate quotation is successful in his bid against 
a competitor, it does not necessarily follow that his success is 
attributed to his rate quotation. It is more than probable that 
his cost of production and other expenses are lower than his com- 
petitor, and, therefore, the slight variation in the freight rate in 
the event that it is erroneous, would not materially affect his bid, 
even if the rate quoted is higher than the published legal rate, 
This argument is, in my opinion, purely a matter of conjecture, 
the point at issue being that under the present provision of the 
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act to regulate commerce, the shipper is compelled to assume a 
deficit which has accrued on account of carriers’ error, which is, 
in some cases, not discovered until two or three months later and, 
incidentally, after settlement has been effected between the ship- 
per and his customer. 

I admitted in one of my previous comments on this subject 
that it was a complex situation, but still adhere to my contention 
that a rate quotation in writing should be acceped as a bona fide 
contract for transportation services rendered, and that, where ab- 
solute proof is submitted where the shipper would suffer loss, 
there should be some provision made for the carrier to assume 
the deficit resulting from his own error. 

B. Scrivener, 
Acheson Graphite Company. 
Niagara Falls, N. Y., May 22, 1922. 





Editor The Traffic World: 

A number of articles have appeared recently under the 
caption of “Misquotation of Rates,” and opinions seemed to be 
equally divided; however, the ones that are pressing the issue 
to have a law enacted to impose a fine on the carriers, or the 
rate clerks, have not considered the fact that there are any 
number of instances where there is no through rate from 
points of origin to destinations; therefore, the cheapest com- 
bination is applicable. I have in mind a point in this state 
where there are no through rates on cotton to New Orleans, La., 
but there are three combination rates available, each one dif- 
ferent from the other—that is to say, three separate rates, and 
the cheapest of the three rates is a triple combination. Sup- 
pose the carriers were called on for a rate between the points 
mentioned above, and the rate clerk making the quotation 
should overlook this triple combination, which I might state 
is a difficult one; should he or the carriers be subjected to a 
heavy fine? 

The remedy seems to lie with the carriers to work out 
some plan whereby freight tariffs can be simplified and con- 
densed. I think any number of traffic men will agree with me 
when I say that the man that is conversant with freight rates 
today is dead, and buried. 

J. R. Burch, Traffic Manager, 
Latham-Bradshaw Cotton Co. 
Greensboro, N. C., May 23, 1922. 


SELF-CLASSIFYING BILL OF LADING 


Editor The Traffic World: 

For the purpose of assisting billing clerks in freight offices, 
obtaining proper classification, preventing overcharges, saving 
time, and in the interest of general efficiency, I have designed 
and put into use a modification of the standard bill of lading 
form, applying to our own business. This printed form shows 
a list of the articles usually shipped daily from our house. Be- 
sides being properly described, in accordance with the classifica- 
tion, the articles are grouped by classes, the groups being sep- 
arated by a black line. Each group carries an appropriate head- 
ing. When the shipping order is accepted by the checker at the 
freight house door, he weighs the freight and enters the weights 
in the appropriate space, and when this shipping order reaches 
the bill clerk, the items are not only legible but properly clas- 
sified and the weights are properly grouped, so that all that is 
necessary is to make the extensions. 

J. M. Ford, Traffic Manager, 
Blake, Moffitt & Towne. 
Los Angeles, Cal., May 18, 1922. 





Personal Notes 


W. J. Meagher has been appointed general agent for the 
Great Lakes Transit Corporation, at Buffalo, N. Y. 

The directors of the Minneapolis, St. Paul & S. Ste. Marie 
have elected the following officers: Chairman, Edmund Pen- 
nington; president, G. R. Huntington; vice-president, G. W. 
Webster. 

B. C. Graves has been appointed superintendent of car 
service for the Union Tank Car Company at New York. P. F. 
Finnegan, vice-president in charge of the car service depart- 
ment, has resigned on account of ill health. 

E. P. Jones has been appointed traffic representative for 
the Wheeling & Lake Erie, at Pittsburgh, Pa. 

W. Ray Wilson has been appointed commercial agent for 
the Gulf Coast Lines, at Pittsburgh, succeeding L. B. Williams, 
who resigned. Mr. Wilson is succeeded as traveling freight 
agent at Chicago by W. R. Butler. W. E. Hines has also been 
appointed traveling freight agent at Chicago. 

The following appointments have been announced by the 
Northern Pacific: W. D. Pearce, general manager of the Walla 
Walla Railway, succeeding C. S. Walters, who resigned; J. F. 
Fox, assistant general immigration agent, at St. Paul; W. W. 
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Berry, inspector of passenger train service, at St. Paul; J. A. 
Mercer, trainmaster, Livingston, Mont.; Otto F. Ohlson, assist- 
ant superintendent, Billings, Mont. 


DOINGS OF THE TRAFFIC CLUBS 


; The York, Pennsylvania, Traffic Club gave a May party and 
chicken dinner at Ye Old Valley Inn, May 25. C. W. A. Rochow, 
attorney, was the speaker. 





H. W. Brundage, president of the Railroad Commission of 
California, will address the next meeting of the Pacific Traffic As- 
sociation, to be held May 31, at the Chamber of Commerce, San 
Francisco, on “Conflicting Regulations of the State Commissions 
and the Interstate Commerce Commission.” F. W. Gomph, 
agent, a Freight Tariff Bureau, will speak on “Construction 
of Tariffs.” 





The Los Angeles Transportation Club, although only a year 
and a half old, already has 350 members. The club recently 
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W. J. L. BANHAM of New York 
President of the Associated Traffic Clubs of America 


opened permanent quarters in the Stowell Hotel and it ‘is re 
ported that the daily luncheon attendance is about 100. 





The next meeting of the Traffic Club of the Jamestown, N. Y., 
Chamber of Commerce, will be held at Lakewood Inn, Lakewood, 
N. Y. Motion pictures of the operation of the Canadian Pacific 
Railway will be shown. At the meeting held in the Eagle Temple, 
Jamestown, May 17, A. C. Davis, spoke on “The New Era in 
American Railroad Operations and the Transportation Act of 
1920.” 





In addition to the address of J. G. Walber, executive secre- 
tary of the bureau of information of the eastern railways, oD 
“Some Aspects of the Railroad Labor Problem,” the Traffic Club 
of New York was entertained by a radio program, at the meeting 
held at the Waldorf-Astoria, May 26. 


Cc. C. C. & ST. L. GUARANTEES BONDS 

The Commission has granted authority to the Cleveland, 
Cincinnati, Chicago & St. Louis Railway Company to assume 
obligation and liability as guarantor in respect of the payment 
of principal and interest of $2,118,000 of first mortgage 4% per 
cent bonds of the Evansville, Mt. Carmel & Northern Railway 
Company, said bonds to be used for acquiring certain securities 
issued by the Peoria & Eastern Railway Company. 
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May 27, 1922 


PROGRAM FOR SOUTHEASTERN CASE 


The Trafic World Washington Bureau 


The Commission, May 26, definitely announced a program 
for the southeastern class rate investigation. Cross-examination 
of carrier witnesses will begin at Atlanta July 16 and hearings 
will be held in Atlanta, Asheville, New Orleans, Chicago and 
New York not prior to September 1 for evidence other than by 
carriers. Shippers are expected to advise the Commission as to 
the probable amount of time they will need and as to whether 
they will desire to present evidence as to inter-territorial or 
jntra-territorial rates at one time. 

At the same time the Commission announced, in I. and S. 
1563, the suspension, from June 1 to September 29, of Glenn’s 
tariffs, making substantial increases in rates in livestock to, 
from and between points in the Southeast. 


SOUTHEASTERN CLASS RATE INQUIRY 


(By a staff correspondent at Atlanta, Ga.) 


One of the most important cases ever inaugurated by the 
Commission—the Southeastern class rate investigation—was put 
on hearing at Atlanta, Ga., May 22, before Commissioner East- 
man and Examiner H. J. Wagner, representing the Interstate 
Commerce Commission and Commissioner Perry, of the Georgia 
body, president of the southeastern state commissioners; Com- 
missioner Forward of Virginia;: Commissioner Maxwell of North 
Carolina; Commissioner Burr of Florida, and Commissioner Pat- 
terson, of Tennessee. 

In opening the hearing, Commissioner Eastman announced, 
among other things, that Chairman McChord had planned to at- 
tend the opening days of the hearing in Atlanta, which, accord- 
ing to the schedule announced from Washington, is to continue 
until June 20, at least, with witnesses for the railroads occupying 
the time until that day with their direct testimony. 


Whether cross examination of the railroad witnesses would 
take place immediately following the conclusion of that program 
was one of the questions that could not be answered when the 
hearing was begun. Commissioner Eastman said that would be 
one of the points for discussion while the representatives of ship- 
pers, who attended the opening session in hundreds, were still 
in Atlanta. It was the hope of the railroad attorneys and wit- 
nesses that the cross examination of the latter would follow im- 
mediately on the conclusion of their direct statement. 


“T hope my cross examination will be begun June 21, so that 
if there is anything that can be squeezed out of me that I have 
not squeezed out myself, the squeezing wil take place then,” said 
D. M. Goodwyn of the Louisville & Nashville, the first witness 
of the hearing. Shippers, at that time, were inclined to the 
view that the squeezing of the railroad witnesses should be de- 
ferred to a more ccnvenient and more pleasant time—say until 
the hearing in Asheville, N. C.—so that the participants might 
not be so warm as they thought they might be in Atlanta the 
latter part of June. 


When the hearing was begun there was no reason to expect 
any variation from the program for the railroad witnesses, an- 
nounced from the office of Commissioner Eastman and published 
in The Traffic World. That program provided for the consump- 
tion of the first two days by Mr. Goodwyn and Charles H. Bar- 
ham, the latter general freight agent of the Nashville, Chatta- 
nooga & St. Louis, and almost as well known in traffic matters in 
the southeast as Mr. Goodwyn. 


Although much time is to be devoted to the marshalling of 
facts and arguments, the proposal respecting the southeastern 
class rates, in its essentials is comparatively simple. It is that 
the remaining vestige of the old basing-point system shall be 
wiped out. As a substitute therefor, the proposal is to substi- 
tute a scale based on, but not unyieldingly governed by, mileage. 
That would mean the destruction of the Ohio River as a divid- 
ing line between Central Freight Association territory and the 
southeast and the making of rates from New England and Trunk 
Line territory without insistence on either Baltimore or the Vir- 


— cities as the border points between the north and the south- 
east, 





_ But the scale would be based on rates frem the present divid- 
ing lines, the $1.60 first class rate from the Ohio River to At- 
lanta, prescribed in I. and S. 1261, and $1.45 from Birmingham 
to Louisville. That would make a rate of $2.10 from Chicago 
to Atlanta and a like rate from New York to Atlanta. In other 
Words, it is to make the New York-Atlanta and the Chicago-At- 
lanta rates, which would be equal, the yard sticks to measure 
Teasonable rates intra-territorial in the southeast. Thereby, 
that part of the country would be put on a basis, nominally, at 
least, akin to Central Freight Association territory by the use 
of the New York-Chicago rate as the unit of measurement for 
all points between. The New York-Atlanta rate would not be 
the absolute measure, any more than the New York-Chicago rate 
is the common denominator for everything in Central territory. 
In fact, the New York-Atlanta rate probably, at first, would have 
More exceptions to it than the New York-Chicago rate. The ob- 
Ject, however, is to provide a yardstick based on the carrier 
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competition from those northern cities to the pivotal transpor- 
tation point in the southeast. 

Just as great as the primary object, if not greater than it, 
is that of having the measure apply state as well as interstate. 
In its essential aspects the general plan had been laid before the 
Alabama, Georgia, and Tennessee commissions before the federal 


body took up the subject. It was laid before them because they, 
in 1921, issued citations to the railroads to show cause why the 
commissions of those states should not proceed to prescribe just 
and reasonable rates within their jurisdictions. But Messrs. 
Goodwyn and Barham said the proposal would have been made to 
the state commissions even if the latter had not issued their 
citations. As summed up by Mr. Goodwyn the object was: 


1. To make mileage fundamental in the new plan of intra-terri- 
torial rates, not so rigid, however, as to provide the same number of 
cents per mile for every mile in the territory. Such a plan they think 
would be unworkable. 

2. To have fixed and definite percentage relationships in every 
case and in order to do that, they would propose change in the 
relationships of Classes A and B prescribed by the Commission in its 
report on I. and S. 1261. 

3. To have the same class rates in both directions. 

4. To have a general observance of the principle of the fourth 
section. There would be some technical violations, due to a contin- 
uance of long-established group relationships, intra-territorial, which 
might have some slight reflex in the inter-territorial rates. 


While C. J. Rixey, who presented Mr. Goodwyn as the wit- 
ness to speak generally for the southeastern carriers, did not ° 
limit the scope of his witness’s testimony, Henry Thurtell, who 
presented Mr. Barham, brought out the fact that the Illinois 
Central was not a party to the proposal because most of its mile- 
age was in Mississippi Valley territory and not in the southeast. 
Nor were the short lines parties, because, Mr. Barham said, 
theirs is a problem peculiar to themselves and not to the so- 
called standard lines. The Illinois Central, however, was to pre- 
sent a similar proposal, it was said. 

As an aid to them in their desire to establish something 
fundamental, Mr. Goodwyn said the carriers had suggested rates 
not in accord with some the Commission had prescribed or sug- 
gested. Therefore, he said, they would have to ask the Com- 
mission to modify its decisions in I. and S. 1261; I. and S. 1286: 
I. and S. 1303, part I; formal dockets Nos. 10500, 10515, 7856 and 
9560; I. and S. 1372, and probably the formal docket cases known 
as the Corinth Grocery and the Spartanburg cases. In many of 
those cases, the Commission -prescribed relationship, he said, for 
classes A and B, which the carriers think should be modified. 

In the estimation of Mr. Goodwyn, the case was as important 
as anything undertaken by the Commission since its creation. 

“We are trying to build up something on a foundation that 
will stand the test of time and experience and get rid of ill 
feelings that have sometimes existed and the elimination of 
which would permit all of us to devote our time and energies 
to something more useful,” said Mr. Goodwyn. 

“We are not here to patch a structure or to create one in 
which to store our troubles. The system of rate-making in the 
southeast is failing, as a piece of machinery. We believe an 
emergency exists. We are not submitting a temporary measure 
to deal with it. We are anxious to do away with discontent 
and discord.” ‘ 

While that was considered a confession by a man who had 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 


RATE REVISING WANTED—Experienced railroad rate clerk 
wants freight bills to revise and traffic work, percentage basis or con- 
tract. All territories. Phone Kedzie 3898 or address E. R. O. 447, 
Traffic World, Chicago. 








WANTED—Real live, ambitious traffic men desiring better posi- 
tions by increasing their knowledge of transportation. Secure book 
that made good in a week, “Fundamentals of Transportation.’’ Price 
$1.00. Address Harold Willings, 131 West Main Street, Louisville, Ky. 








FOR SALE—Several cars No. 1 Oak Railroad Cross Ties, Switch. 
Timbers, Bridge and Crossing Plank for immediate shipment. L. E. 
PEARSON, Edwardsburg, Mich. 


N ORGANIZATION with traffic solicitation facilities capable of 
serving transportation interests requiring a Chicago office. Now 
representing steamer lines from Atlantic ports but can give ad- 
ditional non-competing rail or steamer lines full representation for 


freight and passengers, domestic or foreign. Thirty years’ traffic 
and operating experience in five countries. Or, will rent space in 
my office for your representative attending to your interests while 
he is on the road. Reasonable service charges. JOHN S. CAMPBELL, 
714 Marquette Building, CHICAGO. 
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fought hard for the system of rates based on combinations and 
odiously known. as the basing-point system, Mr. Goodwyn re- 
cited history to show that it was not a maliciously devised thing, 
but one that grew up with the development of railroads, some 
to act as portages between systems of transportation by water 
and some to compete with systems of transportation by water 
so as to take business from them to enable some ambitious 
jobbing point in the interior to compete with a port. Such a 
case was the construction, by Columbia, S. C., of a railroad from 
Hamburg to Columbia, to take business from Savannah, Ga. 

“On that road the first violation of the principle of the 
fourth section took place,” said the witness. “To enable its 
promoters to accomplish what they sought, they found it neces- 
sary to make rates to Columbia lower than to intermediate 
points. 

“Sometimes railroads were not built to exactly the points 
sought by their promoters. For instance, a railroad was pro- 
jected to Decatur, Ga., about thirteen miles from Atlanta, but 
the good people of that town would not permit it to stop there. 
They feared it would bring in some objectionable characters, so 
it was continued to Atlanta—called Marthasville, then, I think. 

“In those days, also, points not now regarded as of such 
great importance in a transportation sense were outstanding 
figures. Apalachicola, Fla., before the Civil War, was a point 
which had ship lines with regular schedules to New Orleans 
and to New York. At an annual dinner in one of the south 
‘Atlantic port cities, the mayor of the city boasted because the 
cotton shipments from that port, during the year, had increased 
just about as much as the shipments from Apalachicola had 
fallen off.” : 

In answer to a question, the witness said that wherever 
intrastate rates influenced or controlled interstate class rates 
the railroads desired to have them included in the investiga- 
tion, notwithstanding the objection of the Southern Traffic 
League. 

“When we present this scheme,” said Mr. Goodwyn, “‘we are 
giving up the technical relief from the provisions of the fourth 
section heretofore granted to us by the Commission. We don’t 
want the Commission to undertake to patch up what we have. 
This ancient and honorable garment has been cut and patched 
and re-cut so often that it is no longer with honor in our coun- 
try or sufficient to cover the multitude of our sins. 

“The Ohio River combination can no longer be continued. 
The fact that the Commission and the carriers have made the 
rates from St. Louis and Louisville to New Orleans and Mobile 
the same, has a profound influence on the whole rate structure 
in the southeast. The judgment of the Commission, in the 
Atlanta Freight Bureau case, that rates from Cincinnati to At- 


lanta should be no higher than to Birmingham governs us and 
makes the blanketing of rates to large areas necessary. 
“On the whole, what we propose will give us less revenue 


than we have been receiving. It seems obvious to us that we 
will receive a smaller return from a rate of $2.08 from the Ohio 
River to Savannah than on the present rate of $1.49, because 
no such increase in coastwise ship rates from the east has been 
proposed.” 


“Do you mean both state and interstate business?” asked 
Commissioner Eastman. 


“Yes, sir,” said the witness, who immediately was asked 
by Commissioner Patterson and C. E. Cotterill whether any 
calculations had been made on that point. 


“No, we have made no calculations. If as much tonnage 
moved on the higher as on the lower rate, of course there would 
be more money, but. we know not so much will move because 
the coastwise steamers have not proposed any such increase in 
their rates as to leave us relatively the same. We are volun- 
tarily proposing a scheme that will reduce our level of revenue 
and hope the Commission will not change it. We have con- 
tinued origin and destination relationships to a large extent. 
Straight mileage cannot be applied for obvious reasons. The 
situation with regard to rates from St. Louis and Louisville to 
New Orleans and Mobile shows why that could not be done. 
Rates for the shorter hauls should be on mileage, but we have 
not been able to determine whether a twenty-five, fifty or two 
hundred mile haul is a short one. Frankly, we have not been able 
to check in some rates the Commission has told us to make. 
That’s merely a statement of fact, and not a criticism. 

“In our new scheme there is to be no alternation of dis- 
tance and group rates. There is not a rate herein that cannot 
by attacked or defended by comparison with some other rates. 
There are rate levels in use, which, if used on long mileages, 
would make staggering reductions and others so high we would 
not think of using them, even if we thought they could be justi- 
fied. This scheme would eliminate many any-quantity and 
L. C. L. commodity rates and exceptions to classifications. It 
would greatly simplify rate-making and tariff publication. 

“Less-than-carload commodity rates should be eliminated, 
with some exceptions, but we cannot say what exceptions should 


be made, because we do not know what the class rates are 
to be.” 


Mr. Goodwyn, answering a question by Commissioner East- 
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man, said the opinion that the revenue of the carriers would be 
reduced was merely his estimate. 


“As an expert?” suggested Mr. Eastman. 
“Oh, no, I’m not an expert. It is based merely on my 
education and experience. The public seems to have said our 


rate-making is false in theory and inequitable in application, 
We accept that verdict.” 


In his historical review of the rate-making of the South, Mr, 
Goodwyn said that as the big systems were built up they took 
in the new roads with their mileage scales, so that hardly gq 
big road was not now equipped with a dozen such scales. 


Many Appearances 


Before Mr. Goodwyn took the stand Commissioner Eastman 
stated the purpose of the investigation and read from announce- 
ments heretofore made by the Commission. He dwelt on the 
fact that the state commissions had been invited to participate 
in the hearings and the conferences of the Commission in the 
discussion of the record. Commissioner Patterson, speaking for 
the state commissioners, said they were glad to avail themselves 
of the opportunity afforded by the transportation law. While 
he was doing that attorneys and shippers registered their ap. 
pearances and then verbally repeated them. Those who entered 


written appearances when the hearing was begun were as 
follows: 


M. M. Emmart, Coca Cola Co., Atlanta; C. B. Ellis, Pittsburgh, 
Gulf Refining Co.; C. W. Greene and C. J. Whiteford, Fernwood, 
Columbia & Gulf; D, M. Goodwyn, ‘N. W. Proctor, L. & N.; Morgan 
J. Parlin, Louisville, Belnap Hardware and Mfg. Co.; F. M. Renshaw, 
Cincinnati Chamber of Commerce; Harvey S. Farrow, E, I. du Pont 
de Nemours & Co.; P. W, Coyle and H. R. Brashear, St. Louis Cham- 
ber of Commerce; J. V. Norman and Geo. F. Graham, Louisville Board 
of Trade; E. M. Haynes, Mengel Co., Louisville; A. J. McGehee, Jack- 
son, Tenn., Southern Interior Traffic Assn. et al.; W. E. Rosenbaum, 
Anheuser-Busch, Inc., St. Louis; H. S. Loving, Vandalia, Ill, Ford 
Roofing Co.; Geo. B. Cromwell, Certainteed Products Corporation; 
J. B. Parker, Baton Rouge Chamber of Commerce; Carl Giessow, Edgar 
Moulton and H. Y. Taylor, New Orleans Joint Traffic Association; 
Cc. S. Hoskins, Tampa Board of Trade; N. D. Nelson, Jacksonville 
Traffic Bureau; D. O. Caswell, Atlantic Steel Co. et al., Atlanta; 
Benjamin Gilman, Macon (Ga.) Chamber of Commerce; Chas, J, 
Rixey, Southern Ry. and affiliated lines; Charles E. Cotterill, Southern 
Traffic League and special committee, southern rate adjustment; Edgar 
Watkins and Mac Asbill, Atlanta Freight Bureau et al.; Spencer Jones, 
Danville (Va.) Chamber of Commerce; M. E. Newell, Tennessee 
Central; W. P. Tingley, Huntington (W. Va.) Chamber of Commerce; 
W. T. Hickerson, Morris & Co., Chicago; Thos. B. Prickett, Perry, 
Fla., Taylor County Chamber of Commerce; John S. Fletcher, Chat- 
tanooga Manufacturing Assn.; E. DeL. Wood, Chattanooga Manufac- 
tuers’ Assn.; H. R. Smith, Great Southern Refining Co.; Chas. D. 
Drayton, New Orleans Great Northern et al.; H. Ignatius, Procter & 
Gamble et al.; Wm. C. Ermon, Southern Cotton Oil Co. et al.; R. G, 
Cobb, Mobile Chamber of Commerce; C. R. Moffett, Knoxville Manu- 
facturers and Jobbers; Morgan Richards, Selma (Ala.) Chamber of 
Commerce; Wm, T. Boardman, New Orleans Great Northern; J. S. 
Davant, Memphis Freight Bureau; J. E. Romm, Farmers Manufactur- 
ing Co. et al., Norfolk, Va.; L. R. Waters, Brunswick (Ga.) Traffic 
Bureau; Harwell G. Davis, Attorney General, Alabama Public Service 
Commission; D. Lynch Younger and John E. Honroe, Alabama & 
Vicksburg; Thomas J. Burke, Charleston Traffic Bureau; W. H. 
Hendley, Spartanburg (S. C.) Transportation Assistant; M. C. Moore, 
Mississippi Railroad Commission; Jas. E. Calkins, Florida Railroad 
Commission; J. H. Tench, Florida Railroad Commission; Henry Thur- 
tell, Atlantic Coast Line et al.; J. Prince Webster, Blackshear (Ga.) 
Manufacturing Co.; T. M. Henderson, Nashville Traffic Bureau; M. M. 
Caskie, Montgomery (Ala.) Chamber of Commerce and Alabama Farm 
Bureau; O. L. Bunn, Birmingham Chamber of Commerce; L. E. Oli- 
phant, W. T. Stevenson, H. R. Lewis, F. Zimmerman, T. O. Jennings, 
M. S. Connally, D. W. Longstreet and W. J. Stevenson, Central Freight 
Assn. and Illinois Freight Assn. Lines; J. O. Hendley, Railroad Com- 
missioner of Tennessee; J. S. Griffin, North Carolina Traffic Assn.; 
M. R. Beaman, North Carolina Traffic Assn.; Henry T. Moore, Atlanta 
Freight Bureau; J. A. Streyer, American Short Line R. R. A 
Thos. D. Guthrie, American Wholesale Grocers’ Assn.; C. W. Hay- 
ward, Meridian Traffic Bureau and Mississippi State Chamber of Com- 
merce; R. W. Ropiequet, Certainteed Products Corporation et al.; R. 
R. Hargis, Wilson & Co., Inc.; B. E. Reed, Cudahy Packing Co.: A. W. 
Carey, M. W. Billings and J. W. Bryan, American Steel and Wire Co. 
et al.; Mason Maughum, Virginia Traffic League; H. V. C. Wade, 
Virginia Traffic League and Norfolk Chamber of Commerce; A. L. 
Catton, Thos E. Grady, E. B. Gaines, T. K. Kesler, Atlanta and 
Columbia, S. C.; Savannah Chamber of Commece et al.; J. P. Haynes, 
Traffic Director, Chicago Association of Commerce. 


Mr. Barham Explains 


Mr. Barham was put forward to make the detailed and tech- 
nical explanation. He presented a book of exhibits, almost as 
thick as the old-fashioned family Bible and twice as large in its 
plane surface. To match up that mass of exhibits he had a few 
notes covering about 300 typewritten pages. 

His basic proposition was that the scale proposed was for 
single-line application, applicable on both state and interstate 
business; and that a scale for joint line application would be pre 
sented later. He said existing scales were widely variant and 
that the differences on the same line in different states were 
striking. 

“These striking differences are sources of great embarrass 
ment to us. Public sentiment is against them. It does not be 
lieve in the theory that certain adjustments are held in place 
by orders of state commissions and the sentiment is for theif 
removal.” 

“Is that desire to have the fourth section observed to be 
found in the places it favors?” asked Mr. Eastman. 

“Oh, no, it does not go quite so far as that,” said Mr. Bat 
ham smilingly. 


“But do not the people in those places constitute a majority?” 
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“GULF & snip ISLAND R. 
GULFPORT & MISSISSIPPI COAST 4A co 








Gulf and Ship Island 
RAILROAD 


Route Between 


The SOUTHWEST 
and SOUTHEAST 


The GULF AND SHIP ISLAND RAIL- 
ROAD, as shown by the accompanying map, 
forms a link between the ALABAMA AND 
VICKSBURG RAILWAY and THE LOUIS- 
VILLE AND NASHVILLE RAILWAY, for 
a broader use of the old established VICKS- 
BURG gateway in the movement of traffic 
between the Southwest and Southeast. 























































A dependable fast through freight service is 
maintained in both directions. 









A TELEGRAPHIC RECORD of through 
traffic routed via the Gulf and Ship Island is 
furnished shippers and consignees. 


H. H. SCHUTT, General Agent 
Porter Building, Memphis, Tenn. 


W. P. WITHERS, General Agent 
Great Southern Life Bldg., Dallas, Texas 










Moore Building, Atlanta, Ga. 
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The Port of 
HOUSTON 


Kansas City? ® St. Leute * 
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°Monterey 


If you study this map you will appreciate the 
wonderful distributing advantages of Houston. 


No port in the United States has been so 
quickly recognized and so promptly used from 
its inception as the port of Houston. 





New routes of traffic open to the Gulf seek 
the port of Houston, as well as the oldest estab- 
lished ports on the Gulf. 













As an example: 


Much has been said of the Mississippi-War- 
rior Barge Service. 












It moves freight from a large portion of the 
interior of the United States to Mobile and 
New Orleans. 





Then what happened? 







Immediately a new steamship company, 
namely, the Gulf States Steamship Company, 
was organized and is connecting with this 
barge service with ten days’ service into the 
port of Houston, thus extending those lower 
rates from this large interior territory directly 
to Houston and absorbing the costs of transfer. 











This, in effect, extends the Mississippi-War- 
rior Service directly to Houston. 




















Just another example of service through the 
port of Houston. 


Mr. Traffic Man, can this serve you? 






DIRECTOR OF THE PORT 
207 CITY HALL HOUSTON, TEXAS 
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inquired Mr. Eastman, who might have been thinking about the 
sparcity of the rural population of Massachusetts. In answer, 
Mr. Barham called attention to the fact that Nashville, the prin- 
cipal beneficiary of the system in Tennessee, is a city of 125,000 
while Tennessee has a population of 2,000,000. He said the ob- 
jections came principally from the jobbing centers. 

“Is public opinion for such readjustments or for reductions?” 
asked Commissioner Patterson. 

“Undoubtedly there is a big public sentiment for reductions,” 
said the witness,” largely among people who do not pay freight 
rates and know nothing about them, who take as gospel what is 
said by people who don’t know much about rates. It is my con- 
viction that if there had not been so much agitation about the 
effect of high freight rates we would have Leen back to normal 
business long ago.” 

The Barham presentation of statistical data in support of 
the proposal of the southeastern carriers was elaborate. It 
showed that 90 per cent of the class traffic was less-than-carload, 
carried on local trains at a cost of two or two and a half times 
as great as the cost of the traffic carried in through trains. As 
part of his argumentative testimony he contrasted Western and 
Southern classifications and expressed a preference for West- 
ern. That, however, was not one of the points in the case. His 
treatment of class rates was based on the theory, apparently, 
that they would not be used, except in a small percentage of traf- 
fic, to move carloads. Commissioner Eastman several times 
asked him if the making of class rates that would carry carload 
traffic had been considered, and if it had not, would it not be 
taken up. Mr. Barham said he would bring the matter to the at- 
tention of other traffic men. 

His cost studies, covering some 22,000 cars, indicated an 
average train crew cost alone of 3.01 mills per net ton mile, 
while the train crew cost on through trains was only 0.56 mills. 
That item of cost ranged from three to ten times as much as the 
train crew cost on through trains. Another comparison showed 
an average net ton miles per train hour of 8,610.5 for the through 
trains and 1,942.3 for the local trains. Through trains consisted, 
on an average, of 38 cars, while the locals carried only an aver- 
age of 18.7. The speed per hour averaged 15.17 miles for the 
through trains, while the locals spent so much time at stations 
they averaged only 7.33 miles per hour. 

“From these studies several facts stand clearly demonstrated, 
particularly that the local train is very expensive, light loaded, 
and that it carries 90 per cent of the class traffic in less-than- 
carloads, chiefly from the jobbing centers to local stations,” 
said the witness. “Its cost could be reduced at the expense of 
the loss of the public’s good will, if the commissions would per- 
mit, if the carriers moved it only when freight had accumulated 
in quantity to assure reasonably heavy loading, but that would 
not be in the public interest.” 


Mr. Barham explained that the railroads assigned cars to be 
loaded with less-than-carload freight to designated points before 
it could be known how much freight would be offered for the 
particular place or places to which a car had been allotted. He 
suggested that that was why Commissioner Patterson had found, 
he said, cars coming into a small town where he had had his 
experience, with only a few hundred pounds of freight. Mr. Bar- 
ham, however, did not explain to the satisfaction of Mr. Patter- 
son why the small quantity of freight he had seen in a car had 
not been put into a car that was not filled, and thereby save the 
cost of moving the practically empty car. 

Terminal costs were treated by Mr. Barham at considerable 
length. His cost studies showed 9.2 cents per 100 pounds at 
Atlanta, 10.52 at Chattanooga, 27.02 at Rome, Ga., 19.84 at Cal- 
houn, Ga.; 11.27 at Huntsville, and 24.24 at Gadsden. Those fig- 
ures included platform, clerical and switching and other costs 
grouped with switching. The switching costs as compiled by 
him were 4.62 at Atlanta, 5.21 at Chattanooga, 17.37 at Rome, 
13.45 at Calhoun, 6.16 at Huntsville, and 20.2 at Gadsden. The 
high costs at Rome and Gadsden, he indicated, were due to the 
fact that there was not enough business at those places to absorb 
all the time of the yard engines maintained at those points. 

Answering a question put by Mr. Thurtell, the witness said 
any class rate less than 30 cents created a theoretical or ac- 
counting loss. It was not actual, of course, he explained, because 
a railroad must maintain a station at a place like Calhoun and 
bear certain costs, whether there is much or little business. 
Therefore, any business done there, instead of causing a loss, 
contributes something to the revenue. 


Freight rates have no _ significance so far as_ the 
receiver or consumer’ of _less-than-carload freight is 
concerned, Mr. Barham said. They constitute only 
an infinitesimal part of the cost of such things as 


cigars, cigarettes, cotton piece goods, silks, and other things in 
the class of comparatively expensive merchandise. The in- 
crease that would be caused by the proposed class rates, accord- 
ing to tables submitted by him, to the average family, would be 
so small it would not be aware any had taken place. His cost 
studies on that phase of the subject were based upon data fur- 
nished him by housewives at various points. He gave their 
names so that should there be any question as to the accuracy 
of the quantities of various kinds of things used in the average 
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household, the figures could be checked. From the quantities go 
furnished him, he concluded the increase in the cost, due to the 
use of the proposed class rates, to the average family at Stony 
Creek, Va., would amount to 12 cents per month, while 8 cents 
would be increase to the average families at Kershaw, N* (. 
and Jackson’s Gap, Ala. As figured by him, the cost of living 
to the average family at Northport, Ala., by reason of the pro 
posed rates, should decline 23 cents per month. 

The witness said he favored an absolute observance of mile. 
age on less-than-carload rates, thereby breaking up origin rela. 
tionships. In that respect the proposal basis would differ from 
the carload rates. With regard to them, Mr. Goodwyn the day 
before made it plain the carriers desired to preserve origin and 
destination relationships as much as possible. He had no thought 
of advocating straight mileage for the carload rates, explaining 
that the disruption that would be caused by such a scheme would 
do no one any good, but work great harm to the longer lines, be- 
sides being contrary to the things the Commission itself had 
done in ordering rates from St. Louis and Louisville to New 
Orleans and Mobile. 

Mr. Barham said that cost, of course, was a primary consid- 
eration in the fixing of rates, but it necessarily would not be con- 
trolling else the well situated lines would earn more than a rea- 
sonable return, while others would suffer. The public, however, 
seemed to want a system of rates based more nearly on distance 
and the scheme the carriers were proposing now would tend to 
meet the desire more nearly than the rates now in use. His cost 
studies, however, were made to enable the railroads to make a 


showing as to why they were putting forward what they have 
produced. 


Cross Examination of Railroad Witnesses 


Cross examination of the railroad witnesses will probably 
take place in Atlanta, but not immediately after the conclusion 
of their testimony, June 20. Commissioner Eastman, at the con- 
clusion of the second day’s hearing, announced that when the 
direct testimony of the carriers was completed the hearing would 
be adjourned to July 12. on which day the railroad witnesses 
would be recalled for such questions as the shippers might desire 
to ask. At that time attorneys for shippers were not certain how 
much cross examining they wanted to do. They knew, however, 
they would not be ready immediately after the conclusion of the 
direct testimony. The adjournment, therefore, was in accord 
with their desire for time. Mr. Eastman indicated that 
when the cross examination was completed in July the hear: 
ing probably would go over until September, although that was 


not to so clearly indicated as to amount to a positive program 
on that point. 


_ Assuming closeness of attention to be evidence that those 
giving it thought what they are hearing was important, Mr. 
Barham reached the critical part of his presentation at the 
afternoon session of May 24. He named the bases of the class 
rate structure, justification for which he had been voicing for 
one whole day and parts of two others. Complete justification 
for the scale based on a first class rate of $1.60 from the Ohio 
River to Atlanta, he suggested, was to be found in the fact that 
that was the figure set by the Commission in its report and order 
in I. and S. 1261, the suspension part of the Murfreesboro case. 
Additional justification, if any were needed for one that was 
already complete, he suggested, was furnished, by the fact that 
the Commission, in that same case, said the rate from the Ohio 
River to Birmingham should be $1.45. 

“We now propose to apply a scale based on those rates to the 
whole of the southeast, in both directions,” said Mr. Barham. 
“Its application is to be in the territory south of the Norfolk 
& Western, to the eastern border of the Mississippi Valley terri- 


tory, except on the Illinois Central and in the peninsula of 
Florida. 


“We propose to apply a scale, based on typical rates pre 
scribed by the Commission for application to main lines in terti- 
tory of the greatest traffic density in the southeast, to the branch 
lines on which the traffic density is much less and on which 
operating difficulties are much greater. The scale, if made opera: 
tive, will apply from Allen’s Creek to Pikesville, Tenn., the 
point of origin being on a branch line, and the destination 0 
another.” 

By means of mathematical and weighted averages, the wit 
ness contended the scale would work out logically to the points 
in its territory of application. It would produce lower rates 
than the Commission’s Shreveport, Memphis-Southwestern and 
Natchez scales, tested either by weighted or mathematical aver 
ages, he said. 

In his calculations he used the Ohio River-Atlanta and the 
Ohio River-Birmingham distances of 460 and 330 for making 
weighted averages under the Shreveport scale to show that the 
Shreveport scale produced rates from 44 to 48 per cent higher 
than would be produced by the proposed scale. The proposed 
scale begins with 30 cents for the first block of five miles 
less, with gradations of 5 cents for the first few blocks, 4 cents 
up to distances of 50 miles; 3 cents for 10 mile blocks up t? 
140 miles; 2 cents for the blocks up to 260; then 3 cents for 
each 20 miles up to 300 miles and then 2 cents for the blocks t? 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 


SSS 


THE TRAFFIC 



















Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 








American-Hawaiian S.S. Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 


S.S. PENNSYLVANIAN ...... May 27 June 3 June 1 
BB. PER .occcccccccces SS ee June 8 
SR a cr June 10 June 17 June 15 
Wills DHNOM  ivecccswesvevces Py | ee June 22 


Sailings every Thursday from New York, every 
Saturday from Boston and alternate Saturdays 
from Philadelphia, and fortnightly from 
the Pacific Coast ports 


EUROPEAN SERVICE 
U. S. Pacific Coast Ports to the Principal Ports of the United 


Kingdom and Continent—Direct Fort- 
nightly Sailings 
Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
UIE i6sre tices 00-455 Sew wrsleew 4440 Stakes Weigee eek May 30 
I NE Gre anctin dG iain eave cu icromie eee eeawmucen we eeeeu June 1 
BB. SS RN  o5 5 win twin sone see snes we sa voweeis June 8 
pe NEE, ho citvis: 335-0 alelcdcnearscoe Sa wieniemanwuneieisaien June 13 
Ie I eh reais Gs essere Cresctinieeew meio aie-cuieels June 15 


* Carries third-class passengers. 
+ Cabin and third-class passengers. 
t+ First, second, third-class passengers. 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 
Re, I i cinco a crin aiataa are gn chosen ewe inieisaieeaieie May 31 
S.S. OREGONIAN (via Baltimore)................00.: June 13 


BOSTON TO BREMEN AND HAMBURG 
S.S. CALLISTO (via Baltimore and Norfolk).......... June 7 


BALTIMORE TO BREMEN AND HAMBURG 


S.S. THEMISTO (via Philadelphia) 
S.S. CALLISTO (via Norfolk) 
SFiS) EEN, Gare coo :5 15's -6 cies sav ics ewes sielcwiewers June 20 


NORFOLK AND NEWPORT NEWS TO BREMEN 


AND HAMBURG 
OD, CD oy cece cceviseesewarsgeseesesssenccsven June 17 


NEW ORLEANS TO BREMEN AND HAMBURG 


EE 5.056i0s-d ein osieig wie o.sicwieie weulewieeswais May 25 
Ries WER IPRT MED 5 io:050'0-019/8:6.6. 0105'0(n,0:0910'5.0% ne Sinreniete Late July 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baliic Ports 





U. S. Government Ships 
NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 


es I I sh o:0 06040 0:5 00s 550 08 be DSS e SHS eS June 10 

OR RSS IIE enn aa July 10 

Steamers take cargo for Tunis, Alexandria and Syrian Coast 
Ports 


Loading Pier 21, Pouch Terminal, Clifton, S. I. 


General Offices: 3) BROADWAY, New York 


Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE 








Chicago, 327 South LaSalle Street Phone Wabash 4891 
BRANCH OFFICES 

Boston, 40 Central Street Phone Congress 3084 

Cleveland, 242 The Arcade Phone Main 2150 

Philadelphia, Bourse Bldg. Phone Lombard 7050 

Pittsburgh, Oliver Bldg. Phone Grant 7431-2 . 

Rochester, Commerce Bldg. Phone Main 7150 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 31¢ Sansome St., San Francisco 
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460, the maximum rate so created being the $1.60 taken from 
I. and S. 1261 as the counterpart for the first class rate of $1.575 
for the 912 miles between New York and Chicago. 

The fundamental assumption was that the Commission knew 
what it was doing when it established the rates of $1.60 from 
the Ohio to Atlanta and $1.45 from the Ohio to Birmingham. 

Not all the criteria contained in that suspension case were 
accepted by Mr. Barham and those for whom he was speaking. 
They rejected the rate of $1.15, Ohio River to Nashville, as incon- 
sistent with the direction to make Augusta 28 cents and Macon, 
Ga., 15 cents over Atlanta. They said the Nashville rate could 
not be fitted into a structure in which the pivotal rates were 
$1.60 to Atlanta and $1.45 to Birmingham. For similar reasons 
they rejected a rate of $1.12, Memphis to Birmingham. They 
said the rate to Nashville should be $1.30 and by the same line 
of reasoning the Memphis-Birmingham rate should be about the 
same. 

In making the initial rate 30 cents, Mr. Barham observed the 
carriers were giving up three cents per 100 pounds which cal- 
culations would justify. His idea was that the loss thus ac- 
cepted for the initial block should be absorbed in the gradation 
in the next few blocks. Hence his grade line for the first few 
blocks ascends more sharply than in the succeeding ones. | 


An analysis of state scales presented by Mr. Barham showed 
amazing if not amusing mathematical irregularities. Among 
them were some gradations on the longer distances much greater 
than on the shorter, thus violating the canon of rate-making that 
the ton per mile should decrease as distance increased. His 
scale, he contended, showed none of such inconsistencies. 
state scale he declared differed from every other, a fault also to 
be found in carrier scales he had admitted the day before. 


However, one interesting fact was that when the widely vary- 
ing scales were averaged they produced fairly even progressions, 
differing but little from the gradations shown in the scale that 
was being proposed. That, he said, was as it should be. His 
effort, he said, had been to make up a scale from the averages 
of those in effect, to bring about uniformity, without seriously 
affecting the revenues of the carriers. There was delight in his 
tone as he compared his scale with the Shreveport scale and 
he took a little verbal jab at Henry Thurtell, his lawyer in this 
case, because Mr. Thurtell, as an examiner for the Commission, 
held the laboring oar while the Commission was trying to make 
something that would enable it to swim out of the sea of rate 
discontent produced by the rate jowering Texas had done against 
some of its neighbors, particularly Louisiana. 


Admitting that the existing rate structure is shot through 
with any-quantity rates, the witness said it was an interesting 
fact that among the first rates on the N. C. & St. L. were some 
based on cubic feet. That carrier line was built to compete with 
boats. Its builder corresponded extensively with John C. Cal- 
houn about the fact that corn was selling in Tennessee for 18 
cents while in what they called the rice and cotton states, it was 
bringing $1. The corn grown in Tennessee, then was barged 
down the Tennessee river to the Ohio, down the Mississippi and 
taken thence to the south Atlantic ports by ocean vessels. When 
it arrived at its destination it was frequently not more than 150 
or 200 miles from the points at which it was grown. 


Another evidence that the earliest carriers by rail were 
intended to compete with the carriers by water was furnished 
by the fact that they named package rates. 

“A barrel of whiskey was so much,” said Barham, obvi- 
ously in continuance of his history about the early rates on 
corn, and the forms in which the pioneers shipped that cereal. 

Scales in every state were analyzed to show that the aver- 
age rate produced by the proposed scale would not be much 
higher than the average produced by the scales having such 
peculiar rates of progression. 


North Carolina, he frankly avowed, would be given sub- 
stantial increases because the average rate there, as figured by 
him, is only 38.7 cents while under the proposed scale it would 
be 53.7. That low average, he pointed out, was due to the fact 
that the initial rate was only 19.3 cents and a 40-cent rate was 
reached only when the haul was 120 miles. South Carolina would 
be advanced from 48 to 54 cents and a fraction, while Tennessee 
would go up from 55.4 to 58.3. The advance, however, he ob- 
served, would be on the higher classes on which the traffic would 
easily bear the increases. The Virginia scale, on account of the 
fact that part of the state only is in the southeast, was held to 
90 miles with the average increasing from 27.2 to 34.4 cents. 
Kentucky would be increased on the higher classes and reduced 
on the lower and Georgia would go up from 53.1 to 60.5 cents. 

All these remarks seemed to be in preparation for an assault 
upon the scale which the Georgia commission has promulgated 
for application July 1. The witness said that if that scale were 
applied through the southeast, it would bring about a reduction 
of 10 per cent and seriously affect the revenues. That scale, Mr. 


Barham thought, had been worked out by Mr. Moore of the At- 
lanta Freight Bureau, and was based on a rate of 90 cents from 
Henderson, Ky., to Nashville, prescribed, he said, as a tempor- 
ary rate, in I. and S. 1303, the Mississippi Valley part of the 
Mr. Goodwyn and Mr. Thurtell 


Memphis-Southwestern case. 
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both asked Mr. Barham questions intended to bring out the fag¢t 
that in its report on that case, the Commission had said that 
rates in the Mississippi Valley, lower than in the southeast, could 
not be long continued. The Georgia commission, however, was 
given credit for having undertaken to bring about uniformity 
by the use of one scale instead of many. Mr. Barham said its 
use would bring about widespread and serious reductions, al. 
though it was supposed to be in line with the national Commis. 
sion’s decision in I. and S. 1261. 

That decision, the witness said, could be taken as the ground 
work for scales that would fight each other. The taking of the 
90-cent rate from Henderson to Nashville, and ignoring all other 
rates, enabled the production of the Georgia scale. 

“The rate from the Ohio River to Nashville should be not 
less than $1.30,” said Mr. Barham. “A $1.15 rate cannot be 
made to fit in with the $1.60 rate to Atlanta and the direction to 
make Augusta 28 cents and Macon 15 cents over Atlanta.” 

Before coming to the heart of his story Mr. Barham con. 
tinued his testimony to show the unimportance of L, C. L. ship. 
ments on class rates. He ventured the opinion the rates could 
be doubled overnight without the public learning much about the 
fact or feeling the effect. The witness and Commissioner Pat. 
terson got into an argument about the effect of class rates on 
shoes and sorghum molasses, with Mr. Barham suggesting that 
sorghum is important now only because it seems to be one of 
the ingredients in home brew. 

Statistics such as were put into the record in Ex Parte 74, 
as to the weight of the freight rate factor in the building of 
houses, were also put into this record. Commissioner Eastman 
looked a bit puzzled over the repeated declarations of unim- 
portance of class rates on L. C. L. traffic. He recalled that 
the day before Mr. Goodwyn and others had referred to this case 
as one of the most important, if not the most important the 
Commission has inaugurated since its creation. 

“If the class rates apply only on L. C. L. traffic, this case 
is not so important as indicated yesterday, is it?” he asked. 

“T don’t like to say it is unimportant, because from 16 to 20 
per cent of our revenues are derived from the class rates,” said 
Barham. “That is not unimportant. I am merely trying to point 
out that the freight paid by the consumer or the consignee of L. 
C. L. shipments is not important to him, because it is not a large 
factor.” That was true, according to Barham’s testimony, even 
with the freight on materials used in building homes. He showed 
that in the case of 17 houses in Nashville, the freight rate factor 
on the pine and other materials was only 2.6 per cent of the 
whole cost. 

“We cannot believe the increase in cost, due to the increase 
in freight rates, can be a consequential factor in the building of 
homes,” he added. 


Certain parts of the rate problem, according to the witness, 
were simple. The handling of class rates, he indicated, was one 
of the simple parts. The returns on present rates are not 
more than reasonable. Those on some commodities, he said, 
might be oppressive and should be brought down, but class rates 
were not in that list. Hoover’s idea on that point met his un 
qualified approval. Class rate shipments, he said, produced 41.9 
per cent of the loss and damage claims paid by his road. In 
answer to a question by Commissioner Eastman, prompted by 
the polite jeering at the class rates, Mr. Barham said an any- 
quantity rate was never justified. 


Throughout his testimony the witness was at pains to el- 
force his point that the scale would be a maximum scale from 
which many departures would be made because of competition. 
All departures from it, he said, would necessarily be downward 
on account of historic and traditional adjustments. 


“But will not this scale leave the whole question of reduc: 
tions in the hands of the carriers,’ asked Mr. Patterson. 


“I don’t think it will abolish competition, selfishness or hu 
man nature,” observed the witness. “I can’t imagine the time 
will ever come when the Central of Georgia will not make the 
same rate from Savannah to Atlanta that the Nashville, Chat: 
tanooga & St. Louis makes from Nashville to Atlanta. The 
scale will be the maximum with adjustments in accordance 
with well known rules.” 


As to the percentage relationships between the classes, the 
witness said they were the same as those prescribed by the Com: 
mission in I. and S. 1261, and other cases involving the south: 
east, except as to classes A and B. The Commission, in that 
case, prescribe a class A rate equal to 29 per cent of first class. 
The proposal in this case is to make that 35. The Commission 
made a class B rate of 35 per cent in I, and S. 1261. The car 
riers want 40 per cent of first. . 

As a companion picture for that made by the relationshiPs 
proposed in Barham’s testimony, the witness showed the rela 
tionships of the classes in the existing scales. In Tennessee, for 
instance, he said the second class relationship varied from 89 t 
94 per cent of first; third, from 72 to 85 per cent, and fourth 
from 60 to 74 per cent. In Alabama, fifth class ranged from 
to 71 per cent of first, the difference in rates for the same length 
of hauls under such relationships running as high as 40 per ced! 

“The relationships in our interstate scales,” said Mr. Bat 
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| INTERSTATE COMMERCE COMMISSION 


Western Coal Rates 


Investigation by Commission (Docket 13588) with respect to Interstate rates on coal from producing points in Mon- 
tana, Wyoming, Colorado and New Mexico, and all states west thereof, to destinations in said states and to El Paso, 
Texas. 

Hearings: Denver, May 10; Salt Lake City, May 15; Butte, May 19; Seattle, May 22; San Francisco, May 26; 
! Phoenix, June 5; El Paso, June 7. 
| For copies of Official Stenographer’s Minutes address the undersigned. 


| Port Investigation 


| DOCKET 12681—Charges for wharfage, handling, storage and other accessorfal services at South Atlantic 
and Gulf Ports; heard at Wilmington, N. C., Atlanta, New Orleans and Galveston, May & to 15. 


Southeastern Class Rate Investigation 


Investigation ,instituted by the Commission of class rates applicable in interstate commerce within southern ter- 
ritory; between that territory and Ohio River crossings and points in Illinois, Buffalo-Pittsburgh and central territories, 
and between that territory and Virginia cities, and points in Trunk Line and New England territories. The Commission 
in fixing interstate rates will consult with the state commissions with a view to bringing about greater harmony between 
intrastate and interstate rates. Numerous fourth section departures are also involved. 

First hearing Atlanta on May 22nd; subsequent hearings are to be held at Asheville, Cincinnati and New York. 
For copies of Official Stenographer’s Minutes address the undersigned. 


United States Shipping Board 


Hearings on question of whether adequate facilities exist to warrant enforcement of section 28 of the Merchant 


Marine Act of 1920; affecting movement of tonnage through the ports under preferential export rates to ships oper- 
ating under the American flag. 





————————————————————— 


Bea Ue as cihocas sibstavers-wiatets a mo wieioie nie aeov broeveecnens April 24-25 Ties: BHMCICK, Cal oiicisicvsciciicwsivions iva lola otitis ta terexcieue ..Jduly 6 
SE, Ce 6 caver see eeeneesteaneanben May 16 SN a IN Sy Sis dnd ele th oc bt ble eb daa July 9 
5S } _ Sepeeeentenensnnetonnaness: May 18 EE iatteninaninamuccoeeiiceanonmenact July 12 
DE DUM. 26s ectsupenecee ecwaweseenaesaane June 8 I tis i aia inaaiecinls Nrieiiedenttell/ieenadiniasiathteard . July 15 


For copies of Official Stenographer’s Minutes address the undersigned. 


National Association of Railway and Utilities Commissioners 


Convention held Atlanta, Ga., October, 1921; next convention to be held Detroit, Mich., September 26, 1922, 


Valuable reports and discussions on matters affecting all public utilities under the jurisdiction of the various state 
commissions of the United States. 


Official copies of 1921 convention now on press. There will be no second edition. Order now. Price, $4.00 per copy. 
For Official Stenographic Report address the undersigned. 


THE STATE LAW REPORTING COMPANY 


OFFICIAL REPORTERS: Interstate Commerce Commission. Publishers of Law Reports 
United States Shipping Board. 235 BROADWAY 
National Association of Railway and Utilities Commissioners. NEW YORK CITY 











San Francisco Warehouse Co., san francine, Cuitornia 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. 


Write us with reference to your San Francisco business. 





Packare Cay System MERCHANTS WAREHOUSE & DISTRIBUTING C° 


a Feature 36th and Iron Streets, Chicago, Illinois 


Unexcelled Warehousing Facilities 


5. We offer the manufacturer and shipper the finest warehousing and 

shipping service in the Central West. Our location assures you the best 
transportation facilities. Our modern, fireproof building affords maxi- 
mum protection against fire. A very low rate of insurance, carried by 
a reliable Stock Company, is another advantage. 

Chicago Junction Railroad, connecting with all railroads entering 
Chicago, serves our institution. Connection is made with one of the best 
Package Car Systems in operation, reaching all important cities. Our 
location on bank of Chicago River permits largest lake steamers to 
dock at our warehouse. This dock is also served by Chicago Steamship 
Lines and Merchants’ Lighterage Co. 

We invite your personal inspection of our excellent facilities for 
the receiving, storage and shipping of merchandise. Write, wire or 
phone for further information. We would be pleased to give you 
full particulars about our service, which assures the greatest possible 
co-operation with the shipper. 


Daily Package Car System eliminates cartage expense—all important cities reached—Investigate ! 





Phone Lafayette 7500 
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ham, “are no better. 
about uniformity.” 

“Isn’t any classification a sort of farce if there isn’t a fairly 
uniform relationship between the classes?” asked Mr. Thurtell. 

“It would seem so to me,” answered Mr. Barham. “The lack 
of uniformity in the southern states is really astonishing.” 

In support of the recommendation that the Commission 
change in relationship of classes A and B to first, the carriers, 
Mr. Barham said, had made tests on the traffic from 221 cities 
and towns, in which more than 12,000 rates were used, and the 
tests, he claimed, showed that really class A should be 37.5 per 
cent of first and B 42.5, if it were desirable to carry the matter 
to a mathematical concusion. 

The carriers, however, were not asking that. The introduc- 
tion of fractions in rates, he said, was unfortunate. He said that 
practically each one of the 12,000 rates used in making that test 
was one prescribed by the Commission. 

“Isn’t the proposal you make, in the last analysis, that the 
Commission prescribe as a class scale for use in southeast 
the average of all the scales, some made by the carriers, some 
by the state commissions and some by the Commission, because 
the Commission obviously, as shown by your testimony, made 
averages when it prescribed the rates we have proposed in this 
case?” inquired Mr. Thurtell. 

The witness agreed that that was the fact and the desire 
for uniformity and freedom from contention caused the carriers 
to propose that method, without thought of increasing their rev- 
enues. He said there were myriads of commodity rates in the 
southeast, with practically none in the west and few in the 
north. 

As to wagon and truck competition, the witness said its ex- 
tent and importance was exaggerated so far as the territory of 
the southern lines was concerned. It certainly was not so great 
as in New England. 


WAREHOUSE PRACTICE AND FORMS 


The Trafic World Washington Bureau 


A group of public merchandise warehousemen met at the 
Department of Commerce May 19 at the invitation of Secretary 
of Commerce Hoover to consider simplification of warehouse 
practice and standardizaticn of forms. The result of the con- 
ference was a decision that W. W. Morse, president of the Amer- 
ican Warehousemen’s Association, who presided, should appoint 
a committee of seven members on simplified forms and prac- 
tices in the public warehouse business. 

The function of this committee, the personnel of which will 
be announced later, will be not only to submit recommendations 
as to simplification of warehouse practice and standardization 
of forms, but also establish collaboration with other groups in- 
terested in and dependent on warehouse facilities. The report 
of this committee will then be considered at some future meeting. 

Secretary Hoover spoke briefly before the conference. He 
stressed the importance of improving every phaSe of the system 
of distribution in the United States, which he characterized as 
the “most luxurious in the world.” He said there was a tremend- 
ous opportunity for decreasing the fundamental! costs of distri- 
bution. He said if the warehousemen could accomplish by volun- 
tary action what they were setting out to do they would estab- 
lish the fact that American trade associations can govern their 
actions in the public interest. 

Alfred E. Dodd, manager of the distribution division of the 
Chamber of Commerce of the United States, and William A. Dur- 
gin, head of the division of simplified practice of the Department 
of Commerce, participated in the conference. 

Mr. Durgin explained the work of his division as applied to 
industry and business activities generally. 

D. L. Tilly, vice-president of the New York Dock Co., ex- 
plained the work that had already been done toward the estab- 
lishment of a uniform warehouse receipt and of the difficulties 
encountered in that work. He said each warehouseman, it 
seemed, felt that he needed a special kind of receipt, with the 
result that there developed a multiplicity of forms. None of the 
receipts thus developed was perfect, he said, as there were essen- 
tial details missing from each. He said there was no doubt of 
the need for a standardized receipt and referred to the forms 
worked out by the association. 

Mr. Morse discussed the negotiable warehouse receipt, say- 
ing that much had been done in perfecting it. 

It was asserted that the American Bankers’ Association 
could compel use of a standardized form by not accepting any 
other as collateral, but Mr. Tilly said he believed there was 
little need for coercion—that the majority of the warehousemen 
would gladly co-operate in the matter. 

George S. Lovejoy of Boston said provision should be made 
for the protection of the bankers. He cited a case of where 
three receipts had been issued on the same lot of goods and 
used at the banks for collateral. 

Mr. Morse said there was no greater task confronting the 
warehousemen than that of educating the bankers as to the 
proper handling of the negotiable warehouse receipt. He said 
it was “perfectly amazing” as to the number of instances in 


They argue strongly for an effort to bring 
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which bankers had vague ideas as to the handling of the re. 
ceipts. He also discussed the need for standardizing the forms 
of bad, order reports. 

There was some discussion as to tobacco and cotton ware. 
house receipts approved by the Department of Agriculture, criti- 
cism being made of those forms. It was suggested that Mr. 
Durgin take up the matter with the department, but he said 
there was no use blinking the fact that there were departmental] 
jealousies in Washington, and that the best way to handle the 
matter would be for the committee to call in representatives of 
the Department of Agriculture and discuss the forms with them, 

A. H. Greeley, president of the General Cartage & Storage 
Co. of Cleveland, said the conference was the result of many 
years of work on the part of the warehousemen looking to the 
standardization of forms and practices, but that the significant 
thing now was that they had the government back of them. He 
also suggested that the headquarters of the association be trans- 
ferred from Pittsburgh to Washington. The conference voted to 
place that matter before the board of directors. 

Mr. Dodd said that there had been evidence of a mistaken 
attitude on the part of some warehousemen that the Department 
of Commerce and the Chamber of Commerce were seeking a job 
and trying to put something over on the warehousemen. He said 
that was not so—that the Department and the Chamber wished 
to be helpful. 

The conference dealt practically exclusively with the ques- 
tion of bringing to practical application the work done in the 
past and of securing the co-operation of interested groups, as, for 
instance, the American Bankers’ Association. 


COOPERAGE STOCK, ROUTES AND RATES 


What the complainants expected to be a hotly contested case 
regarding the equalization of the Thebes and East St. Louis gate- 
ways on cooperage stock came near resulting in an agreement, 
at the hearing on No. 13573, J. D. Hollingshead Co. vs. Deering 
Southwestern et al., before Examiner T. John Butler, in Chicago, 
May 24. Representatives of the Missouri Pacific agreed that an 
adjustment of the rates should be made through Thebes so as to 
bring that gateway nearer to the East St. Louis rate basis. 

After that announcement the complainants, after some 
thought, put in a skeleton of the extensive case they had pre 
pared, because, in the view of George T. Webster, their attorney, 
a promise of adjustment on the part of the carrier did not mean 
that the rates would be put into effect within a reasonably short 
time. In addition, he said, the St. Louis-Southwestern, the other 
trunk line involved, was not represented, and the complainants 
seemed skeptical as to the willingness of that line to make any 
concessions without orders from the Commission. 

The case grew out of the desire of the cooperage stock job- 
bers to ship from Rives, Mo., and Augusta, Lake City and Ogden, 
Ark., to Central Freight Association territory and the east, 
through Thebes. They said that that route was considerably 
shorter than the one through East St. Louis, and that in conse 
quence of that lesser distance and the avoiding of the congested 
St. Louis terminals, freight shipped from the producing points 
reached eastern destinations in from 10 to 20 per cent less time 
through Thebes than through East St. Louis. 

Complaining witnesses, at the hearing, alleged that the 
Missouri Pacific and the Cotton Belt had been holding up the 
rates through Thebes, because, when the traffic moved through 
the St. Louis terminals, they got a longer haul and a consequent 
larger division. Large numbers of examples were cited of which 
the following were typical: From Augusta to Buffalo, through 
Thebes 992 miles, through East St. Louis 1,047 miles; rate 
through Thebes 50 cents, through East St. Louis 43.5 cents. 
Augusta to Chicago, through Thebes 589 miles, through East St. 
Louis 618 miles; rates 38 and 34.5 cents, respectively. 

Except for the statement expressing willingness on the part 
of the Missouri Pacific to begin the work of equalization, the cal 
riers put in no testimony. 


Heading, Pelham, Ala., to Solvay, N. Y. 


Before the hearing on the routing case, No. 13551, same coll 
plainant vs. New York Central, was heard. That case involve 
the movement of two cars of pine heading from Pelham, Ala., t0 
Solvay, N. Y., subsequently reshipped to Syracuse, N. Y. The 
dispute centered around the question whether the cars were Te 
shipped or whether they were reconsigned. The carriers took 
the former position and charged the $10 per car penalty charsé 
on the cars for the length of time they remained on private side 
tracks in Solvay, amounting to $271. The complainants col 
tended that the reconsigning charges should not have been ove! 
$91. The cars were shipped from Pelham and arrived at Sol- 
vay on December 24 and 29, 1920. They were rejected by the 
consignee on January 10, 1921, and ordered forwarded to a stor 
age house in Syracuse, three miles from Solvay, two days later. 


PACIFIC CAR DEMURRAGE 

The report of the Pacific Car Demurrage Bureau for March, 
1922, shows 1,963 cars held overtime, a percentage of 17.88, as 
against 1,113, or a percentage of 12.10, for March, 1921. 
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WACO, TEXAS : 
THE HEART OF TEXAS SAVANNAH, GEORGIA 


Weatherred Transfer and Storage Co. Storage—Pool Cars Our Specialty 


MODERN FACILITIES FOR H. H. B R A DLEY & C oO " 
DISTRIBUTING—WAREHOUSING 


One Block on Mary at 13th Street 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Personal Service Quick Despatch 










MUSKOGEE, OKLA. 





Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 



















ROCHESTER, NEW YORK 


General Storage Carload Distribution 
Members American Warehousemen’s Asseciation and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 


The Logical Distributing Point 
for the Southwest 


General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 


Light and Heavy Hauling. City Deliveries, Etc. 
Motor Equipment. 


Cc H i C A G oO Pool Car Distributing and Forwarding. 


Free Switching on Carload Lots. 


Jos. Stockton Transfer Co.| | cadio transfer and Warchouse Company, Inc. 


1020 South Canal Street, near Taylor Street 615 Market Street, Shreveport, Louisiana 
Teaming of Every Deseret ay Seve Serviee and Caricad P. O. Box No. 62 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business | 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 





Direct Freight and Passenger Service From Gulf Ports to 


MEXICO 


[ VERA CnUZ TAMPICO — PUERTO MEXICO | 
VERA CRUZ — TAMPICO — PUERTO MEXICO 
FRONTERA — PROGRESO 


Joint Service of 


THE STEELE LINE 


The Mexican Fruit & Steamship Corporation 
The Bluefields Fruit & Steamship Company 


FROM NEW ORLEANS 
SS YUMA SS SIGVALD SS JAMAICA Weekly sailings 
FROM GALVESTON, TEXAS CITY & BEAUMONT 
SS OLGA S.—Semi-monthly sailings 
THE STEELE STEAMSHIP LINE, Inc., Agents 


Offices:—630 Common St., The Steele Bldg., 19 Moore St., 
New Orleans Galveston New York City 





Make this Mammoth Plant The largest public warehousing 


YOUR CHICAGO WAREHOUSE | WESTERN 


your Chicago trade. Superior 


facilities for prompt out-of-town Sei ee: —— / WAREHOUSING COMPANY 
shipments without cartage ~ FT ee : Polk Street Terminal, Pennsylvania System 


BETTER INVESTIGATE § iq ET, as prin eng 


ATLANTA, GEORGIA 


Security Warehouse Company 


100,000 Square Feet Floor Space ‘‘Bankers of Merchandise”’ 
























Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 
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CLAIMS AGAINST EXPRESS COMPANIES 


The Trafic World Washington Bureau 


John E. Benton, general solicitor of the National Association 
of Railway and Utilities Commissioners, has sent the following 
bulletin to members, on the question of the liability of the Amer- 


ican Railway Express Co. for claims against predecessor com- 
panies: 


It will be remembered that in 1920, on behalf of thirty-three state 
commissions, I appeared before the I. C. C. in opposition to approval 
of the continuance of the express consolidation, unless provision should 
be made for the payment of claims against the predecessor companies. 
Such provision was not required. I have received several inquiries 
from different sources as to the remedy, if any, which such claimants 
may have. Major Forward, of the Virginia commission, has just fa- 
vored me with a copy of a letter which he is sending to such claim- 
ants in Virginia, who have applied to that commission for assistance. 
The letter is self-explanatory, and may point the way to recovery of 
such claims. I quote the essential portions of it: 

“IT now call your attention to the decision of the Supreme Ceurt 
of Appeals of Virginia, in the case of American Railway Express Com- 
pany vs. Downing (25 Virginia Appeals, page 187). In that case, the 
court held that the transfer of the assets of the Adams Express Com- 
pany to the American Railway Express Company, in consideration of 
a stock issue, was not a transfer for value and that the American 
Railway Express Company took such assets with notice of the claims 
of creditors and subject to such claims. The court also applied the 
trust obligation theory of corporate assets and held that on this 

round likewise the creditors might follow the assets of the Adams 


“xpress Company into the hands of the American Railway Express 
Company. 


“You will observe that the court sanctioned a suit direct by a 
creditor of the Adams Express Company against the American Rail- 
way Express Company. It seems to the commission that this decision 
is of great importance in all cases where claim is not barred by the 
Statute of Limitations. It might be well to recall also that the Inter- 
state Commerce Commission has held that the requirement of the ex- 
press companies that a suit to be valid must be filed within two years 
and one day, was an unreasonable regulation. (See National Indus- 


es YR a League vs. American Railway Express Company, 58 I. C. 


CASTLETON CUT-OFF IMPROVEMENT 


Construction work will begin at once on the Castleton bridge 
and “cut-off” improvement of the New York Central Railroad, un- 
der plans providing for rapid work on a scale that will bring it 
into operation within two years. The bridge, connecting railway, 
yards, etc., call for an ultimate expenditure of approximately 
$20,000,000. o 

The new bridge, about twelve miles south of Albany, N. Y., 
will be the second high-level structure to span the Hudson River, 
and larger than its single predecessor at Poughkeepsie, N. Y. Ex- 
tending from it will be three tangents of double-track railway, 
aggregating twenty miles, creating shorter and level connections 
between the main line of the New York Central and its two im- 
portant branches, the Boston & Albany and the West Shore Rail- 
road. 

The beneficial results predicted by the railroad operating 
officials and engineers include the practical doubling of New York 
Central freight tonnage capacity, a great increase in passenger- 
carrying capacity, and a possible reduction of average time in 
transit of freight between the North Atlantic seaports and the 
Middle West of from two to five days. The new connection will 
provide easy flow for a vast amount of through freight traffic of 
New England and New York now passing through the Albany 
gateway, where conditions restrict rail facilities, causing un- 
economical operation and in times of heavy business, serious con- 
gestion and delays. 

Upward of 2000 men will be employed on the improvement at 
the bridge site, which on the east shore of the Hudson River is 
at Schodack Landing, about two miles south of Castleton, N. Y. 

The improvement will include the creation of one of the 
greatest gravity freight classification yards in existence, a few 
miles inland on the West Shore at Feura Bush, N. Y. Here, in a 
new multi-track yard six miles long, freight cars may be assorted 
into solid trains for movement when eastbound either down the 
West Shore tracks for direct connection with deep-water ship- 
ping at Weehawken, N. J., across the new bridge to the New 
York Central main line for delivery to the freight terminals on 
Manhattan Island, or to connection by easy grade with the Bos- 
ton & Albany for deliveries in New England. 

In this big yard may be concentrated classification work now 
carried on in the smaller and inadequate yards of West Albany, 
Karner, Ravena and other points, eliminating a vast amount of 
lost motion. The railroad authorities have computed that the 
large investment will be justified and pay out in future years 
through the reduction of operating cost and capacity to handle 
the greater business of its highly-developed and fast-growing in- 
dustrial territory. 


REVENUE FREIGHT LOADING 


Revenue freight loading in the week ended May 13 totaled 
777,359 cars, an increase of 21,610 cars over the preceding week, 
according to the weekly report of the car service division of 
the American Railway Association. Loadings in the correspond- 


ing weeks of 1921 and 1920 were 751,186 and 843,145, respect- 
ively. 
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There were small decreases in merchandise, L. C. L., and 
live stock loadings in the week ended May 13 as compared with 
the week ended May 6, but increases were reported in all other 
loadings, miscellaneous reaching 300;684 cars. 

Coal loading increased from 75,410 in the week ended May 
6 to 79,170 in the week ended May 13. 

Loadings by districts for the week ended May 13 and the 
corresponding week of 1921 were as follows: 

Eastern district: Grain and grain products, 10,886 and 
6,402; live stock, 2,878 and 2,536; coal, 8,455 and 45,548; coke, 
1,434 and 1,130; forest products, 5,857 and 5,452; ore, 2,442 and 
2,679; merchandise, L. C. L., 70,555 and 57,174; miscellaneous, 
85,132 and 65,340; total, 1922, 187,639; 1921, 186,256; 1920, 192,921, 

Allegheny district: Grain and grain products, 2,240 and 
1,868; live stock, 2,684 and 2,545; coal, 12,866 and 50,698; coke, 
4,531 and 2,509; forest products, 3,007 and 2,129; ore, 2,758 and 
4,059; merchandise, L. C. L., 51,448 and 43,403; miscellaneous, 
66,449 and 46,330; total, 1922, 146,483; 1921, 153,541; 1920, 175,041, 

Pocahontas district: Grain and grain products, 192 and 134; 
live stock, 88 and 75; coal, 28,283 and 23,566; coke, 318 and 201; 
forest products, 1,547 and 1,218; ore, 30 and 19; merchandise, 
L. C. L., 6,145 and 5,139; miscellaneous, 4,163 and 3,537; total, 
1922, 40,676; 1921, 33,889; 1920, 30,868. 

Southern district: Grain and grain products, 3,192 and 
3,424; live stock, 2,192 and 1,832; coal, 21,832 and 18,545; coke, 
999 and 760; forest products, 19,281 and 14,293; ore, 1,064 and 
818; merchandise, L. C. L., 34,289 and 36,292; miscellaneous, 
46,020 and 33,907; total, 1922, 128,869; 1921, 109,871; 1920, 127,457, 

Northwestern district: Grain and grain products, 10,867 and 
7,838; live stock, 7,926 and 6,705; coal, 2,487 and 4,374; coke, 
1,207 and 598; forest products, 17,656 and 14,217; ore, 5,752 and 
15,414; merchandise, L. C. L., 30,187 and 27,087; miscellaneous, 
35,604 and 29,800; total, 1922, 111,686; 1921, 106,033; 1920, 140,113. 

Central Western district: Grain and grain products, 10,592 
and 9,659; live stock, 11,304 and 9,633; coal, 3,232 and 14,594; 
coke, 155 and 167; forest products, 5,872 and 5,638; ore, 2,020 
and 747; merchandise, L. C. L., 32,880 and 31,154; miscellaneous, 
38,970 and 31,798; total, 1922, 105,025; 1921, 103,390; 1920, 114,779. 

Southwestern district: Grain and grain products, 4,301 and 
4,775; live stock, 2,868 and 2,188; coal, 2,015 and 3,959; coke, 
169 and 118; forest products, 7,531 and 6,287; ore, 337 and 759; 
merchandise, L. C. L., 15,914 and 16,540; miscellaneous, 23,846 
and 23,580; total, 1922, 56,981; 1921, 58,206; 1920, 61,966. 

Total, all roads: Grain and grain products, 42,270 and 34, 
100; live stock, 29,940 and 25,514; coal, 79,170 and 161,279; coke, 
8,813 and 5,488; forest products, 60,661 and 49,234; ore, 14,403 
and 24,495; merchandise, L. C. L., 241,418 and 216,789; miscel- 


laneous, 300,684 and 234,292; total, 1922, 777,359; 1921, 751,186; 
1920, 843,145. . 


CAR MILEAGE AND TONNAGE FIGURES 


Car-miles per day averaged 24.4 in March as against 23.2 in 
February and 20.4 in January, and 20.9 in March, 1921, according 
to compilations by the Bureau of Railway Economics. Tons per 
car averaged 27.8 as against 28.2 in February, 27.6 in January, 
and 27.2 in March, 1921. The per cent of loaded to total car-miles 


was 64.9 as against 64 in February, 63.9 in January, and 63.3 in 
March, 1921. 


CAR LOCATION STATEMENT 


The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of May 1, issued by the car service division 
of the American Railway Association, showed the following: 
Eastern district, 97.4 as against 97.2 a year ago; Allegheny dis- 
trict, 103.8 as against 99 a year ago; Pocahontas district, 90.9 as 
against 92.8 a year ago; Southern district, 100.6 as against 98.9 
a year ago; Western district, 96.4 as against 97.3 a year ago; all 
districts, 98.4 as against 97.6 a year ago; Canadian roads, 91.2 as 
against 95.9 a year ago. The per cent of home cars on home 
roads was 72.9 as of May 1. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order 12 
the period May 8-15 was 343,689, as compared with 353,239 in 
the preceding period, according to the weekly report of the car 
service division of the A. R. A. 

The surplus was made up as follows: Box, 79,136; ventilated 
pox, 4,176; auto and furniture, 1,328; total box, 84,640; flat, 5,286; 
gondola, 109,285; hopper, 109,181; total, all coal, 218,466; coke, 
5,190; S. D. stock, 14,045; D. D. stock, 1,311; refrigerator 
8,769; tank, 550; miscellaneous, 5,432; total, 343,689. a 

The average daily shortage was 816 cars, made up of 252 
box, 86 flat, 355 gondola, 94 hopper, 1 S. D. stock, 25 refrigerator 
and 3 miscellaneous. 


VIRGINIAN TERMINAL BONDS 
The Virginian Terminal Railway Co. has applied to the Com 
mission for authority to issue $909,000 of its first mortgage 5 per 
cent 50-year gold bonds for the reimbursement of the applicant's 


treasury for moneys expended in improvements, additions, a? 
betterments. 
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W. P. CONTROL OF S. N. R. R. 


The Trafic World Washington Bureau 


The Commission has denied, without prejudice, an applica- 
tion of the Western Pacific Railroad Company to obtain con- 
trol of the line of the Sacramento Northern Railroad which owns 
and operates an electric railway extending from Sacramento 
to Hamilton, Calif., and branches to Woodland, Colusa, Oroville 
and Swanston. The total first main line trackage is 165.03 
miles. 

The Western Pacific Railroad Company proposed to acquire 
control of the property of the Sacramento Northern through 
the purchase of its outstanding bonds and of the capital stock 
of a new company which will become the owner of the old 
company’s lines and other property. 

.The Commission held that the new Sacramento Northern 
company must make application under section 20a for authority 
to issue its stock and to assume the obligations of the old 
company. It said that until such application had been made 
it was unable to pass upon the public interest involved in the 
acquisition of control of. such company by the Western Pacific. 

“The stock proposed to be acquired by the applicant would 
have no validity without our authorization,’ the Commission 
said. “The application will be denied, without prejudice to its 
renewal later, if the new Sacramento Northern company should 
apply to us for authority to issue its securities and to assume 
the liabilities proposed.” 

Commissioner Daniels dissented, holding that it was not 
necessary for the new Sacramento Northern company to apply 
to the Commission for authority to issue securities because 
the line is an electric interurban railroad and not a part of a 
general steam railroad system. 


RATES ON LUMBER FROM CALIFORNIA 


A difference of opinion as to the way the carriers ought 
to go about complying with the Commission’s decision in the 
case of the Gaynor Lumber Co. vs. Director-General, decided in 
January (66 I. C. C. 109-112), resulted in the suspension of the 
tariffs filed by the carriers and an attempt at justification, be- 
fore Examiner T. J. Butler, in Chicago, May 22, at the hearing 
on I. and S. 1535, lumber from California to Minnesota and 
Wisconsin. 

In the Gaynor case the Commission found the rates on 
California lumber to points intermediate between Sioux City 
and St. Paul unreasonable to the extent they exceeded the rate 
to the latter point, and denied permission to continue violations 
of the fourth section that gave the Twin Cities and other ad- 
jacent markets a lower rate than the intermediates. In an 
attempt to cure this situation, according to B. F. Parsons, 
assistant general freight agent for the Great Western, the 
carriers simply moved the boundary line of the destination 
group E westward to include St. Paul, Minneapolis and South 
Stillwater, thus raising the California lumber rate from 66% 
to 73 cents. 


Mr. Parsons said that the situation resulted from a mis- 
understanding of the Commission’s order in the Gaynor case, 
it being the original position of the carriers that that order 
rescinded the fourth section permission only so far as the 
points involved in that complaint were concerned. He said he 
had been informed, however, by the Commission that the intent 
of the order was to remove all fourth section violations on 
California lumber in Missouri, Iowa and Minnesota. 

The objections of the shippers went chiefly to the disparity 
the proposed change would create in the rates on lumber from 
California on the one hand and the north Pacific coast on the 
other. These rates, they said, had always been on a parity, 
and a witness for one of the mills at South Stillwater insisted 
that it was necessary to buy at both sources in order to fill 
orders. There was also considerable protest against any raise 
in lumber rates whatsoever, it being contended that the indus- 
try was in no shape to stand any change in rates except a 
reduction at the present time. 

Most of the objections assumed a minor aspect, however, 
when it became apparent that both sides were more interested 
in the fourth section situation than in the rates. Mr. Parsons 
said that if the Commission would reconsider its decision in 
the Gaynor case to the extent of requiring strict application 
of the section to the points involved in that case only, the car- 
riers would be glad to withdraw the objectionable tariff. He 
said his road had not been a party to that case and, so far as 
he knew, the fourth section question was not gone into to 
any great extent at the hearing on the Gaynor case. 

“If the Commission should decide that no fourth section 
violations should exist on Pacific coast lumber, it would mean 
that we would have to blanket the lumber rates from the Mis- 
souri River almost to Chicago,” he said. 

P. H. Burnham, general freight agent for the Great North- 
ern, asked that his road be excluded from any arrangement 
regarding California lumber rates. 

“We do not solicit the business,’ he said, ‘and no basis 
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of divisions covering that traffic has ever been worked out over 
our lines.” 

The Great Northern, he said, tapped the lumber fields in 
Washington and Oregan and preferred to haul that product to 
the Minnesota and Wisconsin markets rather than take a short 
haul on the lumber from California. 


NEW ENGLAND TRAFFIC LEAGUE 


The annual meeting of the New England Traffic League was 
held at Boston May 19 and the following officers were elected: 

President—R. L. French, general traffic manager, Columbia 
Graphophone Mfg. Co., Bridgeport, Conn. 

First vice-president—C. L. Guest, T. M., Gilber & Barker 
Mfg. Co., Springfield, Mass. 

Second vice-president—W. F: Price, T. M., the J. B. Williams 
Co., Glastonbury, Conn. 


“ Treasurer—F. W. Hunt, T. M., Chase & Sanborn, Boston, 
ass. 

Board of directors—F. G. Russell, Landers, Frary & Clark, 
New Britain, Conn.; R. W. Miller, the Crane Co., Bridgeport, 
Conn.; R. W. Poteet, the Stanley Works, New Britain, Conn.; 
W. F. Price, the J. B. Williams Co., Glastonbury, Conn.; W. H. 
Pease, Bridgeport Brass Co., Bridgeport, Conn.; G. F. Feeney, 
Chamber of Commerce, Portland, Me.; E. M. Jouett, Burnham 
& Morrill, Portland, Me.; C. N. Moran, Estey Organ Co., Brat- 
tleboro, Vt.; C. D. Waters, Barre Quarriers’ Manufacturers’ Asso- 
ciation, Barre,-Vt.; W. H. Chandler, Boston Chamber of Com- 
merce, Boston; William H. Day, Jr., Lynn Chamber of Com- 
merce, Lynn, Mass.; J. H. Lane, Worcester Chamber of Com- 
merce, Worcester, Mass.; R. C. Johnson, Chamber of Commerce, 
Haverhill, Mass.; H. A. Montague, B. D. Rising Paper Co, 
Housatonic, Mass.; A. K. Tapper, Webster-Tapper Co., Boston, 
Mass.; C. C. Gale, North Packing & Provision Co., Boston; 
F. N. Putnam, Nashua Gummed & Coated Paper Co., Nashua, 
N. H.; E. C. Southwick, Providence Chamber of Commerce, 


Providence, R. I.; H. W. Richardson, American Electrical Works, 
Phillipsdale, R. I. 


CHANCE TO HELP SERVICE MEN 
The United States Veteran Bureau has offered to place about 
thirty slightly disabled former service men in traffic offices in 
Chicago for the purpose of learning the traffic business. 
The men are all paid by the United States government, and 
there will be no cost to the concerns utilizing them. The men 
will be required to observe regular office hours and discipline, 


with the exception that on three afternoons each week they 
will attend the Y. M. C. A. School of Commerce to be instructed 
in traffic work by J. D. Collier, who has consented to give his 
services to this work. The physical disability of most of these 


men is slight. In fact, in many cases it is not noticeable, and 
such disability will in no way interfere with their performance 
of the usual duties of a traffic clerk. 

The men have all been injured in service in the United 
States Army in the recent war and are earnest young men who 
are desirous of learning a business that will bring them steady 
employment and a chance to advance themselves. 

Anyone who can use the services of such a man and is 
willing to lend assistance in teaching him the fundamentals of 
transportation is asked to communicate with the Army and Navy 
Committee, Traffic Club of Chicago. 


CHANGE IN DOCKET 


Hearing in 13508, B. Lissberger & Co. et al. vs. P. R. RB. 
et al., assigned for May 26 at New York, was postponed to 4 
date to be hereafter fixed. 

Hearing in 13593, the Wheatena Company vs. Director-Gen- 
eral, P. R. R. et al., assigned for May 25 at New York, was 
postponed to a date to be hereafter fixed. 

Hearing in 13649, J. R. Thames vs. Ala. & N. W. et al., and 
13728, J. R. Thames vs. Ala. & N. W. et al., assigned for May 26 
at Birmingham, Ala., was postponed to a date to be hereafter 
fixed. 

Hearing in 13592, Raritan Aniline Works vs. Director-General 
and C. R. R. of N. J., assigned for May 25 at New York, was 
cancelled and reassigned for May 24 at New York. 

Hearing in Finance Docket No. 2303 and No. 2305 was set 
for Washington, D. C., May 26, before Examiner Davis. 


STANDARD TIME ZONE INVESTIGATION 

The Commission, on petition of the city of Detroit, has Te 
opened the standard time zone investigation, No. 10122, for 
further hearing on the question of whether the Commission’ 
orders in that case defining the boundary line between the 
United States standard eastern time zone and the United States 
standard central time zone, should be modified so as to include 
the city of Detroit and any western portions of the state of Michi- 
gan in the standard eastern time zone. Commissioner Aitchiso® 
will hold a hearing on this question at Detroit on May 29. 
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“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles, _~ Francisco, Oak- 
land, Portland, Seattle and Tacoma 


New York, ‘Siewe 
Norfolk, | Philadelphia 


Thru bills of lading to rid Diego, Stockton and Sacramento, California ; 
Astoria, Oregon; Vancouver, Victoria, B.C.; Hawaiian and Far East Ports 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone, Bowling Green 7394 


Baltimore, Md. _—‘Philadelphia, Pa. _— Pittsburgh, Pa. Cleveland, Ohio 
39 South St. Drexel Bldg. Oliver Bldg. Marshall Bldg. 
And at our Branch Offices at ports of call, etc. 





Work That Is Like Play 


—Yet it can easily bring 
you $5000 to $7500 a year 


An Amazing Opportunity is Offered Young Men 
of Ambition to Get Into a Remarkable New Big 
Pay Field. In an Astonishingly Short Time 
You Can Qualify to Earn a Magnificent Income. 








The need for men who can capably represent American Business 
abroad, or who can direct export and import activities at home, is 
growing more apparent every day. Every country on the face of the 
globe is competing with each other for foreign markets, and American 
Manufacturers will not permit themselves to be outstripped, so the 
call has gone out for Export and Import Managers. 




































Men with a thorough knowledge ef Export and Import are earning 
magnificent salaries, and are finding their vocation not the ordinary 
monotonous routine of the average office man, but a thrilling, big- 
paying profession. 

AN AMAZING NEW BIG PAY FIELD 


Export and Import Managers earn from $5,000 to $7,500 a year. 
Many even earn more. The work of the Export and Import Manager 
is not complex nor is an unusual education required to master it. 
Export and Import is based upon certain well defined principles, 
coupled with easily understood laws regarding international trade, 
finance, and shipping. You will be amazed to find how rapidly and 
how readily you can prepare yourself to take your place as a 
qualified Export and Import Manager. 


LEARN IN SPARE TIME 


At home. No need of giving up your present work. Just a few 
Spare hours a week and you can quickly master the training pre- 
pared especially for this profession by the American Commerce As- 
sociation. This training is conceded by experts to be the very best 
that is offered. 
FREE BOOK GIVES FULL DETAILS 

There is absolutely no obligation on your part. Just send your name 
and address (a postal card will do), and the finely illustrated, free 
book on Export and Import will be sent you. Learn of the amazing 
opportunities in this wonderful new profession. Make up your mind 
tight NOW to get out of the rut and into the “Field of Greater 
Opportunity.” Write NOW! 


AMERICAN COMMERCE ASSOCIATION 
Dept. 25-D, 4043 Drexel Blvd. Chicago, Il. 
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“The Sunshine Belt to the Orient” 















NEW YORK-LOS ANGELES-SAN FRANCISCO 


PASSENGERS AND FREIGHT 


DIRECT SERVICE 
via PANAMA CANAL 


WEST COAST CENTRAL AMERICA, MEXICO 


Calling at Norfolk, Va.; Corinto, Nicaragua, La Libertad, Salvador; 
San Jose de Guatemala and Manzanillo (Havana, Eastbound) 


* - COLOMBIA sails from New York June 7th 
CUBA sails from San Francisco June 5th 
S.S. SSiNTA ANA sails from San a a 10th 
Sailings about every 17 days thereaf: 
All New York Sailings from Pier 33, Atlantic Torminel, Brooklyn 
PANAMA SERVICE 

Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene. 

S.S. SAN JUAN sails from San Francisco June 15th 

and Sailings about every 22 days thereafter 


PACIFIC MAIL S.S. COMPANY : 


10 Hanover Square, New York 508 ee St., San Francisco 
803 So. Spring St., Alexandria Hotel, Los Angeles 




















7 TRANS-PACIFIC SERVICE 
San Francisco to So Kobe, Shanghai, 
cheesey ths f Freight Sailings by New and Luxurious U. S. 
Shipping Liners: 


S.S. President Cleveland (.¢é%"%,.) sails June 3 
S.S. President Wilson (.,{°%’,.) sails June 24 


S.S. President Lincoln (tomer) sails July 22 


and approximately every 21! days thereafter. 
San Francisco-M ANILA-Hongkong Service via Honolulu 


S.S. President Harrison (formerly “Wolverine State”) June 12th 
S.S. President Hayes (formerly “Creole State”) . . July 6th 
and every 35 days thereafter 


Through bills of lading issued to and from points beyond ports ef call 
For rates and other information apply to any railroad or tourist agency, or te 


PACIFIC MAIL a Co. 
608 Colerain 2, See Peeiee over Square, N. Y. 


0 Han 
Se Series St., Alexandria Hotel, Los 
aaing Agents: S. Shipving Board 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate tr ortation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
ao agen We do not desire to take the place of the traffic man but to 

“ ip him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too comples for the kind of investigation herein contemplated. 


Address Questions and Answers Department, 
Traffic Bervice Corpor 


‘ation, Colorado Building, Washington, D. C. 





Demurrage—Weather Interference 


Oklahoma.—Question: During March of this year we re- 
ceived 14 cars of crushed stone consigned to us at “A,” Okla- 
homa. Cars were set for unloading on public delivery track. 
After arrival and during free time, a very severe blizzard oc- 
curred, followed immediately by a thaw which made country 
roads impassable, rendering it impossible for us to unload cars 
pending the condition of the rails. Railroad contends that inas- 
much as the approach to the cars was in condition to permit un- 
loading that they can not be held responsible for the condition of 
the roads over which material had to be hauled. We were unable 
to unload on the ground adjacent to the tracks and in conse- 
quence $224.00 demurrage, according to the railroad figures, ac- 
crued. Please advise if, under these circumstances, we can 
claim exemption of charges under Rule 8, Section A of Kelly’s 
demurrage tariff No. 4-B. Notice was given railroad in the 
proper manner of our inability to unload on account of roads 
impassable. 

Answer: While we do not locate an opinion of the Com- 
mission covering similar facts, it is our opinion that under the 
weather interference rule of the demurrage tariff, it is not con- 
templated that demurrage shall be waived because of the con- 
dition of the surrounding country roads. 


Deduction for Shrinkage of Grain in Adjustment of Claims for 
Loss of Grain 


Ohio.—Question: Up to the present time we have been 
making an allowance of % of 1 per cent to cover natural shrink- 
age in accordance with Railroad Administration General Order 
No. 57. Has there been any change or cancellation of this gen- 
eral order that you know of? 

We also have I. C. C. Docket 9009 to contend with in regard 
to this reduction, but we think it high time to get away from 
this ruling which we believe was put arbitrarily when railroads 
were under government control. 

We filed a claim with the “X” railroad for loss in transit 
amounting to 3,540 pounds on a carload shipment of corn from 
“A,” Tll., on the “Y” railroad to “B,” Ky., without making allow- 
ance of % of 1 per cent. The “X” railroad have now returned 
claim, insisting that we make the usual reduction of % of 1 
per cent. 

Answer: General Order 57 of the U. S. Railroad Admin®tra- 
tion applied only to shipments moving during the period of 
federal control. However, in A. B. Crouch Grain Co. vs. A. T. 
& S. F., 41 I. C. C, 717, it was held by the Interstate Commerce 
Commission that a rule providing for deduction in the adjustment 
of claims for loss of grain in transit of certain percentages of 
loading weights as representing natural shrinkage was not 
illegal or unreasonable. 


Rates—Reasonableness of 


Ohio.—Question: On referring to pages 272 and 273 of Union 
Line Fast Bound Guide Book, I. C. C. 13, it is noted that traffic 
originating in C. F. A. Territory, destined to points located on 
the Maryland & Penna. R. R. between York, Pa., and Baltimore, 
Md., take arbitraries over the rates published to Baltimore, Md. 
The points located in Pennsylvania on the M. & P. R. R. way bill 
to York, Pa., while those located in Maryland way bill to Balti- 
more, Md., which requirement indicates that the M. & P. R. R. 
refrain from performing an interstate service for the purpose 
of evading the Fourth Section of the Act to Regulate Commerce 
between the states. 

Inasmuch as the Pennsylvania Railroad assess the flat Bal- 
timore rate to points on its line between York and Baltimore, 
is the M. & P. R. R. justified and within the law in demanding 
an arbitrary over the Baltimare rate to points on its line located 
between the same terminals, which service, however, is almost 
identical to and of no greater value than that performed by the 
Pennsylvania Railroad at the flat Baltimore rate? If so, kindly 
quote on what authority they are granted this privilege. 

Answer: By providing for the routing of traffic to stations 
East York to Pylesville, Md., via York, Pa., and the routing of 
traffic to stations Street to Evergreen, Md., via Baltimore, Md., 
Fourth Section violattons which would: otherwise result from the 
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grading of arbitraries over those points towards Street ang 
Pylesville are avoided. 

It thus becomes a question as to whether rates to these sta. 
tions higher than rates to Baltimore are just and reasonable 
when taking into consideration all of the conditions and circun. 
stances under which the traffic moves. 


Classification Governing Cement Sacks, 
Boyd’s I. C. C. A1273 


Nebraska.—Question: I wish your interpretation of the fol. 
lowing: Circular 17B, Western Trunk Lines Rules, Regulations 
and Exceptions to Classifications issued under Agent E. B. Boyd's 
I. C. C. A 1273, under rule 560, page 20, quotes rating to apply 
on cement plaster bags returned. j 

In black-face type it reads as follows: “Nebraska application 
affecting less-than-carload shipments will not apply on traffic 
moving over one line from and to points named in Rule No. 120.” 

Rule 120 is as follows: “Application in Nebraska. Items 
making reference to this rule will apply on Nebraska intrastate 
traffic, except on traffic to or from Omaha, Lincoln, Fremont, 
Beatrice, Fairbury, Plattsmouth, Hastings, St. Paul, Nebraska 
City, Grand Island, Columbus, Kearney and Norfolk, Nebraska.” 

We shipped some empty sacks from Scottsbluff, Neb., to 
Superior, Neb., applying the half of fourth class rate. The 
contention by some is that the straight fourth class rate applies, 

Answer: Our understanding is that the words “Will not 
apply on traffic moving over one line from and to points named 
in Rule 120” have the effect of excluding the application of the 
half of fourth class rate carried in Rule 560 on such shipments 
moving over one line between points both located in the state 
of Nebraska. 

There may be room for argument so far as Omaha, Lincoln, 
Fremont and other points mentioned are concerned, these points 
being excluded from the affirmative application of Rule 120, 
which is only used where other items make specific reference 
thereto. 

The words “Nebraska state traffic” in Rule 120 list all points 
within the state the same as if specifically mentioned by name, 
Rule 560 is not governed by Rule 120 in and of itself but only in 
so far as the latter contains a list or manner of naming points 
to or from which Rule 560 will or will not apply on Nebraska 
shipments. 

For your information we are quoting from Item 1240 of 
W. A. Poteet’s I. C. C. 320 (Boyd’s I. C. C. A1273 being the current 
reissue thereof), covering the same commodity and issued under 
order of the Nebraska State Railway Commission in final order 
ments moving over one line only within the state of Nebraska, 
application affecting less than carload shipments. The above 
rating so far as Nebraska intrastate traffic is concerned will 
only apply on shipments moving over two or more lines of rail- 
way within the state of Nebraska where joint through less than 
carload rates are in effect. For rating on less than carload ship- 
ments moving over one line only within the state of Nebraska 
see Nebraska Classification No. 1, supplements thereto or re- 
issues thereof.” 

Nebraska Classification No. 1 provides for half of fourth 
class on this commodity, returned, and there was no necessity 
for an exception thereto on Nebraska state business moving 
under tariffs governed by the State Classification. 

In later reissues of this rule the application has been trans 
posed from an affirmative declaration to a negative declaration 
and leaving the classification governing the tariff under which 
the shipment moves to determine the rating. 


Tariffs—interpretation of 


Arizona.—Question: January 10, 1922, car potatoes, Center, 
Colo., to X, Ariz., originally billed $1.28% per 100 pounds through. 
Claim was filed on basis of $1.10, made 6 cents Center, Colo, 
to Monte Viste, Colo. Supplement 1, San Louis Central, I. C. ¢. 
12, and $1.04, Chapman, Colo., to destination, being applicable 
from Monte Viste under the intermediate clause; authority for 
rate supplement 21 to Countiss’ 1-T and his I. C. C. 1100. Car 
riers declined claim as originally filed and requested amendment 
to $1.16% per 100 pounds, using rate of $1.1014 from Monte Viste 
in D. & R. G. I. C. C. 2837. As shippers made allowance of 
$1.16%4 rate, we amended claim to basis of $1.16%, and settle 
ment was made. 

Exception 45, as amended, page 7, Supplement 10 to 1-7, 
effective October 3, 1921, suspended to March 15, 1922, by Sub 
plement 13 providing for non-application of group J rates from 
D. & R. G. stations, was confiremd by the Commission in I. al 
S. 1412, opinion 7346, 66 I. C. C. 96-99; also there are two Chap 
mans in Colorado, one on the C. B. & Q. and the other on the 
D. & R. G. The Chapman in 1-T being unrestricted in its 4P 
plication, either by specific county or reference mark, and 
view of the fact that car moved during period of suspensiol 
is not the $1.10 rate the legal rate to apply? Does not the su 
pension of a tariff or supplement restore, until legally canceled. 
prior provisions or rates named in tariff and supplements? 

Answer: In suspending a tariff or supplement, under se 
tion 7 of the interstate commerce act, the Commission simply 
defers for a given time the rates, rules, regulations, practice 


Returned; Rule 56 
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etc., in the schedules so suspended, i. e., until a hearing thereon 
may be had and the suspended schedules allowed to become 
effective or finally held not justified. In the meantime, previous 
regulations, rates, rules, etc., have not been changed and must 
remain in effect until and unless otherwise ordered by the Com- 
mission. In the case in question, supplement 13 to Countiss’ 
1-T, I. C. C. 1089, first suspended the proposed changes until 
January 31 and further until March 15. 

Chapman, Colo., without proper identification, as shown in 
group “J,” may be either the Chapman on the D. & R. G. or 
the Chapman on the C. B. & Q., and under all decisions of the 
Commission where there is a doubt as to the meaning or in- 
terpretation of a tariff in any of its phases, shippers are entitled 
to its benefit. With this in mind, the use of the intermediate 
rule, as shown in tariff, will provide for application of group “J” 
rates from Monte Viste, an intermediate station on the direct 
line of the D. & R. G. between Chapman and destination. 

However, given a commodity rate between two stated points, 
we are not permitted to use a class rate, whether higher or 
lower, except as may be authorized by tariffs carrying both a 
class and a commodity rate in same issue. See rule 7-a, Tariff 
Circular 18-A, which states that in every instance where a com- 
modity rate is named in a tariff upon a commodity and between 
specified points, such commodity rate is the lawful rate and 
the only rate that may be used with relation to that traffic, even 
though a class rate or some combination may be lower. The 
naming of a commodity rate on any article or character of 
traffic takes such article out of the classification and out of the 
class rates between the points to which such commodity rate 
applies. 

The rate claimed as applicable by you under Countiss’ tariff 
I. C. C. No. 1089 is a class rate, whereas that carried in D. & 
R. G. I. C. C. 2873 is a commodity rate and has to be given 
preference. . 


Damages—Deduction of Trade and Cash Discounts 


Massachusetts.—Question: I understand that the Louisiana 
courts have ruled that in case of loss of goods in transit by 
the railroad, the consignee can recover the gross amount of the 
invoice before deducting trade and cash discounts. 

Will you please let us know if this applies to all interstate 
shipments or if it applies simply to shipments originating and 
terminating in the state of Louisiana? 

Answer: We have no record of a decision of the Louisiana 
courts holding that a consignee may recover the gross amount 
of the invoice without regard to trade or cash discounts. 


Rate Applicable Via Route Specified by Shipper in Bill of Lading 
Must Be Assessed Regardless of Rate Shown Therein 


Missouri.—Question: You will note the inclosed bill of 
lading referring to shipments consigned to Central Illinois Pubic 
Service Company, at Muddy, Saline County, clo S. I. R. & P. 
Co., Eldorado, Ill., routed C. & A.-East St. Louis-Big Four, with 
a rate of $3.28 inserted. 

This rate of $3.28 applies, according to the routing, to Eldo- 
rado and. will not to Muddy. It developed, after this shipment 
was made, that the S. I. R. & P. Co. was a railroad extending 
from Eldorado to Muddy, Ill., and that, due to the Big Four 
delivering this to the S. I. R. & P. Co. to Eldorado an additional 
6%-cent rate was charged. You will note this bill of lading 
carries two destinations, Muddy and Eldorado. On the face of 
the above facts, is there any recourse to protect the $3.28 through 
to Muddy? 

Answer: The bill of lading, as prepared by the shipper, 
contains instructions as to destination and routing which, if not 
susceptible of different interpretations, are not definite and cer- 
tain, and the carrier’s agent should, in our opinion, have called 
for an explanation thereof by the shipper. 

However, if, as we understand, the shipment reached its 
proper destination the rate applicable via the route shown in 
the bill of lading, which was complete with the exception of 
the destination line, must be charged regardless of what rate 
was shown in the bill of lading. 


Car Seals 


Washington.—Question: Referring to the above subject, 
“Car Seals,” and in this connection we quote American Railway 
Association Freight Claim Division Rules of Order Freight Claim 
Rules and Rulings, as amended at the thirtieth annual session, 
May 17-19, rules 44 to 59, inclusive, and, in addition, I. C. C. No. 
9009 submitted. 

We will appreciate very much if you will define just what 
constitutes a proper car seal, and in particular whether the 
Interstate Commerce Commission has specifically ruled that a 
car seal must be numbered consecutively, showing the name of 
the railroad company printed or indented thereon, and if it is 
still permissible under the Interstate Commerce Commission 
ruling to use a blank seal with lead rivet and applied to the car 
with the old-fashioned seal punch with steel die to indent station 
number or initial of the carrier. 

Answer: We know of no ruling of the Commission which 
defines what is a proper car seal or requires that a certain type 
of car seal be used. The matter is apparently one which comes 
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within the determination of the operating officials of the various 
carriers, inasmuch as the shipping public is not interested in 
the methods used for the protection from theft of property 
intrusted to a carrier for transportation, the carrier being liable 
in damages for the loss thereof. 


Concealed Loss or Damage—Notice of Claim 


Wisconsin.—Question: Let us have your opinion, quoting 
if any, Interstate Commerce Commission decisions and Supreme 
Court rulings bearing on the following incident: 

A shipment of cotton piece goods was made from a point 
in New England territory on August 9, 1921, to a consignee in 
Wisconsin. Said shipment arrived at destination on August 23 
1921. There being no noticeable evidence of damage, consignee’s 
draymen receipted for and accepted said shipment, delivering 
same to consignee’s warehouse. Consignee is a manufacturer 
of cotton aprons and is unable to utilize his raw material as it 
is received from carriers, and for this reason the shipment in 
question was stored in consignee’s warehouse until November 
3, 1921, before unpacking same. Upon unpacking the shipment 
the consignee discovered a concealed damage by water, where. 
upon carrier was duly notified. Carrier’s agent made inspections 
of the shipment on November 3, November 4 and November 17 
and claim was filed against the carrier on November 17, covering 
the amount of concealed damage. 

Carriers have declined payment of the claim on the grounds 
that consignee failed to notify the carrier of the concealed dam- 
age within 15 days of the receipt of the shipment. Consignee 
can prove conclusively that the shipment in question was not 
damaged while in the hands of their draymen nor while in their 
warehouse. 

We are unable to locate any legal basis for the carrier’s 
contention that they should have been notified within 15 days 
of the receipt of the shipment. 

Answer: There is no legal requirement that a notice of 
concealed loss or damage be given the carrier by the consignee 
within 15 days of the receipt of the shipment. The provisions 
of paragraph (b) of section 2 of the bill of lading which require 
that a claim be filed within six months after delivery of the 
shipment apply to claims for concealed loss as well as other 
claims. 

The failure to discover the loss or damage until consider- 
able time has elapsed after delivery of the shipment goes only 
to the question of proof of the loss or damage and not as to 
the right of bringing suit therefor. 

If proof can be made that the damage did not occur while 
the shipment was in the hands of the drayman or in the con- 
signee’s warehouse, the burden, in case suit is necessary, will 
be upon the carrier to show that the goods were not in good 
condition when received for transportation or that the damage 
resulted from a cause for the consequences of which it is not 
liable and not from its negligence. 


Track Storage—Charge on Private Cars 


Louisiana.—Question: A neighbor of ours owning a private 
flat car, has permission to have car placed on our private switch 
for unloading. Car remains on our switch approximately one 
month and the railroad issued bill to cover trackage storage. 

Are the railroad people correct in issuing this bill? If so, 
please state rule covering. If not, please cite previous cases 
covering. 

Answer: In accordance with the opinion of the Interstate 
Commerce Commission in Western Petroleum Refineries Asso- 
ciation vs. A. & R. R. R., 66 I. C. C. 58, and the cases cited 
therein, a track storage charge, where provided for by tariff 
publication, is a proper charge under certain conditions, which 
conditions relate to the ownership and use of the track. 

Mixed Carloads Under Rule 10 of Classification 

Ohio.—Question: A shipper billed out a carload of furniture 


as follows: 
Battan GHATS 2... 0.06000. 3,890 
Children’s carte ........ 145 
J | re 2,250 
Crane, W. Op B..seccses 11,300 





17,585 @ 40c C. L. rate. 
Under rule 10, mixed carload, can he “juggle” the weight 
as follows: 
Chairs, 10,000 at C. L. rate; 
7,585 at L. C. L. rate? 


In other words, in mixed carloads can part of the weight 
of one commodity be rates at carload and another part of same 
be rated at less-carload to obtain lower freight charges? } 

Answer: Section 4 of rule 10 of the Consolidated Classift 
cation provides that if lower charges result from the application 
of the carload rate and minimum weight or actual weight if i 
excess of the minimum weight for one or more of the articles 
and less-than-carload rate at actual weight on the other article 
or articles the shipment will be charged for accordingly. _ 

We do not believe that under the wording of this secti? 
the total amount of one article can be split into a carload al 
a less-than-carload shipment in the manner suggested. 
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However, if the shipment moved under class rates, based 
upon the ratings shown in the classification, we do not see that 
any saving would be made, as regards the shipment in question, 
by dividing it into carload and less-than-carload shipments, 
even if authorized by section 4 of rule 10 of the Consolidated 
Classification, for the reason that all of the articles are rated 
second class in carloads, with a minimum of 10,000 pounds. 
Reconsgnment—Order-Notify Shipments and Shipments Held for 

Inspection 


INlinois.—Question: In The Traffic World of April 15, page 
836, you answer a question by “Missouri” covering reconsign- 
ment rules relating to cars held in break-up yards. Your answer 
is not entirely clear to me, and I am unable to determine 
whether, in your judgment, the practice of charging a recon- 
signment on shipper’s order cars held for bill of lading by the 
carrier is proper or not. 

All cars coming into a large terminal are held in break-up 
yards before being switched and distributed, and if a car is held 
for the carrier’s convenience for bill of lading, there is no addi- 
tional service performed, and I am unable to figure how a re- 
consigning charge could properly be applied against such a car. 
I have been informed that some roads in some cities were en- 
deavoring to impose this charge, and I should like to have you 
state whether or not, from the information at your command, 
such a charge would be proper or not. 

Answer: In Diversion and Reconsignment Rules, Regula- 
tions and Charges, 61 I. C. C. 385, the Commission authorized 
the carriers to publish, not earlier than April 1, 1922, the fol- 
lowing rule governing order-notify shipments and shipments 
placed for inspection: “Shipments covered by ‘order’ or ‘order- 
notify’ bills of lading, placed on hold track, awaiting surrender 
of bill of lading, or shipments which are paced for inspection 
of contents before delivery, and which necessitates subsequent 
movement of car to place of delivery, will be considered as re- 
consignments within the switching limits, and subject to the 
rules and charges provided in rule 8. Provided, that the sur- 
render of the original bill of lading shall not be a condition 
precedent to the placement of the car or to the giving of the 
order designating where the car shall be placed for unloading, 
except that where place of delivery designated is other than 
the local team tracks, original bills of lading must be surren- 
dered, or indemnity bond executed in lieu thereof, or other 
satisfactory assurance given carrier.” 


Liability of Carrier for Loss of Goods from Car Placed on Public 
Delivery Track After Unloading Has Commenced 


Virginia—Question: Kindly advise if the carrier is respon- 
sible in the following cases: 

A ecarload of oranges is placed on the public team track for 
delivery and consignee is promptly and properly notified, and 
before his free time expires, which ‘is 48 hours, the car is robbed, 
by whom we are unable to say. Is the carrier responsible for 
this loss after the shipper has broken the seals and started 
unloading the car? A controversy has arisen, one taking the 
stand that after the shipper has unloaded one box of oranges 
from the car that constituted delivery, whereas the other side 
claims the carrier is responsible until the free time expires. 

Also answer the same question as to liability after the free 
time expires. In other words, the same thing happens when 
the car is on demurrage. 

Answer: In Michigan Central R. R. vs. Mark Owen & Co., 
41 Sup. Ct. Rep. 554, the Supreme Court of the United States 
held that under a bill of lading provision substantially the same 
as paragraph A of section 4 of the present bill of lading, a 
carrier is liable for the loss of goods from cars placed on public 
delivery tracks of the carrier, within the period of free time, 
even though the car has been accepted by the consignee, the 
seals broken and the unloading of the car commenced. 

After the period of free time has expired its liability under 
such conditions is that a warehouseman. 


Routing—Terminal Delivery Must Be Specified If Desired 


Missouri.—Question: Shipments of fuel oil originating at 
A, destined to B, both points located on X Railroad, but plant 
at destination located on Y Railroad, with switching arrange- 
ments with X Railroad, has a rate of 224%4c cwt. from A to B 
printed in their local tariff, to which Y Railroad is not a party. 
A rate of 26%%c cwt. printed in a committee tariff and applicable 
via all lines from A to B is in effect. Shipments in question 
were routed X Railroad-Y Railroad and rate of 26%4c assessed. 

Should not the lower rate apply in view of the fact that 
no junction point is requested by the shipper, and it was neces- 
sary for X Railroad to turn shipments over to Y Railroad for 
delivery? In other words, would not the destination be the 
junction point via which the lower rate would be applicable? 

Answer: Under the opinion of the Commission in the case 


of Fechheimer Steel & Iron Co. vs. Penna. R. R., 51 I. C. C. 183, 
the routing instructions given as to the shipment in question 
indicated that a line haul over carrier “Y’” was desired and 
placed carrier “X” under the obligation of so forwarding the 
shipment. 


The higher rate was therefore properly assessed. 
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Concealed Damage—Liability of Carrier for 


Pennsylvania.—Question: Kindly let us know when and in 
what decision the Interstate Commerce Commission ruled that 
the carriers were equally responsible for concealed damage, as 
for visible damage. 

; Answer: The jurisdiction of the Interstate Commerce Com. 
mission does not extend to the consideration of questions affect- 
ing the liability of carriers for loss of or damage to shipments 
received for transportation, such matters being cognizable only 
in courts of law. 

A carrier is, however, liable under the decisions of the 
courts for concealed damage as well as damage which is appar. 
ent at the time of delivery, if claims for such damage can be 
supported by proper legal proof. See Spann vs. A. & V. R. R. 
Co., 74 So. 141; M. & O. R. R. vs. Tupelo Furniture Mfg. Co. 
19 Am. St. Rep. 262; Silverman vs. C. C. C. & St. L. Ry., 157 
N. Y. S. 876. 


Freight Charges—Liability of Consignor for 


Maryland.—Question: John Smith shipped to Bill Jones 
four crates of spice, the shipment was refused by consignee, as 
he claimed the goods were not what he ordered. Shipper was 
notified that shipment was on hand refused, giving him the full 
facts. He declined to have anything to do with the shipment, 
insisting that he held the consignee’s signed order for the goods 
and intended to place his bill in the hands of an attorney for 
collection. 

The goods were sold by the railroad, as provided for by law, 
but did not bring enough to cover freight and storage charges 
Shipper declines to pay the deficit, as he insists that his owner: 
ship and responsibility ceased as soon as he took a receipt from 
the railroad. It has been the writer’s understanding that the 
shipper was responsible for all charges, if consignee declined 
to receive shipment, as both the shipper and consignee are liable 
for freight charges, the former on his express contract, and the 
latter on his promise implied by his ownership and acceptance 
of the shipment. Therefore, if consignee refuses to accept the 
shipment, can he be held liable for any charges, and does the 
shipper cease to become the owner after the shipment is deliv- 
ered to the carrier? If so, who is responsible to the carrier 
for the deficit, when shipments are sold for freight charges? 

Answer: The consignor, as the party with whom the con- 
tract of shipment was made, is primarily liable for the payment 
of the freight charges, whether he is the owner of the goods 
or not. A contract to pay the freight is to be implied from the 
mere fact that the consignor has placed the goods with the 
carrier for the purpose of being carried to their destination. 
This liability is discharged only by full payment by the con- 
signor or the consignee. There being no contractual relation 
between the carrier and the consignee by the mere designation 
of the latter as consignee which obligates him to receive the 
goods or to pay the freight charges, the consignor in the instant 
case, can be required to pay the difference between the full 
amount of the freight charges and the amount received from the 
sale of the goods. 


Liability of Draymen and Truckmen 


New York.—Question: A shipment of four bundles of piece 
goods was made by a concern through a local express and truck 
ing company in New York City to eonsignee in Brooklyn, N. Y. 
Three out of four bundles were delivered. The consignee a 
few weeks later filed claim against the local express company 
for the missing bundle and, not receiving a reply to their first 
letter, wrote another letter a few months later. The consignee 
wrote a few more letters, called the express company on the 
phone, and was told that the express company did not exist any 
more, and, if they desired any information, they could write to 
the attorney who was winding up their business. In the meal- 
time a year had elapsed without getting any results, and suit 
started. The attorney for the express company advises that, as 
there was no valuation placed on the receipt, the company was 
liable for only fifty dollars and, as suit was not commenced 
within four months after delivery of the goods, that action would 
be barred. 

We were not aware of the conditions of the local express 
receipt and, being the consignee of the goods, we filed the claim. 
Kindly advise us your opinion relating to this case and, if pos 
sible, furnish us with New York court decisions for similar cases 
decided. 

Answer: Without knowing something of the nature of the 
express and trucking company in question and the terms and 
conditions under which the shipment moved, it is not possible 
to say what the liability of the company is. However, as 4 
rule, persons who engage in the business of draymen, truck 
men, wagoners or public moving van companies, for the tral’ 
portation of goods and merchandise and who hold themselves 
out as willing to serve all who apply and pay freight chargé: 
are common carriers in respect to the carriage of such goods 
and merchandise as they make a business of carrying, and 
is immaterial what mode of transportation is employed, or that 
there is no regular tariff of charges, and as such are liable 
in damages as a common carrier for the loss of or injury © 
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A Word to Shippers 


HE management of the Indiana Harbor Belt 
Railroad Company desires to notify shippers of 
perishable freight that it is in better shape than 
ever to handle their product and to give it the train 
service—reicing and general care which it requires. 
The I. H. Belt is the Belt Line which first estab- 
lished a regular scheduled movement through the 
Chicago gateway for the handling of perishable freight. 
It maintained this service during the strenuous times 
of the war when the demands of an unusual traffic 
taxed the carriers to the utmost and during labor 
troubles when other lines failed to function. The 
traffic has been protected regardless of the cost of ice 
which at times amounted to as much as $12 per ton. 
In order that the uncertainties of the ice supply 


GEORGE HANNAUER, Vice-President and Genl. Manager, 
Gibson, Lake County, Ind. 


Perfect Service 


for 


Perishable Freight 


of Perishable Freight 


might not again threaten the safety of the perishable 
traffic there has been constructed on the I. H. Belt an 
ice plant which manufactures from pure artesian well 
water one thousand (1,000) tons of ice per day. A 
continuation of this traffic is necessary to take care of 


the output of this plant. The volume of traffic is 
necessary to provide the most efficient and frequent 
train service. The I. H. Belt runs its fast trains at all 
hours of the day and night as the necessity of conform- 
ing to the train schedules of its connections demands. 
We therefore ask you to continue to support the 
line which gave you the service in the past and which 
is prepared to take care of you in the future and to 
— te on your shipping directions 
“Via the Indiana Harbor Belt Railroad” 


W. H. WARD, General Freight Agent, 
Chicago, Ill. 
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goods intrusted to them for carriage. See Press vs. Deering, 
252 Fed. 722; Heuman vs. M. H. Powers, 162 N. Y. S. 590; Sul- 
livan vs. Williams, 176 N. Y. S. 710; Stevenson & Co., Inc., vs. 
Hartman, 181 N. Y. S. 465; Walker vs. Taylor, 174 N. Y. S. 520. 


Burden of Proof on Carrier to Show Loss Occurred After Ter- 
mination of Liability as Carrier 

California.—Question: On page 1158 of the issue of The 
Traffic World of December 3, 1921, in reply to query from ‘“Michi- 
gan” you state that “The burden of proof is on the carrier to 
show loss occurred after the termination of liability as carrier.” 

We would like very much for you to refer us to citations 
where this has been held by courts where a similar question 
was involved. 

Answer: In Peoria, etc., R. C. vs. U. S. Rolling Stock Co., 
27 N. E. 59 (Ill.), and St. John vs. Ill. Cent. R. Co., 168 Ill. Ap. 
599, it was held that where delivery to the carrier is shown 
and also its failure to deliver, the burden rests on it to show 
that at the time the loss sued for occurred, its liability as a 
common carrier had ceased and that its liability was only that 
of a warehouseman. 

In section 573 of Vol. 10 Corpus Juris it is stated that in 
an action for damage to goods, it is for the plaintiff to prove 
that the damage occurred while the goods were in the possession 
of the carrier as such, and not after its liability as carrier had 
terminated by the completion of its contract to transport and 
deliver the goods, several cases being cited. However, with the 
exception of one case, namely, So. & No. Alabama R. Co. vs. 
Wood, 46 Am. Rep. 209, none of the cases cited are in point. 

In the Wood case it was held that in an action for damages 
against a railroad company for loss of freight consigned to 
a point where there was no depot or agent, it being shown that 
the car reached destination and was left there on a sidetrack 
(private siding), the burden is on the plaintiff to show that the 
loss occurred before arrival. 

Other than the cases referred to above, we do not locate 
authorities which pass specifically upon this point. 


Reparation—Limitation for Filing Complaint for, with the 
Commission 

Michigan.—Question: On May 17, 1917, a shipment of lum- 
ber was made from a point taking an 18-cent rate of the Pacific 
coast rate to a point taking a 55-cent rate from the coast. On 
January 1, 1919, a supplement was issued to Countiss’ Tariff 
I. C. C. 1055, showing this same shipping point as now taking 
the coast rate, “issued under authority of and in compliance 
with order of Interstate Commerce Commission in case No. 9536 
of October 22, 1918, and must be maintained for a period of two 
years’ date from January 1, 1919.” At time of shipment we 
were presented with freight bill and charges were paid based 
on a 55-cent rate. We are now presented with a corrected 
freight bill of 55 cents plus the 18-cent rate based on the tariff 
in effect at time of shipment. 

As this rate was corrected after shipment was made, are we 
entitled to reparation? 

Answer: In paragraph 3 of section 16 of the interstate com- 
merce act it is provided that all complaints for the recovery 
of damages shall be filed with the Commission within two years 
from the time the cause of action accrues and not after, unless 
the carrier, after the expiration of such two years or within 90 
days before such expiration, begins an action for recovery of 
charges in respect of the same service, in which case such 
period of two years shall be extended to and including 90 days 
from the time such action by the carrier is begun. The pro- 


visions of this section are apparently applicable to the shipment 
in question. 


Liability of Telegraph Company for Negligence in the Trans- 
mission or Delivery of Messages 

New York.—Question:* On an interstate unrepeated message, 
sent July 11, 1921, delivery was never made. Due to market 
changes and the fact that the message was not delivered, we 
suffered a loss of $45. We filed claim against the telegraph 
company and are now advised by them that, due to the fact 
that they are subject to the provisions of the interstate com- 
merce act and the supervision of the Interstate Commerce Com- 
mission, they are not permitted to pay this claim. 

Can we collect our loss and, if so, please quote or give ref- 
erence to Interstate Commerce Commission ruling which will 
cover this particular case. 

Answer: Complying with the Commission’s order in the 
case of “Limitations of Liability in Transmitting Telegrams,” 
61 I. C. C. 541, the Western Union Telegraph Company filed with 
the Interstate Commerce Commission Supplement No. 3 to Tariff 
Book 64, effective July 13, 1921, which provides, “In any event 
the company shall not be liable for damages for mistakes or 
delays in the transmission or delivery, or for non-delivery, of 
any message received for transmission at the unrepeated mes- 
Sage rate beyond the sum of five hundred dollars; not for mis- 
takes or delays in the transmission or delivery, or for non- 
delivery, of any message received for transmission at the re 
peated-message rate beyond the sum of five thousand dollars, 
unless specifically valued; nor in any case for delays arising 
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from unavoidable interruptions in the work of its lines; nor for 
errors in cipher or obscure messages.” 

Prior to its compliance with the Commission’s order in the 
above referred to case, the liability of the Western Union Tele. 
graph Company for errors or delays in the receipt, transmission 
and delivery of unrepeated messages was limited to the amount 
received for sending the same, which limitation was found not 
to be unreasonable or otherwise unlawful by the Commission 
in its opinion in the Unrepeated Message Case, Docket 8917, 
44 1. C. C. Gi. 

While some of the state courts, including the courts of New 
York (see Freschen vs. Western Union Telegraph Co., 189 N. y, 
S. 649), have held that a telegraph company cannot by contract 
relieve itself from the consequences of its wilful misconduct or 
gross negligence, and that where a telegraph company’s failure 
to transmit a message is not shown to have been due to a mis- 
take in transcribing or difficulty in transmitting, the failure con- 
stitutes gross negligence, not subject to a limitation of liability, 
and, while in the Primrose case, 154 U. S. 1, it was said that in 
the absence of wilful neglect or gross negligence, a limitation 
of liability is valid, the tariffs of the telegraph company’s which 
contain the limitation of liability approved by the Commission 
in its opinions in Docket 8817, 44 I. C. C. 67 and Docket 11524, 
61 I. C. C. 541, do not contain any provisions which make any 
distinction between ordinary and gross negligence in the de 
termination of the liability of the telegraph company. There 
is no assurance, in view of the decision of the Supreme Court 
of the United States in Western Union Telegraph Co. vs. Esteve 
Brothers & Co., 41 Supreme Court 584, that at the present time 
any distinction would be made between ordinary and gross neg- 
ligence. 


Notice of Arrival—Requisites and Sufficiency of Notice 


North Carolina.—Question: Please give us the benefit of 
your understanding of liability of carrier in respect to destruc. 
tion of freight in storage warehouse resulting from the burning 
of a storage warehouse and contents five days after notification 
of arrival was sent consignee according to statement of carriers. 
The consignee disclaims receipt of such notice. Is the bill of 
lading provision exempting the carrier from liability under these 
conditions valid? 

Answer: Proof of the mailing of a notice properly ad 
dressed, posted, raises the presumption that the notice was 
received by the person to whom it is addressed. This is a pre 
sumption of fact and may be rebutted when it becomes a ques 
tion for a jury. American and English Encyclopedia of Lav, 
Vol. 16. 

In some states the matter is regulated by statute, as, for 
instance, in the state of North Carolina, it being held in Poy- 
thress vs. Durham, etc., R. Co., 62 S. E. 515, and Bank vs. Sou. 
Ry. Co., 69 S. E. 261, that the liability of a common carrier 
continues until after the arrival of the goods at their destination 
is given and a reasonable time allowed to remove them, which 
notice must be in writing and may be delivered personally or 
left at the place of business of the consignee or deposited in the 
post office. 

In Sou. Ry. Co. vs. W. T. Adams Machine Co., 51 So. 779 
(Ala.), it was held that when the statute governing the mailing 
of notices is complied with, the mailing of the notice post 
paid, is notice to the consignee. See also Brounton vs. Sou. 
Pac. R. Co., 83 Pac. 265 (Cal.). 


Freight Charges—Liability of Consignor for 


New York.—Question: A shipment was made in 1917 which 
was sold f. o. b. cars shipping point and no freight chargés 
collected. Evidently no effort was made to collect charges, a 
consignee was located at destination for some months after 
shipment was made and consignee’s general offices in Chicag0 
were doing business as late as June, 1920, or three years afte! 
shipment. Carrier’s auditing department is located in Chicag0 
and collection could evidently have been made, as we have 20 
report of refused payment. 

Can carriers compel payment of freight charges by shippé 
under such circumstances? 

Answer: The consignor, as the party with whom the cor 
tract of shipment was made, is primarily liable for freight 
charges, notwithstanding the delivery of the goods to the coh 
signee without collection of the freight charges. 

Paragraph B, section 16, of the interstate commerce act 
now provides that all actions by the carrier for the recovel 
of all or any part of the freight charges shall be begun with! 
three years after delivery of the property, but under the co 
struction usually given such statutes, they are to be given! 
prospective and not a retroactive application. Therefore, 4 sul 
for charges may be begun by the carrier within the per? 
of limitations fixed by state statutes, but not later than thre 
years from the date of the enactment of the provision, namely, 
not later than February 28, 1923. 


Reparation—On Shipments Made During Federal Control 


Michigan.—Question: During the time that the railroads 
were under federal control we shipped a car of furnaces # 
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Are You Getting Your Share? 


Foreign trade in the United States shows steady 
increase each month. 


Bulk of this new business goes to those who are 
going after it with most energy. 


“‘Kelly’s Directory of 
Merchants, Manufacturers and Shippers 


of the World” 


A valuable aid to all who Buy or Sell in Foreign Markets. | 
New edition for 1922—the 36th—ready in JUNE. | 
Thoroughly revised, bigger and better than ever. 
Over 5,000 pages, 1,500,000 listings and trade 


descriptions. 


Commercial Maps, Trade Data and brief con- 
densed Gazetteer. Every country of the globe 
included. 


The only World Directory printed in English. 
Delay now may mean disappointment later. 


Send your order to-day, get the book as soon as 
off the press and get after your share of the new 
foreign business. 





PRICE $20.00 | 
DELIVERED 


Kelly Publishing Co., 
70 Fifth Ave., New York. 


Gentlemen: 


| 

| 

| 

| Enter our order for one copy of KELLY’S DI- 
KELLY PUBLISHING COMPANY | RECTORY OF MERCHANTS, MANUFACTURERS 

| AND SHIPPERS OF THE WORLD, 1922 edition, 

] 

| 

| 

| 

| 


for which we will send you a check for $20.00 upon 
receipt of the book. 


70 Fifth Ave., 
New York City 


San Francisco Chicago 
Toronto 
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casings to Seattle and the charges were paid on the basis of 
a commodity rate on furnaces without casings. 

At the time this car was shipped the commodity rate on 
which the charges were based did not cover casings for our 
furnaces, but this item was under investigation and a few 
months later the item was changed to read cast iron furnaces 
and casings. 

The rate on which the railroad company are basing their 
undercharge was the proper rate to apply at the time the 
shipment was made, but this same rate was found to be un- 
reasonable and, as stated above, casings were included at the 
same rate. Should we pay this undercharge, is it your opinion 
that we can file claim for reparation with the Interstate Com- 
merce Commission? 

Answer: Under the provisions of section 206-C of the 
transportation act, 1920, complaints praying for reparation on 
shipments made during the period of federal control must have 
been filed within one year after the termination of federal con- 
trol. Therefore, unless a complaint, either formal or informal, 
was filed within the statutory period of time referred to above, 
or the shipment was registered with the Commission on its 
special docket by the carriers, the Interstate Commerce Com- 
mission cannot consider at this time a complaint asking for 
reparation thereon. 

Undercharges—Time Within Which to File as to Shipments 
During Federal Control 

Virginia.—Question: A shipment originated in Minneapolis 
in August, 1918, destined to Norfolk, and was billed fully pre- 
paid and delivered without collection of any charges at des- 
tination. Carriers are now endeavoring to make collection, 
claiming that billing read prepaid in error. They are correct 
in their contention and consignee actually owes them the amount 
in question, somewhere around $80. 

Our attorneys state that the time for collection of this un- 
dercharge has expired, three years, I believe, being the law 
upon the subject here, but the carrier’s attorneys claim that the 
statute of limitation was suspended during government control 
and that the undercharge is now collectible. 

Answer: We know of no statutory provision which, as to 
an action for undercharges, suspends the running of a statute 
of limitation for the period of federal control. 


Released Rates on Express Shipments 


Minnesota.—Question: An express shipment was made 
from New York City during 1922 for which a value of $35 was 
declared on the express receipt. The package was lost in 
transit. A claim was filed with the express company in New 
York City for the invoice value of the merchandise, namely, 
$38. A draft was received from the express company for $35, 
with an explanation that this was the extent of their liability 
for the reason that only $35 was declared on the express re- 
ceipt. Should the draft for $35 be accepted or should the claim 
be paid by the express company on a basis of $38? If possible 
quote us a court decision. 

Answer: In re Express Rates, etc. 43 I. C. C. 510, the 
Commission entered an order authorizing the maintenance of 
existing express rates, dependent upon the declared or released 
value of the property transported and requiring that a stipu- 
lated form of express receipt be used. This form provides 
that, in consideration of the rate charged for carrying property 
which is dependent upon the value and is based upon an agreed 
valuation of not exceeding $50 for any shipment of 100 pounds 
or less, and not exceeding 50 cents per pound actual weight for 
any shipment in excess of 100 pounds, unless a greater value 
is declared at the time of the shipment, that the shipper agree 
that the carrier shall not be liable in any event for more than 
$50 for any shipment of 100 pounds or less or for more than 
50 cents per pound, actual weight, for any shipment weighing 
more than 100 pounds, unless a greater value is stated. The 
only authority for limiting the carrier’s liability to an amount 
less than the full value of the property lost or damaged is that 
a rate has been charged dependent upon the value declared or 
agreed upon. If the shipper declares a value less than the 
value upon which the rate is based no benefit accrues to the 
shipper by reason of such lesser declared value, and there is 
no consideration passing between the shipper and carrier for 
such declared or agreed value. Therefore, as the express com- 
pany has published no rate dependent upon a value less than 
$50 inasmuch as the rate charged on the shipment in question 
valued at $35 was the same as would have been charged if the 
shipment was valued at $38, we are of the opinion that this 
amount can be recovered from the express company, even though 
the declared or agreed value was but $35. 

Liability of Carrier for Loss of Goods 

Massachusetts.—Question: On September 21, 1921, we re- 
ceived at port of New York one automobile body, crated, from 
London, England. This was unloaded September 23 at a North 
River pier and was moved in bond to destination. 

On the date of unloading the shipment was tendered the 
carrier at the pier on East River and bill of lading signed with 
no exceptions. This shipment was held by them until Septem- 
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ber 30 before it was loaded, because they had no equipment 
to care for shipment promptly. 

Upon arrival at Springfield it was noticed, upon uncrating, 
that varnish was scratched and ventilator broken. We called 
carrier’s claim inspector and he made a report showing in 
detail the damage sustained. It had been previously noticed 
that top of crate was covered with wheat and dirt and one 
board broken. This notation was made on delivery receipt, 

We entered the claim and have received advice from the 
carrier that investigation was made and they cannot entertain 
this claim on account of no evidence being shown that body 
was damaged while in their possession. We believe that they, 
as the delivery carrier, should make settlement of the claim, 

Answer: Whether or not the damage occurred while the 
shipment was in the possession of the rail carrier is a ques. 
tion of fact. Proof of delivery to the initial carrier in good 
condition and receipt in a damaged condition places the burden 
on the rail carrier to show that the damage occurred prior to 
its receipt of the goods from its connection or that the damage 
resulted from some cause for the consequences of which, under 
the law, it is not liable. 

Furthermore, on proof of delivery to the initial carrier in 
good condition and receipt of the terminal carrier without ob- 
jection, it will be presumed in an action against the terminal 
carrier that the goods were still in the condition in which they 
were received by the initial carrier and if they are injured or 
deficient in quantity the burden is on the terminal carrier to 
show that such loss or injury did not result from any cause 
for which it was responsible. 

However, if the rail carrier can prove that the goods were 
damaged before their receipt by it, no recovery can be had 
against it, that carrier not being liable for any damage occur. 
ring prior to the time the goods were delivered to it. 


Basis for Constructing Combination Rates 


: Canada.—Question: A shipment of freight from “A” to “(” 
via junction “B” is covered by a commodity rate to junction 
“B” and class rate beyond. Is it permissible to combine a 
commodity rate with a class rate to make a through rate, or 
must class rates be applied on the entire haul? Kindly quote 
authority on above under both the Consolidated Classification 
and Canadian Classification. 

Answer: As to shipments within the United States, the 
rule is that if no specific rate from point of origin to destination 
of a through shipment is provided, and no specific manner of 
constructing a combination rate for it is prescribed, the lowest 
combination of rates applicable via the route over which the 
shipment moves is the lawful rate for that shipment. Rule 5-C, 
Tariff Circular 18-A. 

Where a commodity rate is named in a tariff upon a com- 
modity and between specified points, such commodity rate is 
the lawful rate and the only rate that may be used with rela- 
tion to that traffic between these points, even though a class 
rate or some combination may make lower. The naming of a 
commodity rate on any article or character of traffic takes such 
article or traffic out of the classification and out of the class 
rates between the points to which such commodity rate ap- 
plies. Rule 7-a, Tariff Circular 18-A. 

Therefore, in the absence of a joint through rate from “A” 
to “C,” the commodity rate to junction “B” plus the class rate 
beyond, in the absence of a commodity rate beyond junction 
“B,” must be applied to the shipment, regardless of whether 
the class rate from “A” to junction “B” is higher or lower 
than the commodity rate. 


We are not familiar with the rules governing shipments 
between points in Canada. 


Reconsignment of Order-Notify Shipments 


Texas.—Question: Under heading of “Questions and An- 
swers, page 956 of the April 29 Traffic World, in response to 
“Nevada’s” question concerning reconsignment of order-notify 
shipments, you state: “The true owner of the goods trans 
ported by a common carrier, whether consignor or consignee, 
has the right to have his consignment diverted or reconsigned 
in transit. ; 

As, under an order bill of lading the title to goods remains 
in the shipper until he orders a delivery of the goods, the agent 
at “A” was justified in refusing to forward the shipment 10 
John Doe at “B” without the surrender of the bill of lading 
by the notify party, properly indorsed by the shipper, or 42 
order from the shipper to do so.” M 

It occurs to us that the only order which the agent at “A 
or any other agent would be required to accept as authority 
for diversion of the shipment is the original shipper’s order 
lading. Even though Jas. Smith and Company had consigned 
this shipment to his own order-notify James Smith and Com: 
pany, it would seem that the original lading is the only docu: 
ment that would legally be acceptable as authority for diver 
sion of the shipment. 

The original lading being a negotiable document, the agent 
at “A” would have to rely on the integrity of the shipper 
should he divert the shipment without the original lading 
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without bond from shipper, which action his superior officers 
would not countenance. 

Answer: This matter resolves itself into what is proof of 
the ownership of an order-notify shipment. The possession of 
the order-notify bill of lading is the best evidence thereof and, 
as you state, the surrender thereof should be required by the 
agent before accepting instructions to divert or reconsign a 
shipment, in the absence of a bond from the shipper. 


Live Stock Reports to the Department of Agriculture at the 
Stock Yards 


Nebraska.—Question: Each morning this office has its clerk 
call each railroad at their dispatcher’s office and get their stock 
report; this report consists of the number of cars of cattle, 
hogs, sheep, horses and mules and mixed carloads of live stock 
that will be delivered at this stock yard on that day, and which 
will be placed upon the market the same day. This report is 
not always absolutely correct, but is practically so, and the in- 
formation gained from this source is furnished the live stock 
interests at this market, and is considered very valuable to 
them, as it gives them a close figure on the total number of 
each class of stock that will be on the market that day. 

All the lines that operate into this city give this information 
practically correct each morning with the exception of the X. Y. 
Z. Railroad, and they seem inclined to make a rough guess at 
what they think will arrive, without apparently making any 
effort to give an accurate report. It very often happens that 
they will report as follows: Three cars cattle, two cars hogs, 
one car sheep, and when they make delivery to the stock yards 
there will be fifteen cars cattle, ten cars hogs, seven cars sheep. 
This, as you can see, will throw the estimate made by this 
office off from five hundred to a thousand head of stock each 
day. 

It is the contention of this office that the X. Y. Z. Railroad 
can be forced to furnish an accurate report each day, but it 
is my understanding that this information is furnished this 
office gratis by the various lines that operate into this stock 
yard, and they cannot be forced to give this information against 
their will. However, with the exception of this one line, they 
furnish the information in a very satisfactory manner. This 
office is operated under the U. S. Department of Agriculture, and 
the view is taken that, it being a government office, they can 
demand an absolute accurate report from the various lines mak- 
ing delivery of live stock at this point. Is there any section of 
the act to regulate commerce or any other statute that makes 
this compulsory on the part of the carrier? 

Answer: There is no provision in the interstate commerce 
act which, so far as we can determine, requires that reports of 
the nature referred to above be made to your office, nor do we 
know of any other statutory provision under which the carrier 
in question can be compelled to furnish an accurate report. 

Application of Rule 34, Consolidated Classification No. 2 

INincis—Question: It is not infrequent that this company 
is called upon to ship a commodity, the nature of which is light 
and bulky, and requires a box’ car equipment of approximately 
50 feet in length, or contents of which is between 3,600 and 3,800 
cubic feet. The commodity in question is subject to a minimum 
weight of 30,000 pounds, irrespective of size of car used, and 
subject to rule 34 of the Consolidated Classification No. 2. 

It invariably happens after we place orders with the repre- 
sentatives of the carriers operating in Official Classification ter- 
ritory, that they inform us that they are unable to furnish the 
particular equipment and are willing to furnish us in lieu 
thereof, two 36 ft. 6 in. cars, and further advise that they will 
protect the weight that could be loaded in the car ordered sub- 
ject to the minimum weight governing. 

From a reading of rule 34, one can readily reach the con- 
clusion that the carriers are erroneous in this latter statement. 
This however, is irrelevant to the instant case, but it is evident 
of the fact that considerable difficulty is experienced in properly 
interpreting the rule governing. 

In the event we would load the two smaller cars furnished 
in lieu of the larger car ordered, and loaded both cars to the 
full loading capacity, insofar as the nature of this commodity 
would permit, the approximate weight loaded in each car would 
be 22,500 Ibs. What would be the proper basis for the assess- 
ment of freight charges in this case? 

It may also be well to state that in loading the smaller 
cars, a greater amount of space is wasted in the smaller cars, 
than that which would exist in the loading of the larger car. 
This is an actual fact, and based on the personal observation 
of the writer. The writer had talked this subject over with 
several authorities on traffic matters, and the opinion of each 
varied in substance as to the proper application of the rule 
governing in this case, and the writer thought the matter of 
sufficient importance to submit to you for an opinion or ruling 
covering. 

Answer:—Under the application of Rule 34 of consolidated 
Classification No. 2 the charges on a shipment of an article, 
the minimum weight for which is 30,000 lbs., subject to Rule 34 
of the Classification, should be based on a total weight of 

52,500 Ibs., assuming that 22,500 Ibs. of the article are loaded 
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into each of two 36 ft. 6 inch cars. This is based on a minimum 
of 30,000 lbs. for one of the cars, the minimum for a 36 ft. 6 
inch car, and 22,500 lbs the actual weight loaded onto the 
other car. 

Assuming that you could load 45,000 lbs. into a 50 ft. car, 
you are paying (by reason of the inability of the carrier to 
furnish the size car ordered), charges on an additional 7,500 
lbs. over and above the amount actually loaded into the two 
cars aS compared with charges on an additional 3,600 lbs. over 
and above the amount upon which charges would be assessed, 
if 45,000 lbs. could be loaded into a 50 ft. car. 

Your disability resulting from the carriers inability to fur. 
nish the size car ordered, namely a 50 ft. car, presupposes the 
ability to load at least 41,200 lbs. into a 50 ft. car. 

Rule 34 of the Classification is predicated on the assump- 
tion that the charges for a shipment loaded into two cars will 
not exceed, based upon the minimum weight of one car and 
actual weight loaded into the other car the charges which 
would accrue on the same amount loaded into a car of the 
size ordered. 

The rule in and of itself, is a fair one but in the instant 
case the application there of results in excessive charges due 
to the fact that the minimum weight for a 36 ft. 6 inch car, 
namely 30,000 lbs. is apparently considerably in excess of the 
amount which can be loaded therein, so far as your commodity 
is concerned, and your remedy therefore lies in having a 
lower minimum weight established for a 36 ft. 6 inch car, say 
20,000 pounds or 22,500 pounds as a maximum, assuming that 
the latter amount is the maximum amount which can be loaded 
in the basic or standard car, namely a 36 ft. 6 inch car. 


SEWELL VALLEY NOTES 


The Sewell Valley Railroad Co. has applied to the Commis- 
sion for authority to issue $270,000 of notes, bearing 6 per cent 
interest, to pay for the construction of branch lines in West 
Virginia. 


MOVEMENT OF WATERMELONS 


The car service division of the American Railway Associa- 
tion, in Circular CSD-107, requests railroads to make prompt 
return to owners of ventilated box cars in order to prepare for 
an increased movement of watermelons over the movement of 
last year. Shipments will begin shortly after June 1. Acreage 
planted in Georgia, Texas, Florida, Alabama and South Carolina 
greatly exceeds that of 1921. 


Cc. N. O. & T. P. ASSUMES OBLIGATION 


The Cincinnati, New Orleans & Texas Pacific Railway 
Company has been authorized by the Commission to assume, as 
lessee of the Cincinnati Southern Railway, the obligation of 
paying, as additional rental, the interest won not exceeding 
$2,500,000 of 5 per cent gold bonds of the city of Cincinnati, 
O., series B, and $1,000,000 of 5 per cent gold bonds of the 
city of Cincinnati, O., series C, and of paying annually 1 per 
cent of the principal of said bonds to provide a sinking fund 
for their redemption at maturity. 


BOSTON & MAINE PROTESTS VALUATION 


The Boston & Maine and subsidiaries have filed a protest 
with the Commission against the tentative valuation of $234,189, 
816, placed on the system, averring that it should not be less 
than $371,729,860. It is claimed that the property, wholly owned 
and used, is worth not less than 323,089,000, as of June 30, 1914, 
instead of the Commission’s value of $101,712,972. It is charged 
that the Commission arrived at its values arbitrarily and without 
proper consideration of relevant facts. 


FEDERAL VALLEY NOTES 


The Federal Valley Railroad Company has applied to the 
Commission for authority to issue $24,900 in 7 per cent notes 
renewal of outstanding notes 


Cc. ST. P. M. & O. BONDS 


The Chicago, St. Paul, Minneapolis & Omaha Railway Cot 
pany has applied to the Commission for authority to sell $2,700, 
000 of its 5 per cent debenture gold bonds of 1930 now in the 
treasury of the company to reimburse the company for moneys 
expended out of income during the years 1913 to 1916, inclusive, 
for improvements and equipment, and also for expenditures 
made in 1917. The company proposes to sell the debentures at 
not less than 93% per cent of par. 


L. E. F. & C. NOTES.AND LEASE 
The Lake Erie, Franklin & Clarion Railroad Company has 
made application to the Commission for authority to assume 
obligation and liability, in respect to a certain lease whereil 
the Baldwin Locomotive Works is the lessor and the applicant 
the lessee, and also to issue $33,000 of short-term notes 2 
connection with the acquisition of one new passenger locomotive. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 




















ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 












































































































Digest of New Complaints 


No, 11818, Sub. No, 14. Chicago Lumber & Coal Co., St. Louis, Mo., 
vs. Atchison, Topeka & Santa Fe et al. 

Attacks penalty charge of $10 per car on lumber from March 

1, 1920, to March 13, 1922, as unjust and unreasonable, and un- 

justly discriminatory, preferential and prejudicial. Asks repara- 





tion. 
No. 13786. Hammond Lumber Co. et al., San Francisco, vs. A. T. & 
S. F. et al. 
Unjust, unreasonable, discriminatory and prejudicial rates on 


lumber from Mumboldt Bay points and San Pedro to groups A to 
J, inelusive. Asks cease and desist order and just, reasonable and 
non-discriminatory rates for the transportation of lumber and lum- 
ber products manufactured from material brought in by rail, water 
or other means from other points or temporarily stored “in transit 
at Humboldt Bay points and San Pedro, from said Humboldt Bay 
points and San Pedro to points in the destination groups referred 


to. 
No. 13790. People’s Bank & Trust Company et al., Tupelo, Miss., vs. 
Central of Georgia et al. 

Unjust, unreasonable and discriminatory practice of defendants 
whereby large quantities of uncompressed cotton produced in the 
states of Mississippi, Louisiana, Tennessee and Alabama have 
been and are accepted by the defendants for transportation to 
Augusta, in connection with the Central of Georgia, and to Atlanta, 
in connection with the Seaboard, under the so-called ‘‘carriers’ 
privilege rates,’”’ and that upon arrival at Augusta and Atlanta such 
cotton has been, and is being, compressed at Augusta and Atlanta 
and reshipped to eventual destinations in the Southeast, New Eng- 
land and eastern seaboard territories, the through rates from the 
original rates of origin to the final destinations being protected 
and the charges for compression at Augusta and Atlanta being 
paid by defendants, or certain of them. Asks cease and desist 
order and cancellation of any rules permitting such practice. 

No. 13791. Murphysboro Paving Brick Co., Murphysboro, Ill., vs. A. 
T. & S. F. et al. 

Unduly preferential or prejudicial rates on brick because of re- 
fusal of defendants to place Murphysboro in the St. Louis group 
on’ brick rates to Missouri, Kansas and Nebraska or the north- 
west. Asks for rates from Murphysboro that will not exceed those 
contemporaneously in effect from the St. Louis group to points 
of destination named in Agent Boyd’s Tariff 18J, I. C. C. No. A1069, 
and reparation. 

No. 13792. Standard Sanitary Manufacturing Co., Louisville, Ky., vs. 
Arcade & Attica et al. 

Unreasonable and discriminatory rates on bathtubs and other 
bathroom and kitchen equinment from Louisville to eastern and 
Canadian destinations. Asks cease and desist order, reasonable 
and non-prejudicial commodity rates and minimum weights on car- 
load, mixed carload and less-than-carload shipments, and repa- 
ration. 

No. 13793. Perry Coal Co. et al., St. Louis, Mo., vs. B. & O. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
coal from mines of complainants in Illinois to various interstate 
points of destination. Asks just, reasonable and non-discriminatory 
rates. 

No. 13794. Macon (Georgia) Chamber of Commerce vs. L. & N. et al. 

Unjust, unreasonable, preferential and prejudicial rates on bur- 
lap in rolls or bales from New Orleans and Mobile to Macon. Asks 
cease and desist order, just, reasonable and non-prejudicial rates, 
and reparation. 

No. 13795. Metal & Thermit Corporation, New York, N. Y., vs. Di- 
rector General, as agent. 

Unjust and unreasonable rates on scrap tinplate from Pacific 
coast points to East Chicago, Ind. Asks reparation. 


No. og The Public Service Commission of Inidana vs. Ann Arbor 
et al. 


_ Unjust, unreasonable and discriminatory rates on kitchen cab- 
inets because of unduly high ratings in Official and Southern 
Classification territories. Asks rating of first class in boxes or 
= L. C. L., instead of rating of one and one-half times first 
class. 

No. 13797. Meigs Pulpwood Co., Inc., New York, N. Y., vs. Director 
General, as agent. 

Unjust and unreasonable rates on pulpwood from Hudson Falls, 
N. Y., to Arrowhead, N. Y. Asks reparation. 

No. 13798. Japan Cotton Trading Co. of Texas, Fort Worth, Tex., vs. 
Director General, as agent. 

Unjust and unreasonable rates on cotton concentrated at Fort 
Smith, Ark., because routing prerogatives were denied to the 
shipper by orders of the Director General. Asks reparation. 

No. 13799. Transcontinental Oil Co., Pittsburgh, Pa., vs. M. K. & T. 
ef Texas et al. 

Unjust and unreasonable rates on petroleum and its products 
from Hodge and Fort Worth, Tex., to destinations in Oklahoma. 
Asks reparation. 

No. 13800. J. A. Waldrep et al., Tulsa, Okla., vs. Santa Fe et al. 

Unjust, unreasonable and unduly discriminatory rates for the 
transportation of near beers, cereal beverages, etc., and returned 
empty carriers between Tulsa and nearby territory and Kansas 
City and St. Louis and points basing thereon. Asks for the estab- 
lishment of just and reasonable rates, and reparation. 

No. 13801. The National Petroleum Association et al., Cleveland, Ohio, 
vs. Santa Fe et al. 

Unjust, unreasonable and unduly prejudicial rates on petroleum 
and its products, in tank cars, from points in western Pennsylvania 
to points in Pacific Coast territory, because of rule assessing 
weights on the full shell capacity of the tank but not less than 
6,000 gallons. Asks for a just and reasonable rule, and reparation. 

No. 13802. Wexas Farm and Ranch Publishing Co., Dallas, Texas, vs. 
Ahnapee & Western Ry. et al. 

Unjust, unreasonable, illegal and unlawful charges on printing 
paper from points in Michigan, Minnesota, Ohio and Wisconsin, 
to Dallas, Texas. Asks for the establishment of just and reason- 
able joint rates and through routes, and reparation. 

No. 13803. National Poultry, Butter & Egg Association et al., Chicago, 
vs. Ann Arbor et al. 

Excessive, unjust, unlawful, unjustly discriminatory charges on 
carlots of egg albumen, frozen egg yolks, frozen, and egg albumen 
and yolks, frozen, between points in the United States, because 
of rates higher than those on eggs in the shell. Asks cease and 
desist order, just arud reasonable rates, and reparation. 

No. 13804. Mosher Steel & Machinery Co., Dallas, Tex., vs. Director- 
yeneral as agent, M. K. & T. et al. 
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Unreasonable and unlawful charges on wood wheel cants from 
Tulsa, Okla., to Dallas, Tex. Asks reparation. 

No. 13805. Hale-Halsell Co., McAlester, Okla., vs. Alabama & Vicks. 
burg et al. 

Unjust, unreasonable, preferential and prejudicial rates, which 
violate long-and-short haul provision of the fourth section, gy 
sugar from New Orleans, La., and points taking the same rates 
and Sugar Land, ‘l'ex., and points in Groups 2 and 3, as shown jp 
F. A. Leland, agent, I. C. C. No. 1374, to Durant and Hugo, Okla, 


Asks cease and desist order, just and reasonable rates, ang 
reparation. 
No. 13806. Meyer-Vasquez Produce Co., St. Louis, Mo., vs. Director 


General Davis, as agent. 
Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on cabbage from various points in state of Washington to 
St. Louis. Asks reparation. 
No. 13807. Webb City & Carterville Foundry & Machine Works, Web) 
City, Mo., vs. Director General, as agent. 

Unjust, unreasonable, preferential and prejudicial rates on pig 
iron from Midco to Webb City, Mo. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. 13808. Holly Sugar Corporation, Huntington Beach, 


Calif., ys, 
Director General, as agent. 


Unjust and unreasonable rates and_charges on shipments of 
refuse syrup from Utah points to La Bolsa, Calif. Asks repara. 
tion. 

No. 13809. Hazard-Jellico Coal Co., Cincinnati, O., vs. Director Gen. 


eral, as agent, L. & N. ¢ rar 
Unjust and unreasonable rates on ice from Louisville to Harvey. 


ton, Ky. Asks reparation. : 
No. 13810. American Lumber & Mfg. Co., Pittsburgh, Pa., vs. Georgia 


Railroad et al. 

Unjust and unreasonable charges on lumber from Washington, 
Ga., consigned to Allentown, Pa., and reconsigned to Kutztown, 
Pa. Asks reparation. 

No. 13811. The Weber Flour Mills Corporation et al, Salina, Kan., ys, 
Union Pacific. 

Unjust, unreasonable, preferential and prejudicial charges on 
shipments of wheat from points on the Union Pacific in central 
and western Kansas to Kansas City and to destinations beyond, 
Asks reparation. 


No. 13812. Hercules Powder Co., Wilmington, Del., vs. Alabama 
Great Southern et al. 
Unjust and unreasonable rates on nitrate of soda from New 


Orleans to Fayville, Ill., Goes, Ohio, and Ishpeming, Mich. Asks 
cease and desist order, just and reasonable rates and reparation, 
No. 13813. Archenhald Automobile Supply Co. et al, Waco, Tex., ys, 
Albany Southern et al. 
Excessive, unjust and unreasonable class and commodity rates 
from points of origin in eastern and southeastern states to Waco, 


Tex. Asks cease and desist order, just and reasonable rates and 
reparation. 
No. 13814. Barnes Foundry Co., Jersey City, N. J., vs. Director Gen- 


eral, as agent. 

Unreasonable rate of 20 cents on sand from McConnellsville, X. 
Y., to Jersey City, N. J., because it exceeded 15 cents. Asks 
reparation, 

No. 13815. Lyman-Richey Sand Co., Neb., vs. 
North Western et al. 

Unjust, unreasonable and discriminatory rates on _ sand and 
gravel between stations located on defendant’s lines in Nebraska 
and in Iowa. Asks cease and desist order, just, reasonable and 
non-discriminatory rates. 

No. —— B. Lissberger & Co., New York City, vs. Michigan Central 
et al. . 

Unjust, unreasonable and unlawful rate of 49 cents on 14 car 
loads of scrap brass from New York to Detroit, Mich., becaus 
in excess of 34% cents. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 13817. Bernstein Manufacturing Co., Philadelphia, vs. 
General, as agent. 

Unjust and unreasonable rate of $2.81% on kapoc from Sal 
Francisco to Philadelphia because in excess of $1.87%%. Asks 
reparation. 

No, 13818. Hale-Halsell Co., Okla., vs. Chicago, Rock 
Island & Pacific et al. 

Unjust, unreasonable, preferential or prejudicial rates on wrap 
ping paper, toilet paper and paper tablets, from mill points 10 
Wisconsin and Missouri to complainant’s distributing warehouses 
in Oklahoma. Asks just and reasonable rates and reparation. 

No. 13819. Hampton Roads Demurrage Committee, Hampton Roaés, 
Va., vs. Norfolk & Western et al. , 

Asks that Commission require defendants to establish and appl! 
in the future to the trans-shipment of tidewater coal at Hampton 
Roads in lieu of existing demurrage rules and rates, rules and 
regulations which shall provide for no more than a charge of il 
per car per day, allowing 10 days’ free time, Sundays and holidays 
excluded, averaged over 90 days; together with a provision [I 
viding for the application of surplus credits days accumulated 
during the same 90 days’ period on cars left standing on tra 
at the end of such period and also the elimination from the sub- 
stitution car rule of any provision confining that rule to cals af 
coal of the same pool or classification destination, and reparation. 

No. 13820. Sun Company, Philadelphia, Pa., vs. Louisiana Railwa 
and Navigation Co. et al. J 

Unjust and unreasonable rates on petroleum and its product 
from the plant of the Louisiana Oil & Refining Corporation 7 
Shreveport, La., to Jacksonville, Fla. Asks for the establishme! 
of just and reasonable rates and reparation. 

No. 13821. A. E. Staley Mfg. Co., Decatur, Ill., vs. Director Gene! 
as agent, Illinois Central. : ‘, 

Unjust and unreasonable rates on sand from East St. Lous, 
Ill., to Decatur, Ill. Asks reparation. ‘vill 

No. 13822. Traffic Bureau of Nashville (Tenn.), et al, vs. Louisvl™ 
and Nashville et al. i: 

Unjust, unreasonable, unduly prejudicial and discriminat”? 
rates, which violate the fourth section, on various commoditie 
including canned goods, meats, cooked, cured or_preserved, er 
soap, etc., from Buffalo, Pittsburgh, Detroit, Toledo and Clevelat 
territories to Nashville, Tenn. Asks for the establishment of jus 
reasonable and non-discriminatory rates, and reparation. . 8 

No. 13823. Virginia Coal Operators’ Association, Philadelphia, 
Aberdeen & Rockfish et al. fro 

Unduly prejudicial and unduly preferential rates on coal pe 
mines in the Appalachia group in Virginia and Kentucky to wif 
tinations in Georgia, Florida and the Carolinas, as compared Wr 
rates from the Harlan County coal district in Kentucky. 
for the establishment of non-prejudicial and non-preferentia 

No. 13824. Cape Girardeau (Mo.) Portland Cement Co., VS. 
& Eastern Illinois et al. . pre 

Unjust, unreasonable, unjustly discriminatory and unduly bon 

judicial rates on cement from Cape Girardeau, Mo., to destina 
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Above—The Black Diamond Niagara Falls 


Lehigh River near 


Tunkhannock, Pa. Oxbow Curve 


The Scenic L 


Veteran travelers are practically unanimous 
in proclaiming the Lehigh Valley the pre- 
eminent scenic line between Niagara Falls, 
Buffalo and Philadelphia and New York. 
The variety no less than the distinctive char- 
acter of its scenic beauty are responsible. 


Convenient Terminals, too, have added to 
the steadily growing popularity of Lehigh 
Valley Train service. In New York its 
trains use the PENNSYLVANIA STA- 
TION, a block from Broadway, in the heart 
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Lehigh Valley Terminal, Buffalo 


Mauch Chunk, Pa., and the 
Lehigh River 


Pennsylvania Station, 


ew York 





ehigh Valley 


of the city. Use of Reading Terminal, 
Market & Twelfth Streets, Philadelphia, 
makes it equally convenient there; while in 
Buffalo the Lehigh Valley’s modern terminal 
at Main & Scott Streets is the most accessi- 
ble in the city. 


One hundred and thirty-six pound rail—the 
heaviest used by any railroad in the United 
States—and a roadbed always in the best 
of condition insure the utmost degree of 
safety and comfort on Lehigh Valley trains. 


Through Sleeping Car Service from 
and to Chicago, Detroit, Toronto. 


Lehigh Valle 





._The Route of The 


Railroad 


Black Diamond. 







Susquehanna River near Pittston, Pa. 
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in Kentucky and Tennessee. Asks for the establishment of just, 
reasonaule “ted non-discriminatory through rates in place of the 
combinatian rates now in effect. 


'No. 13825 ‘artland Railroad Co., Charleston, W. Va., vs. Baltimore 
‘& Ohio et al. 


Gomplains that the B. & O. and its connections allow the Hart- 
Nand Railroad no division out of the through rates on coal from 
mines on its line to various destinations. The prayer is for the 


-- nananaae of through rates and joint rates from lines on this 
ine, 


C. C. C. & ST. L. RELOCATION OF LINE 


The Trafic World Washington Bureau 


The Commission has issued a certificate authorizing the 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company 
to abandon five miles of line between Glenn and St. Clair in 
Boone County, Indiana, and to relocate the line between those 
points. The relocated line will be 4.6 miles in length. 

The Commission said the relocation of the line would effect 
a saving of four-tenths of a mile in distance, would reduce the 
grade thirty-five one-hundredths of one per cent, and would lessen 
the maximum curvature two degrees and ten minutes, and elimi- 
nate five highway grade crossings. 

Protestants at Zionsville, Ind., claimed.that the relocation 
of the track would ruin that town and asked that the old track, 
or at least a stub end from Glenn to Academy Street in Zions- 
ville, be left in place for local freight service. The Commission 
said that while the abandonment of the old track would require 
the shippers and consignees at Zionsville to haul their freight 
a short distance farther, it did not appear from the evidence 
that Zionsville would be inadequately served from the new lo- 
cation. 

The Public Service Commission of Indiana held a hearing 
in the matter for the Commission and recommended that the 
application of the carrier be granted. 


IDENTIFICATION OF DRIVERS 


Activities by the Freight Agents’ Association of New York 
resulted in the passage of an ordinance by the New York board 
of aldermen this week, requiring every driver of an express or 
freight delivery truck to carry in his possession an identification 
card to be issued by the police commissioner. 

The ordinance is a direct result of discussions held at recent 
meetings of the Freight Station Section of the American Rail- 
way Association, the topic assigned to the New York committee 
at the last meeting being “identification cards for freight 
drivers.” Although the New York ordinance provides for notation 
on the card of any violation against the traffic ordinances by 
policemen, the real object sought by the station agents was a 
prevention of fraudulent receipt of goods by means of forged 
orders. According to H. W. Maynard, secretary of the New Yerk 
Association, the ordinance, as passed, meets all requirements of 
the station agents although it is not, in form, exactly as proposed 
by them. 

Similar efforts have been begun in other cities. In Chicago 
it is the plan to have the cards issued by some accredited offtcer 
of the firm for which the driver works and to have it carry the 
signature of that officer and of the driver. It is contended that 
a comparison of the signature on the card and the signature of 
the driver on the freighi receipt will be an added check, 

It is now suggested—and the suggestion will probably be 
acted on at the annual meeting of the agents in Philadelphia in 
June—that “a uniform system to protect shipments being de- 
livered to dishonest people by means of fraudulent documents or 
forged orders,” be devised for use throughout the United States. 





INTERLOCKING DIRECTORATES, ETC. 


Oren Root has been authorized ta eld pesitions of Director 
of Missouri Pacific Railroad Company, Hudson & Manhattan 
Railroad Company and President ef Hudson & Manhattan Rail- 
road Company. 

John W. \sewttt has been permitted to hold the office of 
General Manager with the Sumpter Valley Railway Company 
‘and Mount Hood Railroad Company. 

Various officials of the Chicago, Burlington & Quincy Rail- 
road Company has been authorized to retain their positions 
with their road and many other roads in addition to positions: 
previously authorized. 

The Commission has authorized W. G. Besler to retain ‘his 
position of Director of the Tonopah & Tidewater Railroad “tom- 
pany in addition to offices previously granted. 

O. P. Van Sweringen, J. J. Bernet, Otto Miller, C. ™; Brad- 
ley, J. R. Nutt, W. A. Colston and John Sherwin were ?,ythorized 
to hold their positions with the Toledo, St. Louis @ Western 
in addition to positions previously authorized. 

O. P. Van Sweringen was also authorized to, hold the posi- 
tions of director and vice-president of the Lake. Erie & Western, 
director and president of the Ft. Wayne, C4ncinnati & Louis- 
vilel and director of the Toledo, St. Lonig & Western. 

W. C. Bower was authorized ta \ypld the positions of as- 
sistant manager, purchases and stqees, of the Central Union 
Depot & Railway Company of Ciyvinyagi, Cirv.cinnati Northern 


— New York Central Railroad, and numerous other car. 
riers. 

C. P. Crawford, Grenville Kane, G. N. Orcutt and T. ¢, 
Powell were permitted to retain their positions with the New 
Jersey and New York Extension Railroad, New Jersey and New 
York Railroad, New York and Greenwood Lake Railway, Lodi 
Branch Railroad, and New York, Susquehanna & Western Rail- 
road, in addition to positions previously authorized. 


RATES ON HIDES 


Reductions in the rates on green salted hides, carloads, from 
Pacific coast terminals to points in eastern defined territory are 
proposed in Transcontinental Freight Bureau’s fourth section 
application No. 21. The application asks permission to amend 
transcontinental eastbound tariffs 3-O and 2-P to make the rate 
from the terminals to groups A to J, inclusive, $1.25. The pres. 
ent rates are $1.66% to groups A to H, inclusive, and $1.56% 
to group J. In the application R. H. Countiss, agent, alleges 
that the reduction is made necessary by water competition, an 
attached exhibit listing 57 regular sailings through the canal 
monthly. The water rate, the application says, is 75 cents, but 
it is hoped that the superior rail service will get some of the 
hide tonnage for the transcontinental carriers at $1.25. 


With regards to the rates from intermediate points, the ap. 
plication says: 


From points intermediate to the terminals it is proposed to apply 
rates made by adding to the rate herein proposed from. the terminal 
which is nearest the origin of shipment, the local rate published for 
use upon interstate traffic, from the point of origin to nearest terminal 
point; the present published through rates from such intermediate 
points, which are the same as the present rates from the terminal 
points, to be observed as maximum. 


LEAGUE’S BUNCHING RULE APPROVED 


The American Railway Association has advised the National 
Industrial Traffic League that the league’s recommendations 
regarding changes in paragraph 2 of the bunching rule would be 
published to become effective July 1. 

The new rule was approved by the league at its annual 
meeting in Cleveland, in May, 1921 (see Traffic World, May 28, 
1921, p. 1131), and received tentative approval from the Com- 
mission on April 3 of this year. Under the proposed rule cars 
moving from different points and (or) via different routes to 
destination, and arriving on different dates, will be considered 
bunched if tendered for delivery on one day; and such free time 
will be allowed as the consignee would have been entitled to, 


had the cars been placed or tendered for delivery in the order 
of their arrival. 


wen B. & O. BONDS 
Authority has been granted by the Commission to the Bal- 
timore & Ohio to issue not exceeding $1,840,000 of refunding 
and general mortgage 6 per cent bonds and to pledge them as 
collateral for short term notes. Subsidiary companies were 
authorized to issue underlying bonds, 


f 





PACIFIC PORTS RESTORED 


On request of the division of regulation of the Shipping 
Board, the Intercoastal conference has temporarily restored 
Tacoma, Astoria and San Diego as basic ports of the steamshi) 
lines operating under the agreements of the conference. The divi 
sion of regulation has started an inquiry into the situation. 


: W. F. & S. STOCK 


The Commission has granted authority to the Wichita Falls 
& Southern Railroad Company to issue $161,000 of common cap 
tal stock, said stock to be delivered at par to stock subscribers 
in part payment of advances for capital purposes; to issue $644; 
000 of non-cumulative preferred stock, said stock. to be sold al 
not less than 80 per cent of par and the proceeds used in pall 
payment for construction and equipment and to discharge ce” 
tain indebtedness; and to issue $688,000 of first mortgage 6 pe! 
cent gold bonds, said bonds to be sold at not less than 85 Pe! 
cent of par and the proceeds used for like purposes. 





GUARANTY TO BAY CITY TERMINAL 
The Commission has dismissed the application of the Bay 
City Terminal Railway Co. for a settlement under the guarant! 
provisions of the transportation act, because the matter will be 
taken care of in settlement with the Cincinnati, Saginaw 
Mackinaw, the operating company. 


CAMBRIA AND INDIANA BONDS 


The Cambria & Indiana Railroad Co. has applied to the 
Commission for authority to issue and sell $1,000,000 of gener@ 
mortgage 6 per cent bends, the proceeds to be used in paying ° 
$750,000 of notes and for reimbursement in part of expenditure 
made from income. 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 
1—Released Rate Orders 
2—Fourth Section Orders 
3—Sixth Section Orders 
4—Investigation and Suspension Orders 
5—Suspension Orders Vacated 
6—New Tariffs and Supplements Filed with the I. C. C. 
7—Tariffs Rejected by the I. C.C. 
8—Express Tariffs Filed with the I. C.C. 
9—Shipping Board Tariffs 
10—Adoption Notices 
11—Central Freight Association Docket 
12—Central Freight Association Hearings 
13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Rate Committee Docket 
19—Southern Rate Committee Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 
23—Texas Tariff Bureau Hearings 
24—Trunk Line Association Docket 
25—Trunk Line Association Hearings 
26—Trunk Line Coal and Coke Docket 
27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 
29—Western Trunk Line Hearings 
30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
35—Embargo Notices, Modifications and Cancellations 
36—Steamship Sailings 
37—Express Classification Docket 
38—Address of Roads Filing First Tariff with I. C. C. 
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Pacific—Caribbean— 


Gulf Line 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 


Coast Ports via Panama Canal 


SS “AGWIDALE”’ From the Gulf, about June 7th 
SS “‘DELCO”’ se Middle June 
SS “*‘NYANZA’’ wie Mii Late June 






























SS “REDHOOK” From the Pacific Coast, gl 


SS “ELDORADO” «= « “se sé 2nd half June 


SS “DELCO” ‘6 ‘6 ‘6 ‘6 } Late June 
Early July 
SS “HOBOKEN” ial ” si Middle July 
Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINES, Incorporated 
GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 
Steele Bidg. SWAYNE & HOYT, Inc. 50 Broad St. 
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ROUTE YOUR CARGO VIA 


Mobile Gulfport~Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 





Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 















We Solicit General Cargo 


LIVERPOOL AND GREENOCK 


.S. AFOUNDRIA......... § Sailing from Pensacola about May 27 
oS. APOUNEEES ‘| Sailing from Mobile about June 4 





LIVERPOOL AND MANCHESTER 
S.S. COAHOMA COUNTY. Sailing from Mobile about June 22 


LONDON AND DUNDEE 


Sailing from Mobile June 13 
CS, ATE. ...-- 945 { Sailing from Pensacola June 17 















LONDON AND GRANGEMOUTH 


8. INGHAM.......... { Sailing from Gulfport about June 29 
S.S. EFF M | Sailing from Mobile about July 10 


BREMEN AND HAMBURG 
S.S. WEST HARDAWAY... Sailing from Mobile June 22 


S.S. WILDWOOD.......... Sailing from Mobile July 14 
Waterman Steamship Corporation 


MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 































































THE TRAFFIC WORLD 


Vol. XXIX, No. 21 








Docket of the Commission 





Note. 
having been added since the last Issue of The Traffic World. 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


items In the Docket marked with an asterisk (*) are new, 
Cancel- 


May 29—Detroit, Mich.—Commissioner Aitchison: 
* 10122—Standard time zone investigation. Petition of the City of 
Detroit. 
May 29—Galveston, Texas—Examiner Fuller: 
13487—The Sugarland Industries vs. Galveston Wharf Company. 
May 29—Charleston, W. Va.—Examiner Worthington: 
13546—Kanawha Black Band Coal Co. et al. vs. C. & O. Ry. et al. 
May 29—Chicago, Ill._—Examiner Butler: 
=e Gas Light & Coke Company et al. vs. A. T. & S. F. 
et al. 
-_ 7 29—Pittsburgh, Pa.—Examiner Gaddess: 
1 - aaa taaee Steel Company vs. Director-General, P. R. R., 
et al. 
May 29—Tallahassee, Fla.—Examiner Cassidy: 
13589—Gadsden Lumber Company vs. Apalachicola Northern R. R., 
Director-General, et al. 
May 29—New York, N. Y.—Examiner Quevedo: 
13577—Sonora, Inc., vs. D. L. & W. et al. 
13543—Arthur E. Winter and Frank B. Ross vs. Great Northern Ry 
and C. B. & Q. R. R. 
May 29—Kansas City, Mo.—Examiner Keeler: 
13518—Federal Grain Company et al. vs. A. T. & S. F. et al. 
May 29—Argument at Washington, D. C.: 
12853—Boston Wool T'rade Assn. vs. Clyde S. S. Co. et al. 
12990—Boston Woven Hose and Rubber Co. vs. Director General, N. 
Y. N. H. & H. et al. 
13272—Boston Wool Trade Assn. vs. Arizona & New Mexico et al. 
May 31—Galveston, Tex.—Examiner Fuller: 
1. and S. 1531—Elimination of transit privileges on export cotton at 
Texas gulf ports. 
* 1, and S. 1531 (first supplemental order)—Elimination of transit priv- 
ileges on export cotton at Texas gulf ports. 
May 31—Chicago, Ill.—Examiner Butler: 
11757—C. St. P. M. & O. Ry. et al. vs. Great Lakes Transit Corpo- 
ration. 





May 31—New York, N. Y.—Examiner Quevedo: 
13562—Indiana Quartered Oak Company vs. Atlantic City R. R. et al. 


May 31—Jacksonville, Fla.—Examiner Cassidy: 
13640—Rosser and Fitch vs. Seaboard Air Line Ry. et al. 

io 31—Argument at Washington, D. C.: 
12579—The Mathieson Alkali Works, Inc., et al. vs. C. C. & O. et al. 
12736—The George B. Newton Coal Co. vs. Director General and 


Pa. R.. KR. 2 
13050—The Buckeye Pipe Line Co. vs. B. & O. et al. 


June 1—Chicago, IIl.—Examiner Butler: 
13611—Northern States Power Co. vs. A. T. & S. F. et al. 
13611, Sub. No. 1—John Morrell & Co. vs. A. T. & S. F. et al. 


June 1—Pittsburgh, Pa.—Examiner Gaddess: 
13620—The Niles Fire Brick Company vs. Director-General. 
13567—The Buffalo Slag Company vs. Director-General. 


June 1—St. Joseph, Mo.—Examiner Keeler: 
13301—J. L. Frederick Grain Company vs. Director-General. 
13462—Aunt —e Mills Company vs. Director-General, C. B. & 
Q. R. R. et al. 


June 1 and 2—Argument at Washington, D. C.: 

1. and S. 1511—Reduced rates from New York piers. 

Transcontinental cases of 1922—Fourth section applications 345, 349, 
11940, 11948, 11957, 11985, 11996, 12012, 12017, 12018, 12063, 12094 
and 12118. 

June 2—Pittsburgh, Pa.—Examiner Gaddess: 

13590—Mexican Gulf Oil Company, Pittsburgh, Pa., vs. Director- 
General, P. & L. E. Ry., et al. 

13590 (Sub. No. 1)—Mexican Gulf Oil Company, Pittsburgh, Pa., vs. 
W. & L. E. Ry. et al. 

13579—Thomas R. Heyward, Jr., trading as Thomas R. Heyward Co., 
vs. Director-General. 

June 3—Omaha, Neb.—Examiner Keeler: 

13634—Omaha Chamber of Commerce vs. Director General. 

13635—Seavey & Flarsheim Brokerage Co. vs. Director General. 

13654—Omaha Refining Co. and Alfred C. Munger, trustee in bank- 
ruptcy for Omaha Refining Co., vs. Director General. 
June 3—Beaumont, Texas.—Examiner Fuller: 

bee la oe Brothers Oil Company vs. Gulf, Colorado & Santa Fe 
Ry. et al. 

13527—Hartburg Lumber Company vs. Beaumont, Sour Lake & 
Western Ry. Co. et al. 

Portions of fourth section application No. 452. 
13616—Josey-Miller Company vs. Brimstone R. R. & Canal Co. et al. 
13616 (Sub. No. 1)—Josey-Miller Company vs. Gulf, Colorado & 

Santa Fe Ry. Co. 

13616 (Sub. No, 2)—Josey-Miller Company vs. K. C. S. et al. 

June 5—Boston, Mass.—Examiner Mullen: 
* 9200—Railway mail pay (with respect to New England lines). 
June 5—Washington, D. C.—Examiner Kelly: 

Valuation Docket No. 127—In re tentative valuations of the proper- 

ties of the Ann Arbor R. R. Co. and Menominee & St. Paul Ry. Co. 
June 5—San Francisco, Cal.—Examiner Keene: 

12929—Interstate rates on grain, grain products and hay, in car- 

loads, between points in the western and mountain-Pacific groups. 
June 5—Omaha, Neb.—Examiner Keeler: 

13539—Omaha Chamber of Commerce, Traffic Bureau, et al. vs. A. T. 
& S. F. Ry. et al. 

13539 (Sub. No. 1)—The Atchison Chamber of Commerce vs. A. T. 
& S. F. Ry. et al. 

Such portions of fourth section application No. 1766, filed by W. P. 
Emerson, by which carriers ask authority to continue to charge 
for the transportation of sugar from New Orleans, La., to Kansas 
City, Mo., rates which are lower than the rates maintained on like 
traffic to intermediate points. 


June 5—Boston, Mass.—Examiner Quevedo: 
—— Wool Trade Association vs. Boston & Albany R. R. 
et al. . 


June 5—Pittsburgh, Pa.—Examiner Gaddess: 
13515—The Golding Sons Company vs. B. & L. E. R. R. et al. 


June 5—Phoenix, Ariz.—Examiner Pattison: 
13588—Western coal rates. 


June 6—Washington, D. C.—Examiner McQuillan: 
12544—Swift & Co. vs. Director General, Erie, et al. 

June 6—San Francisco, Cal.—Examiner Keene: 
12843—Pacific Rice Mills et al. vs. Director-General. 


June 7—Argument at Washington, D. C.: 
12911—Cement rates from Sugar Creek, Mo., to Kansas City, Mo. 
ae Portland Cement Co. vs. Director General, A. T. & 
» Bey GC al. 
10517—Atlas Portland Cement Co. vs. Director General, A. T & 
S. F., et al. 
June 7—Goldsboro, N. C.—Examiner Cassidy: 
13632—Royall and Borden Manufacturing Company vs. A. C. L. et al. 
13633—Royall and Borden Manufacturing Company vs. A. C. L. et al. 
13631—Royall & Borden Mfg. Co. vs. Atlantic Coast Line R. R. et al. 


June 7—Providence, R. I.—Examiner Quevedo: 
13531—The What Cheer Beef Company vs. N. Y. N.-H. & H. R. R. 
June 7—Little Rock, Ark.—Examiner Fuller: 
1. and S. 1532 and ist sup. order)—Increased rates between Ruston, 
La., and Texas points. 
Portions of fourth section applications 620, 628 and 677 of F. A. Le- 
land (in connection with I. and S. 1532). 
June 7—El Paso, Tex.—Examiner Pattison: 
13588—Western coal rates. 


June 8—Washington, D. C.—Examiner Marchand: 
* Valuation Docket 8—Wrightsville & Tennille R. R. Co. 
June 8—Washington, D. C.—Examiner Gaddess: 
13618—Andrews Brothers Company vs. P. C. C. & St. L. et al. 


June 8—Sioux City, lIowa—Examiner Keeler: 
= oo City Gas & Electric Company et al. vs. A. T. & S. BF 
y. et al. 


June 8&—Argument at Washington, D. C.: 
|. and S. 1365—Routing on coal from West. Md. Ry. mines to eastern 
destinations. 
11455—Manufacturers’ Assn. of York, Pa., vs. P. R. R. et al. 
June 9—Argument at Washington, D. C. 
11154—Sligo Iron Store Co. vs. West Md., Director General, et al. 
8347—Peoria Board of Trade vs. A. T. & S. F., Director General, et al. 
June 9—Carson City, Nevada—Examiner Keene: 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 
soe ean Commission et al. vs. Arizona Eastern 
. &. Co: ot al 


June 10—Washington, D. C.—Examiner Hartman: 
* Valuation Docket 12—Missouri Southern R. R. Co. 


June 10—Argument as Washington, D. C.: 
12529—Wayne Coal Co. vs. Director General, P. & W. Va. 
12529 (Sub. No. 1)—Wayne Coal Co. vs. P. & W. Va. 
June 10—Richmond, Va.—Examiner Cassidy: 
13529—Atlantic Bitulithic Co. vs. Monongahela Power & Ry. Co. 
Director General et al. 
June 12—Mason City, Ia.—Examiner Keeler: 
1. and S. Docket 1553—Switching at Mason City, Ia. 


June 12—Washington, D. C.—Examiner Kelley: 
Valuation Docket No. 126—In re tentative valuation of the property 
of Western Pacific Ry. Co. 
June 12—Salt Lake City, Utah—Examiner Keene: 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 


June 12—Kansas City, Mo.—Examiner Fuller: 

Fourth Section Apps. 1951, 4784, 4218, 4219, 4220 and 2522, by which 
carriers named as parties thereto ask for authority to continue 
rates for the transportation of coal from Arkansas, Oklahoma, 
Kansas and Missouri mines to Omaha, Neb., St. Joseph, Mo., Atchi- 
son, Kan., and related points, without observing the provisions of 
the fourth section act. (In connection with I. and S. Docket 
1524, coal from the southwest to Omaha, Neb., and related points.) 

1. and hg 1524—Coal from the southwest to Omaha, Neb., and related 
points. 

June 12—Washington, D. C.—Examiner Hartman: 

Valuation Docket No. 150—In re tentative valuation of the properties 
of Bangor & Aroostook R. R. Co., Northern Maine Seaport R. R. 
Co. and Van Buren Bridge Co. 

June 12—St. Paul, Minn.—Examiner Cummings: 

Fourth Section Apps. 77, 1853, 1966, 4010, 4463, 4544, 804, 829, 3581, 
3983, 1066, 3824, 3876, 1902, 553, 2131, 4049 and many others oF 
portions thereof not yet passed on by the Commission, filed on oF 
before February 17, 1911, by which carriers parties thereto ask 
for authority to continue class and commodity rates for the trans- 
portation of traffic between points in and adjacent to western 
trunk line territory without observing the provisions of the 
fourth section of the interstate commerce act. 

June 14—Washington, D. C.—Examiner Marchand: 
* Valuation Docket 27—Louisville & Wadley R. R. Co. 


June 14—Argument at Washington, D. C.: 
11481—The Certain-teed Products Corp. et al. vs. A. T. & S. F. et al. 
1. and S. 1468—Building and roofing paper between western trunk 
line points. 

June 15—Maben, Miss.—Mississippi Railroad Commission: 

* Finance Docket No. 2237—In the matter of the application of the 
National Line R. R. Co. for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 

June 15—Arguments at Washington, D.. C.: 

ey ty Dietz Lumber Co. et al. vs. Director-General, Colo. & 
Sou et al. 

12298—Omaha Lumber & Coal Co. et al. vs. Director-General. 

12307—Hydraulic Press Brick Co. et al. vs. Director General. 

Finance Docket 1572—In the matter of the application of Colo. & 
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STATISTICS! STATISTICS! 


VERY ESSENTIAL EVIDENCE IN TESTING 
THE ‘‘RFASONABLENESS” OF RATES ! 


Yet in a great many unsuccessful cases, we hear the Interstate Commerce Commis- 
sion utter, to someone, such ominous words as: 


“The Rates Complained Of Are Not Shown To Be Un- 
reasonable,” or ‘“‘Defendants Have Failed to Justify,” etc. 
thus sounding the death-knell to many hard-fought, yet perhaps meritorious, cases. 


Carrier! Traffic Manager! Commerce Attorney! Do Not Omit This All- 
Important Feature From Your Rate Cases, simply because you do not have the means 
at hand. Ask the T. S. C. for Up-To-The-Minute Figures. You will be supplied on short 
order. Telegraphic orders given preferred attention. 


Even If Your Complaint Or Answer Is Already In, We Will Prepare All Statistical 
Data For You. 


Wire us NOW, and perhaps save the day. 


THE TRAFFIC SERVICE CORPORATION 


Special Service Department 
505 Colorado Building Washington, D. C. 
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Sou. Ry. Co. for certificate of public convenience and necessity au- 
thorizing abandonment of its Buena Vista-Romley line. 
June 15—Washington, D. C.—Examiner Hunter: 
13786—Hammond Lumber Company et al. vs. A. T. & S. F. et al. 
1. and S, 1545—Lumber from San Francisco Bay points when from 
beyond. Such fourth section departures as may exist. 
* 1, and S. 1559—Sash and doors from Pacific coast to New York, N. Y. 
(in connection with I. and §S, 1545). 


June 16—Argument at Washington, D. C. 
12876—Compaignie Auxiliare de Chemins de Fer au Bresil vs. D. L. 


& W. et al. 
12994—Wm. Cramp & Sons Ship & Engine Building Co. vs. Director- 
General. 


12942—The Diamond Match Co. vs. Director General. 
12909—American Mfg. Co. vs. Director General. 
12909 (Sub. No. 1)—Cross, Austin & Ireland Lumber Co. et al. vs. 
Director General. 
* Finance Docket 1549—In the matter of the application of Silverton 
Ry. Co. for certificate of public convenience and necessity author- 
izing it to abandon its line. 


June 17—Kansas City, Mo.—Examiner Fuller: 
l. and S. 1530—Team track switching at Argentine, Kan. 
June 17—Argument at Washington, D. C.: 
1. and S. 1497—Clayed or cotton burlap bags from various points to 
Texas destinations. 
13410—Texas Chamber of Commerce et al. vs. Abilene & Southern 
et al. 
June 17—Phoenix, Ariz.—Examiner Keene: 
13565—Maricopa County Highway Commission, 
Company vs. Arizona Eastern R. R. Co. et al. 
11541—Arizona Corporation Commission et al. vs. Arizona Eastern 
R. R. Co. et al. 


June 19—Washington, D. C.—Examiner Marchand: 
* Valuation Docket 36—Flint River & Northeastern R. R. Co. 


June 19—Washington, D. C.—Examiner Kelley: 

* Valuation Docket 37—Kinston Carolina R. R. and Lumber Co. 

June 19—Argument at Washington, wv. C.: 

12653—The Mangelsdorf Seed Co. vs. A. T. & S. F. et al. 

12653 (Sub. No. 1)—The Mangelsdorf Seed Co. vs. Director General. 
12695—Rudy-Patrick Seed Co. vs. I. & G. N. et al. 

12695 (Sub. No. 1)—Rudy-Patrick Seed Co. vs. Director General. 
12859—Hixon Lumber Co. vs. C. B. & Q. et al. 

13033—The Atchison Board of Trade et al. vs. A. T. & S. F. et al. 

* 13549—Divisions of joint rates, fares and charges on traffic inter- 
changed between Nevada-California-Oregon Ry. and its connec- 
tions. 

June 19—Phoenix, Ariz.—Examiner Keene: 

129289—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacifc groups. 


June 20—Argument at Washington, D. C.: 
12722—Roxana Petroleum Corp. vs. Director General, Wichita Falls 
& Northwestern et al. 
12794—Eddy & Eddy Mfg. Co. vs. Director General, Mo. Pac. et a). 
12806—Roxana Petroleum Corp. vs. Director General, C. & A. et al. 
12806 (Sub. No. 1)—Roxana Petroleum Corp. vs. C. & A. et al. 
11564—Laclede Steel Co. vs. Director General, C. & A. et al. 
13217—Illinois Glass Co. vs. Director General, Ill. Term. 
June 21—Washington, D. C.—Examiner Kelley: 
* Valuation Docket 40—Wadley Southern Ry. Co. 
June 21—Washington, D. C.—Examiner Marchand: 
* Valuation Docket 41—Chicago, Terre Haute & Southeastern Ry. Co. 
June 21—Argument at Washington, D. C.: 
11636—St. Louis-San Francisco Ry. Co. vs. Nor. Ala. et al. 
— County Coal Corp. et al. vs. East St. Louis & Suburban 
eta 
12779_National Preservers and Fruit Products Assn. vs. Abilene & 
Southern et al. 
12779 (Sub. No. 1)—National Preservers and Fruit Products Assn. vs. 
Director General. 
June 22—Argument at Washington, D. C.: 
12493—F.. S. Smith & Son vs. Director General, Beaumont, Sour Lake 
& Western et al. 
12838—Elk Tanning Co. vs. Erie et al. 
13018—Borden Sales Co. vs. Director General. 
a ee Cananea Copper Co. vs. Director General, A. T. & 
S. F., et al. 
June 23—Washington, D. C.—Examiner Kelley: 
* Valuation Docket 28—Albany Passenger Terminal Co. 
* Valuation Docket 29—Macon & Birmingham Ry. Co. 
June 23—Argument at Washington, D. C.: 
12481—H. J. Heinz Co. vs. Director General, Pa. R. R. 
12739—Daisy Mfg. Co. vs. A. & V. et al. 
— we Coal Co. et al. vs. Eastern Ky. Ry., 
eral, et al. 


Twohy Brothers 


Director Gen- 
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June 23—Santa Fe, N. M.—Examiner Keene: 
11541—Arizona Corporation Commission et al. vs. Arizona Eastern 
Rm. R. Co.. otal. 


June 24—Argument at Washington, D. C.: 
12305—Armour & Co. vs. C. B. & Q. et al. 
12410—Fageol Motors Co., Inc., vs. Director General, C. M. & St. P., 


et al. 
12410 (Sub. No. bt te a Motor Truck Co. vs. Director General. 
Cc. M. & St. P. et al. 
13005—Weirton Steel Co. vs. Monongahela Ry. et al. 
* |. and S. 1528—Cancellation of through rates on apples from Pacific 
coast. 


June 24—Santa Fe, N. M.—Examiner Keene: , 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 


June 26—Washington, D. C.—Examiner Kelley: 
* Valuation Docket 21—Carolina R. R. Co. 


June 26—Argument at Washington, D. C.: : 
ag ee & Co. vs. Director General, Montpelier & Wells 
iver et al. 
12573—Sprague Tire and Rubber Co. vs. Director General, U. P. et al. 
12797—Firestone Tire and Rubber Co. vs. Director General. 
12790—Lincoln Chamber of Commerce of Lincoln, Neb., vs. Director 
General and C. B. & Q. 
June 27—Washington, D. C.—Examiner Marchand: 
o — Docket 5—Supplemental valuation of Winston-Salem §S. B, 
Ry. Co. 
June 27—Argument at Washington, D. C.: 
13182—Wichita Board of Commerce vs. A. T. & S. F. et al. 
12721—Anderson, Clayton & Co. vs. Director General. 
ee Products Co. vs. Director General, Alabama & Vicks- 
urg et al. 
har: 9" ele Iron Works et al. vs. Director General, A. C. & Y, 
et al. 


ILLINOIS CENTRAL STOCK 


Authority has been granted by the Commission to the Illi- 
nois Central Railroad Company to carry out the beginning of its 
financial program to enable it to electrify and enlarge its ter- 
minal facilities at Chicago as explained in detail recently in The 
Traffic World. The company was authorized to issue not ex- 
ceeding $10,929,600 of preferred stock, which is to be sold at 
not less than par. The Commission said, in part: 


The applicant contemplates offering the proposed preferred stock 
to its common stockholders at par. The Union Pacific Railroad Com- 
pany and the Railroad Securities Company, each of which owns 
common stock of the applicant, have agreed to purchase $3,170,000 
of the $10,929,600 of preferred stock, leaving $7,759,600, the sale of 
which has been underwritten by Messrs. Kuhn, Loeb & Co. for a 
compensation equal to 3% per cent of the par value of said $7,759,600 
of preferred stock. 


W. F. & O. EXTENSION 

The Wichita Falls & Oklahoma Railway Company has been 
authorized by the Commission to construct an extension of its 
line in Clay County, Texas, and the Wichita Falls & Oklahoma 
Railroad Company of Oklahoma, to construct a new line of rail- 
road in Jefferson County, Oklahoma. The first named company 
will build an extension from Byers, Texas, in a northeasterly 
direction to a point on the Texas-Oklahoma state line, a dis- 
tance of 5.8 miles. The other company will construct a line 
extending from a connection with the above extension to Wau- 
rika, Okla., a distance of 7.5 miles. 


ERIE RAILROAD EXTENSION 


The Erie Railroad Company has applied to the Commission 
for a certificate of public convenience and necessity for the ex- 
tension of its line between Sparrowbush, N. Y., and Lackawaxen, 
Pa., a distance of about 20 miles. The tracks for the most part 
will be constructed on the opposite side of the Delaware River 
and in a different state (New York) from the existing tracks of 
the Erie which are in the state of Pennsylvania from a short dis- 
tance west of Sparrowbush to Lackawaxen. The additional line 
is needed, the company says, to relieve congestion between the 
points named. 
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A Warehouse 
that is on 


the Firing Line 





HAT is where you want 

your merchandise—at the 
point most directly in contact 
with the markets in which you 
aim to sell it. 








To Promote and Expedite Your Trade With the Vast West 
and Southwest, You Will Find No Greater Facility Than 
This Modern Warehouse of Fifteen Thousand Tons 
Capacity, Operated As a Part of the Most Complete 
System of Freight-Handling Facilities in America. 


In The 
Great St. Louis Gateway 


operated in conjunction with nine 
**universal’’ off-track freight depots 
and a fleet of tractors and semi-trailers. 


You will learn something interesting of 
the advantages of a modern warehouse 
if you will write for one of these booklets 


to the 


Columbia Terminals 
Company 


ST. LOUIS 
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The San Antonio and Aransas Pass Railway Co. 















J. S. Peter, 77 YT Wy YY WH, ’ 
Vice-Pres. & Gen. Megr., KU WW Z, Yy 7 
San Antonio, Tex. Yj 
J. C. Mangham, 
Gen. Frt. Agt., Y \ p Muskogee 
San Antonio, Tex. a , Q OklahomaCity 
marill gD 
A i oe y Q A 
‘San Antonio, Tex. 3 McAlester 


Little Rock, 
H. C. Franks, 

Gen. Agt. Frt. Dept., 

San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 
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SPEEDY, 


Vipy» ACCURATE, 
Brownavile Sf, AND 
Monterey ACCOMMODATING 
o— (/ PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect’ 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 

















FROM = List of Direct Connecting Rail Lines: 
Waco Houston | San Antonio | Corpus Christi Alice Laredo via Alice A Harbor T inal Rail 
eee ene 3314 hrs. 24 hrs. 26 hrs. 24 hrs. 3514 hrs. ransas flarbor termina! Nallway 
Cameron. aie is 3052 = = se = ss 28 - 33 “ Fredericksburg & Northern 
ouston.....| 324%hrs |_........ = = ha se : 
SanAntontol 23°" aes | i... 11 « 9 « 2034 <« Gulf Coast Lines 











Gulf Colorado & Santa Fe 


Below is approximate service in days from following cities and River Crossings: International & Great Northern 











TO Missouri, Kansas & Texas 
FROM | ——Waco | Houston | San Antonio | Corpus Christi | Alice Larede via Alice ey tna =e 
manens tty} vee 4 days 314 days ai days 3% days } Te San Antonio Southern 
Memphis..__ ee 4 <« 314 « 34% « Big « 46 St. Louis Southwestern (Cotton Belt) 
New rleans 3 days 3% * 3 wi 3 _ 3 ed 34% “ Sugarland 


Trinity & Brazos Valley 


Proportionate service to above is rendered to all intermediate points. Seeus eens 
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| LUCKENBACH LINES | 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


| U. S. Mail Steamers Twin Screw American Steamers 


| NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
| SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 


| MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO 
| OAKLAND, PORTLAND, SEATTLE 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. 131 State St. Lafayette Bldg. Oliver Building 1024 Herag Building Central Bldg. 201 California Street Pierce Building 
Chicago Boston, Mass. _ Philadelphia Pittsburgh Buffalo, N. Y. Los Angeles San Francisco St. Louis 
New Orleans, La. ortlan eattle acoma, Wash. Vancouver, B. C. 


Mobile Liners, Inc., Agents A. Le Blanc, Agent Railway Exchange L. C. Smith Bldg. 211 Eleventh St. | Empire Shipping Co., Agents 
Mobile, Ala. Portland Seattl T 
















WHEN YOU SHIP 


Look at the map and see how thoroughly the Illinois Traction 
System serves the state of Illinois and the St. Louis territory; and 
keep in mind that this System has 

Joint freight rates. Standard M.C.B. equipment. 


Track connections with steam roads. Switching arrangements that reach all in- 
Centrally located freight houses. dustries in St. Louis, Peoria, and other points. 


Ship Today ~—Its there To-morrow 


Fast highball freight service. Really an express service at 
freight rates. 


The traffic department watches 
over your shipments with a per- 
sonal interest. 


W.H. WYLIE, Traffic Manager 
Peoria, Ill. 


LLINOIS TRACTI ON SYSTEM 
(MSKINLEY LINES 
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